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HARDING AND THE RAILROADS 

President Harding has called into conference with 
him Chairman Barton, of the Railroad Labor Board, and 
Chairman Clark, of the Interstate.Commerce Commis- 
sion, to consider the railroad problem. We are not in 
the confidence of the President but we venture the as- 
sertion that he did not call this conference for the pur- 
pose of advising any particular course of action or 
wielding any sort of stick, big or otherwise, to bring 
about the adoption of any particular view of his own 
or his party, but merely that he might inform himself as 
to the facts of a situation that is becoming more serious 
every day and that cannot be ignored by anyone who 
would understand economic conditions, much less one 
who is charged in the public mind with a certain respon- 
sibility for those conditions. We have no doubt that 
President Harding also entertains a hope that through 
this conference some line of procedure may be developed 
that will be for the better. That is the kind of man the 
President seems to be—one who seeks advice and at- 
tempts to bring about cooperation, rather than one who 
knows just what ought to be done and proceeds to im- 
pose his ideas on everybody else. 

Of course, the President has no authority to order 
tither the Labor Board or the Commission to do any 
particular thing. They are their own masters except as 
Congress may give them instructions. And yet the 
members of both bodies are appointed by the President 
and, under our system of government, it is possible, 
when a President wishes, to exercise considerable prac- 
tical power of coercion, whether there be legal power or 
not. But, as we have said, there seems to be nothing of 
this sort in the air and the conference may be taken for 
just what it,appears on the surface to be. We think the 
President has taken a proper and wise course and we see 
Possibilities for good in the conference. If nothing more 
tesults, the President will at least gain some valuable 


information with respect to an important situation. 
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charged with transportation duties and responsibilities 
may be expected to and must interest themselves as 
some of the effects of the high freight rates now in force 
become increasingly manifest. For instance, the high 
domestic freight rates on certain commodities of import 
are making the cost of transportation to the Atlantic 
seaboard higher than the cost of ocean transportation 
from the foreign countries from which those same com- 
modities can be and are, under certain conditions, ob- 
tained. The “certain conditions” are said to exist now 
and the only way to protect domestic trade from the 
encroachments of foreign competition is by either a re- 
duction in freight rates or building a tariff wall suffi- 
ciently high to shut out the foreign product, regardless 
of the difference in transportation cost. Thus the cus- 
toms tariff becomes involved, interesting politicians and 
economists who, perhaps, never before thought seriously 
about freight rates. 

Representations are also being made, with some de- 
gree of force, that the high freight rates are operating in 
other ways to retard business, chiefly through causing 
the price to mount until the consumer will not buy. We 
think cases of that sort are exceptional, but it is a fact, 
nevertheless, that many people attribute the falling off 
in business chiefly to the advances in freight rates and 
that there is merit behind some of the cases cited. So 
the matter has become one of general economic interest 
rather than merely a question of transportation which, 
though important, as such questions may be and have 
been in the past, still would appeal only to those with 
expert transportation knowledge. It is not, then, to be 
wondered at that the President has adopted the unusual 
course of calling into conference the chairmen of the 
two federal bodies that deal with the railroads. 

What the President might learn from his talk with 
Mr. Clark and Mr. Barton we and our readers already 
know. It is that the present rates were fixed by the 
Commission in compliance with the law and economic 
necessity with the purpose of assuring the carriers, as 
a whole, something of an adequate revenue; that this 
revenue has not materialized because of the big falling 
off in tonnage; that in some cases the high rates them- 
selves have contributed to the falling off in business; 
that the railroads are seeking to reduce operating ex- 
penses in every way possible, especially by reduction in 
labor cost; that, if their proposals as to wages 
adopted, their revenue situation will be greatly im- 
proved; that if those proposals are not adopted that im- 
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San Diego & Arizona Railway 


THE SAN DIEGO SHORT LINE 
Offers a New Direct Route Between San Diego and Eastern Cities 






This new line in connection with Southern Pacific and its Eastern connections forms the 
shortest transcontinental line to any California port. GIVE IT A TRIAL. 


From CHICAGO: Through package cars in connection with Rock Island, El Paso & Southwestern, Southern 
Pacific, care S. D. & A., El Centro. 


From NEW ORLEANS, KANSAS CITY, ST. LOUIS: Excellent service, without delay, to San Diego. 
From NEW YORK: Sou. Pac. S. S. Line (Morgan Line), care S. D. & A., El Centro. 
From other points: Direct line to Southern Pacific, care S. D. & A., El Centro. 











For information as to rates, routes, service, etc., ask any railway agent, or address: 
PONTIUS, General Manager 


FB DORSEY. Asiatent Trafic Manager SAN DIEGO & ARIZONA RAILWAY, San Diego, Calif. 
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provement cannot be expected until there is a revival of 
business; and that, even with a revival of business, un- 
less it were an extraordinary revival, the carriers would 
still be in a bad way unless they could get their operat- 
ing expenses down materially. 

We say that is what the President has learned, if 
he did not already know it. If he did know it he has 
had his knowledge confirmed by expert.authority. What 
will he wish to do about it and what can he do about 
it? As to what he will wish, we do not know. We think 
we know what he ought to wish. He ought to wish for 
assurance from Chairman Clark—so far as Mr. Clark 
can give it—that the Commission will proceed at once 
to reduce rates wherever it can be shown that the level 
of the rate is suppressing business—this for the benefit 
of the carriers and their revenues as well as for that of 
the shipping public oppressed by the rates in question. 
He ought to wish for assurance from Chairman Barton 
—so far as Mr. Barton can give it—that the Labor 
Board will proceed immediately to a conclusion in the 
case now before it involving the abrogation of the na- 
tional agreements as to wages and working conditions 
and that its decision—at least, so far as the public mem- 
bers are concerned—will be based on broad, economic 
and not selfish or narrow grounds. He might also hope 
that the Labor Board would reverse its decision not to 
allow the shipping public to be heard on this matter. He 
ought to wish for assurance that the present members 
of the Labor Board will take their duties seriously and 
act with wisdom in the knowledge of economic facts in 
all the wage controversies that shall come before them. 
He has the power, by means of the appointments that 
will soon be at his disposal, to do something toward get- 
ting that kind of Labor Board if he does not believe the 
present board is that kind. 

How far could Mr. Clark and Mr. Barton go in 
“delivering the goods” if that sort of program were sug- 
gested by the President? We believe Chairman Clark 
could speak for the majority of the Commission; not 
that the other members have no minds of their own 
but that he understands what those minds are and could 
properly represent them to the President. He could 
probably assure the President, if the President wished 
for such assurance, that the Commission would take the 
course suggested. It has already signified its willing- 
ness to listen to pleas for rate reductions on the ground 
of interference with the flow of traffic. We doubt if 
Chairman Barton could do as much. He could, at any 
rate, carry back to his associates the President’s ideas 
and wishes and he might—if he is that kind of man—in- 
spire a little enthusiasm and desire to accomplish some- 
thing in his fellow members. 

That is, perhaps, as far as the President could ex- 
pect to go and as much as he could hope to accomplish 
through this conference. If after it, however, he sees 
the situation as we see it, he might do something to re- 
Move the idea that high freight rates are the sole, or at 
least the principal, cause of business depression, and he 
might use his influence toward bringing about the right 
kind of railroad inquiry by the Senate interstate com- 
merce committee, as proposed by Senator Cummins, its 
chairman, Further than that, the railroad situation may 
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be expected to improve as the result of policies worked 
out by the present administration for the relief of the 
business situation generally. 

As we have said before, we think no major legisla- 
tion is necessary for the cure of a railroad situation that 
is due principally to business conditions beyond con- 
trol and that must depend on time for their cure. That 
cure can be assisted by proper realization of conditions 
on the part of the two railroad boards and by proper ac- 
tion on their part, and by the same kind of reaiization 
and action on the part of the carriers and the shippers. 
We must all get the right view and then all work to- 
gether. If President Harding can help bring about that 
sort of cooperative effort he will have accomplished 
much. 


LABOR BOARD AND THE PUBLIC 

The United States Railroad Labor Board has de- 
nied the petition of the National Industrial Traffic 
League to intervene in the case now before the board 
involving the question of the abrogation of the so-called 
national agreements. Mr. Walter, attorney for the 
League, demands to know how the individual members 
of the board voted. Probably he will not get the infor- 
mation he seeks, but it is pretty well known what the 
line-up was. Presumably the three labor members 
voted against permitting the League to intervene; pre- 
sumably the three railroad members voted in favor of 
it; if this is correct then, at least two of the three public 
members voted against it. Getting names would only 
be important that we might know whether all of the 
public members voted together or, if not, which two 
took this peculiar view of the question. We hope Mr. 
Walter, if he fails to get this information, will at least 
have “started something” that may result in the Presi- 
dent appointing a real public representative on the 
board. 

Of course, in a sense, the Traffic League is not a 
party to the question at issue and permitting it to in- 
tervene might open the way for others to demand the 
same privilege, thus prolonging the hearing. This argu- 
ment would sound better, however, if the board, up to 
date, had done anything that evinced the slightest evi- 
dence of a desire for speed. It has droned along for 
months when the crying need was for the removal of 
these wasteful agreements. Everybody knows that but 
the Labor Board, and everybody admits it but the labor 
unions. We hope Mr. Barton’s visit to the White House 
may result in his returning to his work with something 
like a “bug in his ear.” Sometimes it almost seems de- 
sirable that the occupant of the White House be the 
kind of person who wields a club rather than a mild, 
reasonable gentleman who believes in letting others 
function according to their lights. 


SOLUTIONS FOR RAILROAD PROBLEM 

Everybody has a solution for the railroad problem 
and everybody has a right to his own views, of course. 
Perhaps the views of anyone else are as valuable as our 
own. But we are printing one in our Open Forum that 
seems to us particularly fanciful. It calls for an actual 
capitalization of “brawn” and distribution of dividends, 
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instead of wages, on the basis of that capitalization. The 
trouble with most such ideals is that they are not prac- 
tical. “If” they could be put into effect they might 
work, but that big “If” prevents a lot of things. Assum- 
ing that this particular plan would be beneficent, if oper- 
ative, how in the world is it going to be put into effect? 
Who is going to guarantee that the wage earner would 
accept the plan or that, if he accepted it in principle, 
he would take anyone’s figure as to the capitalization of 
his effort? 

We believe we shall just have to struggle along 
with the old idea that the man who has money will in- 
vest it where he believes he can make a profit and will 
hire the labor he needs at what he has to pay, govern- 
ment only intervening to see that he does not oppress or 
that labor does not exact more than its due when the 
question between capital and labor affects a public 
utility. 





RULES AND ORDERS WAIVED 


The Trafic World Washington Bureau 


In a special sixth section permission, No. 52373, dated March 
28, rescinding special permission No. 51704, the Commission has 
waived its tariff rules and some parts of its prior orders in I. 
& S. No. 1250, covering reconsignment rules and charges, so as 
to enable the carriers to file tariffs in accordance with agree- 
ments between themselves and the shippers, or the requirements 
of the Commission where the carriers and shippers are not able 
to agree on what should be done. 

The supplements are to be published on thirty days’ notice. 
Short time notice was not requested. The order was issued 
chiefly because the rules of the Commission governing the con- 
struction and filing of tariffs and supplements thereto, if fol- 
lowed, would result in the use of much time and an expendi- 
ture of considerable money in the preparation of tariffs that 
would be in compliance with the understanding between the 
earriers and shippers and in obedience to the orders of the Com- 
mission with respect to points on which shippers and carriers 
are not able to agree. The order is as follows: 

“Reconsignment Rules and Charges—Waive Rules 9 (e) and 
9 (k). Waive Provision Orders in |. and S. Docket 1250. 
Ordered: That Special Permission No. 51701 is hereby set aside 
and canceled, and that all carriers in the United States and 
their duly authorized agents are hereby authorized to publish 
and file supplements to their tariffs naming rules and charges 
governing the diversion and reconsignment of carload freight 
now in effect, continued in force by reason of the Commission’s 
erders of suspension in Investigation & Suspension Docket No. 
1250, or otherwise, without regard to the terms of Rules 9 (e) 
and 9 (k) of Tariff Circular 18-A in respect to the number of 
supplements effective at any time and the volume of supple- 
mental matter to which such tariffs are entitled, and without 
regard to the terms of the Commission’s order dated June 14, 
1915, reproduced in the Commission’s order in Investigation & 
Suspension Docket No. 1250 and reading as follows: 


It is further ordered, That the rates and charges thereby sought 
to be changed shall not be increased and the regulations and prac- 
tices thereby sought to be altered shall not be changed by any subse- 
quent tariff or schedule until this investigation and suspension pro- 
ceeding has been disposed of, or until the period of suspension and 
any extension thereof has expired, unless authorized by special per- 
mission of the Commission, 


“the said supplements to establish the following changes in re- 


consigning rules and regulations: 
“The following note should be added to rule twelve: 


If a car has been placed for unloading on a public delivery track, 
but has not been unloaded or accepted by consignee or owner, it will 
be subject to Rule 10, 


“Surrender of Bills of Lading—Change present Condition C 
to read: 


On straight consignments the original bill of lading should be 
surrendered or other proof of ownership established. On shipments 
consigned “to order” original bill of lading should be surrendered for 
endorsement or exchange or in its absence satisfactory bond of in- 
demnity executed in lieu thereof, or other approved security given 
at the time the diversion or reconsignment order is placed. 


“Embargo Rule or Diversion to Embargo Point.—Substitute 
following for present rule: 

Orders for diversion or reconsignment will not be accepted under 
these rules at or to a station, or to a point of delivery against which 


an embargo is in foree. Shipments made under authorized permits 
are not subject to this condition. 
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: “Diversion or Reconsignment to Points Within Switching 
Limits Before Placement.—Add under Application the following: 


The term ‘switching limits’’ as used in these rules means al] 
locations within the recognized switching limits of all carriers serving 
the billed destination, and not merely the switching limits of the 
carriers receiving the road haul movement. : 


“Cancel present rule 8, and substitute the following: 


Rule 8. Stopping in transit—notifying consignee of cars held at 
holding point: 

_ (a) If a car is stopped for orders for the purpose of delivery or 
diversion or reconsignment or reforwarding prior to the arrival at 
original billed destination, or if such destination is served by a ter- 
minal yard, then prior to arrival at such terminal yard, on request 
of consignor, consignee, or owner, the following charges will be made 
for the service: In Groups 1 and 2, $2.50 per car; in Group 3, $3.00 
per car; and the point where the car is stopped will be considered the 
destination of the freight. If the car is subsequently forwarded from 
point at which held, the provisions of Rules 9, 10, 11 or 12, as the 
case may be, will also be applied. The service of stopping as pro- 
vided in this rule will not prevent one change of destination under 
the provisions of Rule 5. 

(b) If after arrival at destination, or if such destination is served 
by a terminal yard, then after arrival at such terminal yard, a car js 
withheld from placement, on request of consignor, consignee or owner, 
no charge will be made for such service, but the point at which 
held will be considered the destination of the freight and the party 
upon whose order car is held will be notified at the postoffice address 
designated by him. If the car is subsequently placed for unloading 
or is reforwarded from the point at which held, the provisions of 
Rules 9, 10, 11, 12 and 13, as the case may be, will also be applied. 
The service of withholding from placement as provided in this rule 
will not prevent a change of destination under the provision of Rule 5 
— _ a diversion or reconsignment under the provision of 

ule 11. 

Note.—In order that carriers may correctly identify the rules 
named in Rule 8-B next above the following explanation is furnished: 
Rule 9. Change at destination on orders given before arrival. 

Rule 10. Diversion or reconsignment to points outside switching 
limits before placement. 

Rule 11. Diversion or reconsignment to points within switching 
limits before placement. 

Rule 12. Diversion or reconsignment to points outside switching 
limits after placement. 

Rule 13. Diversion or reconsignment to points within switching 
limits after placement. 


“It being distinctly understood that supplements issued 
hereunder must be made effective on thirty days’ notice to the 
public and the Commission, by posting and filing in the manner 
required by law and that this special permission does not con- 
vey any authority for the establishment of any rules or regula- 
tions other than those hereinbefore specifically set forth.” 

In a note to the carriers’ secretary, McGinty said: 

.“This authority does not waive any of the provisions of 
the Interstate Commerce Act or any of the requirements of the 
Commission’s published rules relative to the construction and 
filing of tariff publications except as herein noted. Nor does 
the Commission hereby approve any rules or regulations that 
may be filed under it, such rules or regulations being subject to 
protest, complaint, investigation and correction, if found to be 
in conflict with any provisions of the law. It is void unless 
schedules issued thereunder are filed within sixty days from the 
date hereof. 

“Supplements issued hereunder to tariffs not involved in 
Investigation & Suspension Docket 1250, must bear the follow- 
ing notation: 


This supplement is issued without regard to the terms of Rule 9 
(e) of Tariff Circular No. 18-A, both as to number of supplements and 
volume of supplemental matter to which the tariff is entitled, under 
authority of special permission of the Interstate Commerce Commis- 
sion, No. 52373, dated March 28, 1921. 


“Supplements issued hereunder to tariffs continued in force 
by reason of Commission’s Orders of Suspension in I. and §. 
Docket 1250 must bear the following notation: 

This supplement is issued without regard to the terms of Rule 
9 (e) of Tariff Circular 18-A, and the provisions of the Commission’s 
orders in Investigation and Suspension Docket No. 1250 that state 
that rates and regulations sought to be altered shall not be changed 
by any subsequent tariff or schedule until investigation has been dis- 
posed of, under authority of Special Permission No. 52373, of the 
Interstate Commerce Commission of March 28, 1921.” 


ST. L. S. W. RY. CO. NOTES 


The St. Louis Southwestern Railway Company and the St. 
Louis Southwestern Railway Company of Texas have applied t0 
the Commission for authority to issue six 6 per cent promissory 
notes of $64,165 each to the Baldwin Locomotive Works for de 
ferred payments on ten locomotives and tenders. The notes will 
mature in 1921, 1922 and 1923. Sixty per cent of the cost of the 
locomotives will be paid by the St. Louis Southwestern, which 
owns that per cent of all the rolling stock acquired by both com 
panies, and 40 per cent will be paid by the St. Louis South 
western of Texas. 





VIRGINIA BLUE RIDGE NOTES 
The Virginia Blue Ridge Railway has been authorized by 
the Commission to issue $106,000 of 6 per cent promissory notes 
to extend loans evidenced by past due promissory notes for # 
like amount and to pledge as collateral security for part of the 
notes its first mortgage 6 per cent bonds in the principal amoutt 
of $50,000. 
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Current Topics 
in Washington 


The Wenatchee Reparation Decision.—It is admitted that the 
opinion of any judge of the United States courts is entitled to 
respect. However, those whose attention has been directed to 
the decision of Judge Rudkin in the case of the Wenatchee 
Produce Company against the Great Northern are inclined to 
go no farther than that admission. His casual observations indi- 
cating that, in his estimation, section 206 (f) of the transporta- 
tion act would be unconstitutional if somebody tried to apply 
it to reparation claims, have not impressed persons interested in 
the matter with a conviction that he is profoundly learned in 
the law. The inclination is to believe that the judge correctly 
stated the law when he said the right of a state to repeal a sta- 
tute of limitations or extend the period within which action 
might be brought was well settled, and that reducing or length- 
ening of the time “is a mere limitation upon the right created 
by the statute.” The thought is rather common that the right 
of a shipper to ask the Commission for an award of reparation 
is a right created by the statute. A further thought is that 
when Congress said that such a claim, if made, should be made 
within two years, it had the right to say it should be made 
within three months or one year after the happening of a cer- 
tain thing. Congress said, originally, that the claim should be 
made within two years from the time of the violation of the 
rule that rates shall be just, reasonable, non-discriminatory, and 
non-prejudicial. Then it said that, in computing that period, the 
time during which the railroads were in the hands of the gov- 
ernment should not be counted. The original limitation of two 
years was one placed on the right of a shipper to recover from 
a carrier that violated the law. But the statute also created a 
new right—that of going to a quasi-judicial tribunal (the Com- 
mission) for an award which should be prima facie evidence, in 
the court, of the amount of money to which the holder thereof 
was entitled. No shipper had ever before had such a right. No 
court had ever had the duty of receiving an award of that kind 
as prima facie evidence, prior to the enactment of the interstate 
commerce law. It is pointed out that Judge Rudkin, in his 
opinion, did not go into the question of the origin of the right 
which, in an off-hand way, he appeared to strike down, notwith- 
standing his declaration that “the time for bringing actions under 
the various death statutes * * * is not, strictly speaking, a 
statute of limitations at all, but a mere limitation upon the 
right created by the statute.” The right of a shipper to claim 
reparation either before the Commission or in the courts was 
created by the act to regulate commerce. Judge Rudkin’s opinion 
that the extension of the period for bringing reparation com- 
plaints or suits is unconstitutional, is not clear and distinct. He 
said that whether Congress could extend or shorten the period 
was open to argument. Then he went on to say: “In fact, I do 
not think any such power exists in Congress or elsewhere.” 
His language has suggested that if it were talked out before 
him, as the principal issue, by those who would recite the 
history of the legislation and the state of the law prior to the 
passage of the act to regulate commerce, he would eliminate 
his casual obiter remarks in the Wenatchee case. 





Railroads Lose, But Win.—It is not likely that either party 
to the Wenatchee case will appeal. There is reason to believe 
that the railroad lawyers, while nominal losers, are well satisfied 
with what the court held, although on the only issue really be- 
fore Judge Rudkin he held against them. His opinion that the 
Section canont extend the time for bringing suits for reparation, 
if not overturned, would be worth many thousands of dollars to 
the railroads. It would have the effect of shutting out all pos- 
sibility of judgments on awards of reparation made by the Com- 
Mission. It would close the doors of the courts to litigants who 
have obtained decisions that rates were unreasonable, but had 
hot asked for awards of reparation, preferring to depend on the 
courts for judgments in the event that they obtained decisions 
that given rates were unreasonable. It is morally certain, how- 
ever, that the question will get to the higher courts, even if there 
be no appeal from Judge Rudkin. It is believed that, when 
shippers ask for judgments from the courts on awards of repa- 
ration made by the Commission, the point will be made by the 
defense that the section is unconstitutional. Such a defense will 
bring before some court, in a direct way, the issue on which 
Judge Rudkin passed, in an off-hand way. There was no neces- 
sity for his passing on the question. His opinion that, for the 
Purposes of the case before him, the section was valid, would 
have discharged the duty he owed the litigants in that case. 


The Tariff on Iron and Steel.—Laughing in one’s sleeve is 
a1 operation hard for occidentals to perform, but some minority 
Members of Congress, excessively polite, are trying to do it. 
— are trying because, according to reliable reports, the sub- 

Mittee of the ways and means committee considering the 
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iron and steel schedule is about to report to the full committee 
that, in its estimation, the duties of the Underwood tariff bill 
on the heavier steel articles are about right. That is supposed 
to be enough to make even a graven image smile. The mere 
suggestion that a committee composed of protective tariff men 
might do anything of that kind is considered almost as wonder- 
ful as if all Ireland should agree that Britain’s policy in the 
Emerald isle was perfect. The theory of the sub-committee is 
that the heavy stuff, such as rails and structural steel, does not 
need any more protection than the Underwood law gives it. 
That, however, is only one part of the thought. The other part 
is that the hardware and other industries in New England that 
use steel as raw material need heavier duties. That recalls Gen- 
eral Hancock’s declaration that the “tariff is a local issue.” New 
England makes no structural steel, but uses steel made in Pitts- 
burgh as a raw material. Chairman Tilson, of the sub-commit- 
tee, is a New England man. Perhaps when Senator Penrose 
gets hold of the tariff bill, with its iron and steel duties as 
framed by New England, he will suggest that what is sauce for 
the New England goose is also sauce for the Pennsylvania 
gander; also that he canont stand it for Democrats to laugh 
in their sleeves at a tariff made by protectionists. 





Fads and Faddists on the Commission.—Suggestion that such 
and such a man should be made a Commissioner because he 
stands for this or that construction of the interstate commerce 
law brings to mind what the late Thomas B. Reed did with the 
House committee on banking and currency back in the days 
when the man who suggested asset banking was regarded as the 
quintessence of all the evil in Wall street. While Reed was 
speaker, there was responsibility for legislation on which one 
could place his finger. In those days the speaker was held re- 
sponsible for any failure on the part of the House, because he 
appointed the chairmen of committees. The chairmen so ap- 
pointed constituted a Sanhedrin. Each chairman was supposed 
to rule his committee. There was one exception. That was the 
committee on banking and currency. Reed, coming on as he 
did, soon after the close of the Civil War, was imbued with the 
idea that the banking and currency system established by his 
party during the Civil War, mainly as an organization to furnish 
a market for the government’s bonds, was perfection. So he 
took all the odds and ends.of greenbackism, free coinage, ex- 
treme gold standard men, and a few numskulls and made them 
members of the committee on banking and currency. He always 
picked as chairman some energetic man who had ideas about 
banking and currency who might make trouble if he didn’t have 
something to do. He kept such a one busy at a game akin to 
that which many a tired mother played on her young hopeful 
—that of putting a little molasses on the youngster’s fingers and 
then giving him a feather to play with. In that way Reed pre- 
vented action. The members of the committee could never 
agree. Cannon continued it until Aldrich, another sin-steeped 
representative of money, pointed to the fact that too many 
panics were taking place for the good of the country and said 
that perhaps something had better be done. If a President 
will appoint to the Commission enough men with fads, a static 
condition will be evolved, perhaps, as to the present rate of re- 
turn on investment, the fourth section, industrial railways, or 
any other of a half dozen things that might be mentioned. 





Hughes Will Insist on a Seat at the Table.—Although Secre- 
tary Hughes has not said a word about the international situa- 
tion created by the allies who, without consulting the United 
States, have parcelled out Yap, Mesopotamia, and other parts of 
the earth that are worth having, it is coming to be well under- 
stood that he will stand flatfooted on the proposition that the 
spoils of war cannot be disposed of by the allies, the League of 
Nations, supreme council, or any other new contraption; with- 
out the consent of the United States. A further proposition 
on which he is going to stand is that the lapse of time does not 
deprive the United States of the right or duty to say what shall 
be done to restore peace in the world. A still further proposi- 
tion he is expected to advance is that it is unthinkable that any 
of the allies would consider disposing of Mesopotamia without 
the consent of the United States or doing anything that would 
leave the United States in any less advantageous position than 
it held before the war with Germany. In other words, he will 
assume that the allies are not even thinking of punishing the 
United States for not having spent more than it did in making 
possible the victory over Germany. In the politest language, he will 
assure them that he is not even thinking they think they can 
put the United States in the column of losers, like Germany, 
Austria, Turkey, and China. The idea that they are trying to 
create a list of allies that are also losers, with Germany and 
Turkey, it is said he wili suggest, has never even entered his 
head because he knows they are all so honorable and high- 
minded that they would not even think of making a separate 
peace with Germany. 

Too Much Government Management.—The fact that the 
Northern Pacific and Great Northern, in connection with the 
financing of the Burlington bonds falling due in July, have pro- 
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posed to put out 6 per cent bonds falling due in 2047, but callable 
after 15 years, has suggested to some opponents of government 
ownership and operation that six and seven per cent bonds will 
become the regular thing in railroad financing unless there is 
soon a restoration of larger discretion in the management of 
railroads to the hands of railroad executives. At this time 
money is being offered on Washington real estate mortgages 
due in three, not 15 or 126, years. Opponents of government 
ownership, as a rule, base their opposition on its extreme ex- 
pense, both in time and money. It is admitted that there never 
was a time when the government had a larger say in the man- 
agement of a private property than it now has in the direction 
of railroads. During government control, it has been frequently 
suggested, the government was in the hands of the railroads 
and not the railroads in the hands of the government. The 
period of government control, therefore, cannot be brought for- 
ward as a time when the government exercised a larger measure 
of supervision and management than the present. There are 
radical opponents of the present trend toward putting the gov- 
ernment into everything, who believe that if the whole of the 
Adamson law, some parts of the safety appliance law, some 
parts of the hours of service law, and some parts of the trans- 
portation act were eliminated from the statute books, the rail- 
road managers would be able to get such a grip on the situation 
again that it would not be necessary for President Harding and 
his cabinet to be holding inquests on the railroad situation; 
that it would not be necessary for them to send for the head 
of the Interstate Commerce Commission and the chairman of 
the Railroad Labor Board for advice as to how to drag the rail- 
roads out of the slough into which they fell, according to the 
views of the radical opponents of government operation, when 
Director-General McAdoo made such an inadequate guess as to 
the amount of money he would need to cover the increases in 
wages decreed by him. A further suggestion is that if any rail- 
road manager had made such disproportionate guesses as to the 
effect of the rate and wage increases he would now probably 
be trying to operate a chicken farm and not a railroad. 
A. Be. Bh. 


RATES ON PAPER TO SOUTHWEST 


Although the hearing of the combined paper cases had been 
going on for more than a week before Examiner Mackley in Chi- 
cago, about the only point on which the carriers and the shippers 
had agreed up to the closing of the session, March 25, was the 
fact that the present paper rates between points in the Minnesota 
and Wisconsin producing groups and the immense territory 
bounded by a line from Chicago to New Orleans on the east and 
El Paso and Deadwood on the west are badly out of line and 
sadly in need of adjustment. That is about as far as the agree- 
ment goes, however, the shippers on one hand having proposed a 
scale of rates materially lower than those in effect at present and 
the carriers insisting that the rearrangement should be made on 
a basis somewhere near the fifth class scale, which would result 
in increases to practically the whole of the territory. 

E. W. Soergel, assistant general freight agent for the Chicago, 
Milwaukee & St. Paul, and chairman of a committee appointed 
by the originating carriers to investigate these rates, testified at 
the hearing the afternoon of March 25. He concurred in the 
testimony previously put in by A. F. Cleveland, assistant freight 
traffic manager for the C. & N. W., who was a member of the 





committee, and introduced exhibits to show that the shippers’ . 


proposed rates were far below the present rates applying in Trunk 
Line and Central Freight Association territories for hauls of simi- 
lar length. He stressed particularly the proposal of the carriers 
to reduce the rate on newsprint from the Fox River mills to Chi- 
cago from 17 to 12 cents, although the 17-cent rate represented an 
increase of only 70 per cent in the past ten years. The rate from 
New York to Chicago, he said, had increased from 18 to 42 cents, 
140 per cent, in the same length of time. 


Two more members of the committee of originating carriers 
testified at the hearing March 26. J. G. Morrison, assistant 
general freight agent for the Northern Pacific, made a plea for 
an adjustment of the paper rates into the territory south and 
west of the Missouri River on a basis substantially nearer fifth 
class. He said that, while the present rate was substantially 
from 75 to 80 per cent of the fifth class, the shippers’ proposed 
scale ranged from 50 per cent down to as low as 40 per cent. 
“If the Commission adopts a scale as low as that,” he said, “the 
revenues of the carriers will be substantially reduced because 
a great deal of paper is hauled by the northern lines in the 
course of a year.” 

P. B. Beidleman, assistant general freight agent for the 
Great Northern, went into the history of the rates to Missouri 
River points. “The complainants in this case,” he said, “have 
based all their claims for lower rates on the low rate applying 
to Kansas City and adjacent points. Not a word has been said 
about how these rates were originally made. The fact is that, 
in addition to being based on strong competition between car- 
riers, these rates were also based on manufacturers’ competi- 
tion, there being at the time of their introduction paper mills in 
Kansas City, Lawrence and Fort Scott. No account has ever 
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been taken of the discontinuance of these mills, which ceageg 
operating some years ago, and the rates that the shippers haye 
been holding up as reasonable are, therefore, really on a greatly 
depressed basis.” 

F. E. Andrews, attorney for the Santa Fe, who is handling 
the cases for the Southwestern carriers, said these lines had 
taken into account the Commission’s request that the carriers, 
besides attacking the measure of rates, offer some constructive 
evidence as to what might be termed a reasonable basis, and, 
proceeding on that theory, had built a schedule of proposed 
rates which would be introduced and explained by succeeding 
witnesses. He said that others had taken into account the varia. 
tion in the percentage of the fifth class rate that was applied 
to paper in the Southwest, but that they had entirely over. 
looked the variation in the fifth class rate itself, which ranged 
considerably below the generally accepted standard of 40 per cent 
of first class. The objection of the shippers to paying a higher 
per ton mile rate on longer hauls was not well taken, he said, 
because it was recognized by the Commission that the trans. 
portation conditions south and west of the Missouri River made 
a higher rate per ton-mile rate than for north and east of it 
necessary. 

The hearing, which had been going on for ten days, came 
to a close March 28. At the last day the southwestern 
carriers, through B. F. Marsh, assistant general freight agent 
of the Atchison, Topeka & Santa Fe, offered a proposed basis 
of rates for paper into Kansas, Texas and Oklahoma, which 
he said would be satisfactory to the carriers. For the purpose 
of making this basis, the witness said he had assumed thax the 
proper fifth class basis was 40 per cent of first class. Taking 
the present newsprint rate to Kansas City from the Fox River 
producing group, 34 cents, which is 7314 per cent of the fifth 
class rate, 46 cents, as representative, he proceeded to build up 
a series of rates based on 73 per cent of 40 per cent of the first 
class rate. This would make a rate of 71 cents to Tulsa, the 
witness said, whieh rate would also be applied to Muskogee and 
Fort Smith. The Tulsa per ton mile earnings were then used 
in building: up the rates to Fort Scott, Coffeyville, Oklahoma City, 
Ardmore, Wichita and Salina. Some latitude would be allowed, 
the witness said, in preserving existing relationships between 
established rate groups. Sapulpa, for instance, would have the 
same rate as Fort Scott, McAlester the same as Oklahoma City 
and Topeka the same as Kansas City. 

Mr. Marsh said that it was the opinion of the southwestern 
carriers that 11514 per cent of the newsprint rate should be ap- 
plied to book and wrapping paper and that writing and toilet 
paper should carry 136 per cent of the newsprint rate, or the 
regular fifth class rate, assuming the fifth class rate to be 40 
per cent-of first class. He said in such instanees where this 
plan would result in a rate on writing and toilet paper in excess 
of the existing fifth class rate the carriers would offer no objec- 
tion to a readjustment to the existing fifth class level. 

R. C. Trovillion, assistant general freight agent for the M. 
K. & T., endorsed Mr. Marsh’s plan and criticized that offered by 
the shippers earlier in the hearing. He: said that if their rates 
into Texas were accepted by the roads it would necessitate the 
seeking of fourth section relief to keep from disturbing the New 
Mexico rates. As far as the groupings in originating territories 
and the rate relations between them were concerned, Mr. Trovil- 
lion said that the southwestern carriers were willing to leave 
these arrangements to the Commission and the originating 
carriers. 

William N. Webb, assistant to the vice-president of the 
Minnesota & Ontario Paper Co., objected strenuously, in his re- 
buttal, to having the rates from International Falls related in 
any definite way with the rates from any other group. If such 
were the case, he said, before a change could be obtained in any 
individual rate the whole northern producing territory would 
be affected. 


TOLEDO TERMINAL NOTES 


The Toledo Terminal Railroad Company has been authorized 
by the Commission to issue $72,000 of 6 per cent promissory 
notes under an agreement of conditional sale with the Americal 
Locomotive Works covering the acquisition of two freight loco 
motives, at a total cost of $96,500. The applicant will pay 
$24,500 in cash and the remaining $72,000 in twenty-four equal 
installments of $3,000 each, which will be evidenced by the 
promissory notes. The jurisdiction of the Commission over the 
note issues was challenged by the public utilities commission © 
Ohio, but the Commission held it had jurisdiction. 


K. C. SOUTHERN NOTES 


Authority to issue 6 per cent notes aggregating $50,556.10 to 
be applied on the purchase price of 2344 acres of land for switch 
track purposes in Kansas City, Mo., is asked by the Kansas City 
Southern Railway Company in an application filed with the Com 
mission. The company has a roundhouse and switch yards iD 
the East Bottoms in Kansas City and it has undertaken to J 
crease its grounds for such purposes by purchasing lands adja 
cent to the roundhouse and switch yards. 
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Decisions of Interstate Commerce Commission 


DISTRIBUTION OF COAL CARS 


In what looks as if it might become a leading case, Commis- 
sioner Daniels has stated the Commission’s opinion that the Di- 
rector-General, in the period between July 1, 1919, and March 1, 
1920, indulged in practices in connection with the distribution of 
coal cars to mines on the Monongahela Railway and the Morgan- 
town & Wheeling that were unduly prejudicial against the mine 
operators on those railroads. The decision was handed down in 
No. 11446, Northern West Virginia Coal Operators’ Association 
ys. Pennsylvania, Director-General et al., opinion No. 669660, I. C. 
¢. 569-75. The case is to be held open for further hearing as 
to the extent of the damages, if any, suffered by the members of 
the complaining association. 

Briefly stated, the opinion is that it was the duty of the 
Director-General to distribute cars in such a way that the mine 
operators on the two short lines would obtain as large a percent- 
age of cars as the operators on the main lines. While the acts 
were those of the Pennsylvania and the Pittsburgh & Lake Erie, 
Mr. Daniels said those roads were operated by the Director-Gen- 
eral and the acts complained of were the acts of his agents. Mr. 
Daniels said that it was not a question of the proper application 
of the car service rules but as to whether or not the law imposed 
a duty on the carriers, as agents of the Director-General, to ac- 
cord substantially equal treatment to the mines on the so-called 
dependent roads and on the trunk lines in the same region or 
district, and, if so, whether or not that duty was discharged. 

Admitting that it is not always possible for carriers to fur- 
nish particular mines their exact quota, and that if overages and 
shortages are adjusted with reasonable promptness, a carrier may 
be said to have fulfilled its duty. Mr. Daniels said that where a 
substantial discrepancy continues for several months, as it did in 
this case, it creates a rebuttable presumption that the carrier has 
not met its duty, under the law, to treat all of its patrons on a 
basis of quality. 

The Lake Erie, at the hearing, took the position that there 
was no violation of any legal obligation toward the operators on 
the two short lines in the matter of car supply either from the 
Pennsylvania or the Lake Erie. It went farther and asserted 
that the distribution of cars was a matter within the discretion 
of the operating officials of the Railroad Administration, who 
were at liberty to use their own judgment in regard thereto, pro- 
vided only that they acted in good faith; and that the complain- 
ing association had not shown that prior to the transportation 
act there was any obligation on the part of the railroad or the 
Railroad Administration to give equal car supply to mines de- 
pendent on other iines. 


In giving his reasons for the conclusion that the practices of 
the Director-General were unduly prejudicial against the oper- 
ators on the Monongahela, owned jointly by the Pennsylvania and 
the Pittsburgh & Lake Erie and the Morgantown & Wheeling, an 
electric road not under federal control, but operated in conjunc- 
tion with the Monongahela, Mr. Daniels said: 


“The proper application of the car distribution rules as be- 
tween the several defendant carriers does not appear to be con- 
trolling here. The question for us to determine is whether or not 
the law imposed a duty upon the defendant carriers, as agents of 
the Director-General, to accord substantially equal treatment to 
the mines on the so-called dependent roads and on the trunk lines 
in the same region or district, and if so, whether or not that duty 
was discharged. 

“The failure to supply the Monongahela, and through it the 
operators, a pro rata share of available equipment apparently was 
due in part to the lack of full recognition on the part of the 
Officials of the trunk lines that federally controlled roads were 
under unified operation, including the common use of equipment. 
The Pennsylvania, as the testimony shows, frequently objected to 
furnishing equipment to the Monongahela because it was short in 
its interchange of cars with the Lake Erie through the Monon- 
ahela. This question was a constant source of dispute between 
these two defendants. Although the acts and practices of the 
Pennsylvania and the Lake Erie in the matter of car distribution 
are referred to frequently of record, the liability of these carriers 
is not involved in the narrowed issues of the case. They were 
operated by the Director-General and the acts complained of were 
the acts of his agents. 

“Defendants comment upon the fact that in arriving at the 
yecentage of cars furnished complainant has considered the 
Monongahela and the Wheeling as one railroad. We perceive no 
objection to this. It is immaterial in this connection that the 

heeling was not under federal control during the period of the 
‘omplaint. For the purposes of car distribution the Wheeling 
Was treated by the Monongahela merely as a mine served by it 
= was given a rating in the same way that other mines were 
ge Orders for cars needed on the Wheeling were placed with 
€ Monongahela, and by it with the trunk lines. The Wheeling 





was as much dependent upon the connections of the Mononga- 
hela for equipment as was the Monongahela itself, and its mines 
were entitled to the same treatment as the mines on the Monon- 
gahela. 

“It is not possible always for carriers to furnish particular 
mines their exact quota of cars during periods of car shortage, 
and if shortages or overages are adjusted with reasonable prompt- 
ness a carrier may be said to have fulfilled its duty. But where, 
as in this case, a substantial discrepancy as between groups of 
mines in the same locality continues over a period of several 
months a presumption arises, which is rebuttable, of course, that 
the carrier has not met its duty under the law to treat all of its 
patrons on a basis of equality. During the period in question the 
Monongahela and the Wheeling ordered 70,884 cars from the 
Pennsylvania and 69,899 cars from the Lake Erie, or a total of 
140,783 cars. They were furnished 45,522 cars and 54,283 cars, 
respectively, in response to these orders, or a total of 99,805 cars. 
The discrepancy between the latter figure and the figure pre- 
viously given as representing the total number of cars received by 
the mines on the Monongahela and the Wheeling, 110,450 cars, is 
explained by complainant as probably due to the fact that the 
Monongahela was in possession of some empties, which it had re- 
ceived under load, and credited these against the orders from the 
mines, ordering the balance of the mines’ requirements from the 
Pennsylvania and the Lake Erie. 

“Mines south of Pittsburgh, Pa., on the Lake Erie and mines 
served by the Monongahela division, Southwest branch, and Pitts- 
burg west end division of the Pennsylvania are in the same gen- 
eral coal-producing region as are those served by the Mononga- 
hela and the Wheeling, and the transportation and other condi- 
tions in that region are similar. Nor does it appear that unfavor- 
able weather conditions, not prevailing on the Pennsylvania di- 
visions named and on the Lake Erie, were responsible for the 
different and less favorable treatment accorded the mines as a 
whole on the Monongahela and the Wheeling. The coals mined 
on these Pennsylvania divisions, and on the Lake Erie south of 
Pittsburgh, are of the same kinds as those mined on the Monon- 
gahela and the Wheeling and are used for the same purposes. 
The operators of these mines were in competition with each other 
and shipped to the same consuming markets, usually ai the same 
freight rates to eastern markets. 

“The figures introduced by complainant show the total cars 
ordered by and delivered to the Monongahela, which also serves 
mines in Pennsylvania, and defendants raise the point in this 
connection that the mines of the operators in West Virginia on 
whose behalf the complaint is filed comprise only a small portion 
of the total number of miles on the Monongahela and the Wheel- 
ing. It was testified for complainant that its membership pro- 
duces 75 to 80 per cent of the tonnage originating on the Mo- 
nongahela in West Virginia and that the aggregate rating of the 
mines located on that road in Pennsylvania is slightly more 
than half of the aggregate rating of all its mines. It appears, 
therefore, that complainant’s members produce a _ substantial 
part of the tonnage originating on the Monongahela. Out of 25 
mines on the Wheeling complainant’s members operate six. 

“Upon consideration of the record we find that the practices 
of the Director-General during the period of this complaint in the 
distribution of coal cars as between the mines as a whole on the 
Monongahela and the Morgantown & Wheeling railways, on the 
one hand, and mines on the Pittsburgh & Lake Erie Railroad 
south of Pittsburgh and on the Monongahela division, Southwest 
branch, and Pittsburgh west end division of the Pennsylvania 
Railroad, on the other hand, subjected operators of coal mines on 
the first two named roads to undue prejudice and disadvantage 
to the extent that the percentage of cars furnished the mines as 
a whole on the latter roads was less than the average percentage 
of cars furnished the mines on the other lines named. There is 
no basis in the evidence for findings as to the extent of the dam- 
ages, if any, suffered by the individual members of complainant 
as a result of the undue prejudice above found. The case will be 
held open and assigned for further hearing, as requested by com- 
plainant, upon that question.” 


RATES ON CAUSTIC SODA 


In a report on No. 10590, Oklahoma Petroleum and Gasoline 
Co. vs. Atchison, Topeka & Santa Fe et al., opinion No. 6735, 
60 I. C. C. 750-56, the Commission made a finding of unreason- 
ableness as to rates on caustic soda from points east of St. Louis 
to Tulsa, Sand Springs, Cushing and Bristow, Okla., and awarded 
reparation. The allegation that the rates were unduly preju- 
dicial has been held open for further hearing. 

The finding is that the rates to the Oklahoma points men- 
tioned were unreasonable to the “extent that they exceeded the 
rates on the same commodity contemporaneously in effect from 
St. Louis to Oklahoma City; that the through rates from Chi- 
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cago, Ill., Detroit, and Wyandotte, Mich., Cleveland, Ohio, South 
Charleston, W. Va., and Saltville, Va., to Tulsa; from Chicago 
to Bristow; from Chicago, Delray and Detroit, Mich., and Fair- 
port Harbor, Ohio, to Sand Springs; and from Chicago and 
Wyandotte to Cushing, were unreasonable to the extent that they 
exceeded rates made by the use of locals or differentials, as the 
case may be, to St. Louis, plus the rates beyond herein found 
reasonable; and that the present rates from St. Louis and Chi- 
cago to Bristow are, and for the future will be, unreasonable 
to the same extent.” 

The Commission said it was not convinced that the rate 
from Kimberly, Ill., to the Oklahoma destinations should be 
the same as from Chicago. Kimberly is 189 milés north of 
Chicago. Complainants insisted that, inasmuch as Kimberly on 
many things takes the Chicago rates, it should do so on caustic 
soda. The Commission found, however, that the rates from 
Kimberly are higher than the combination on Chicago and that 
that departure from the rule in the fourth section was not pro- 
tected by appropriate fourth section application. 

This holding of the rates on caustic soda to be unreasonable 
is based on the Commission’s decision in Oklahoma Traffic As- 
sociation vs. A. T. & S. F. et al. 38 I. C. C. 392, decided March 
4, 1916 In that case it prescribed a rate of 35 cents on caustic 
soda from St. Louis to Oklahoma City, and from Chicago and 
other points east of St. Louis, which should not exceed the locals 
or differentials to St. Louis, plus the rate found reasonable from 
St. Louis. The carriers published rates of 35 cents from St. 
Louis and 40 cents from Chicago. The Commission did not say 
that rates on caustic soda from St. Louis and Chicago rate 
points should take St. Louis and Chicago rates. In some in- 
stances the Chicago and St. Louis rate point rates were made the 
same as the rates from Chicago and St. Louis, but not from all. 
General Order No. 28 and subsequent adjustments threw the 
structure out of line. The carriers blanketed rates to many 
Oklahoma destinations and upon the fact that distances were 
disregarded in making many of them, the charge of undue 
prejudice appears to have been based. 


UNREASONABLE COAL CHARGES 


In a report couched in vigorous language, written by Com- 
missioner Aitchison, on No. 10228, Lion Coal Co, vs. Utah Rail- 
way Company, Director-General et al., opinion No. 6721, 60 I. C. C. 
671-82 the Commission has condemned a situation in the Castle 
Gate group of mines in Utah served by the Utah Railway and 
the Rio Grande, in which it appeared that the mine of the 
complainant was the only one in the field on which the Utah 
or Rio Grande imposed a separate charge for transportation 
on the mine spur. In the case of the Lion Coal Co., the spur, 
constructed by the predecessor of the complainant, is about 
10,000 feet long. The charge as originally imposed was $3 per 
car, with a minimum of $10 per hour of service required. Those 
rates, on August 26, 1920, were increased to $4 and $12.50. 

Fifteenth section application No. 5938, filed by the Utah Rail- 
way before the beginning of federal control, withdrawn while 
that road was under control, and renewd after the relinquish- 
ment on June 30, 1918, of this short line, was considered in 
connection with the case. The fifteenth section application was 
made for permission to establish the same kind of switching 
charge for spur track service to and from the mines of the 
United States Fuel company. The charges to and from Lion 
mine were established while the Utah Railway was under 
federal control, when the Lion mine, then known as the Wattis 
mine, was opened in the spring of 1918. The United States 
Fuel Company made no objection to the imposition of the 
switching charge. In fact it assented to it on the theory that 
the Utah Railway was furnishing 100 per cent efficient service 
which was not the fact when the Rio Grande was operating 
the track and it argued that it could better afford to pay a 
switching charge, without, however, a minimum per hour charge 
such as has been imposed on the Lion mine, than have free 
switching by a company no more efficient than the Rio Grande 
was when it operated the property. 

Commissioner Aitchison called attention to the fact that the 
United States Smelting, Refining and Mining Company owns 
the Utah Railway and the United States Fuel Company, which 
has mines in the group in which the complaining Lion mine 
is situated. He suggested that the community of interest might 
explain the acquiesence of the fuel company to the proposal 
of the Utah Railway to impose a switching charge. He called 
attention to the fact that the fuel company had no traffic man- 
ager of its own, but that the traffic manager for the Utah Rail- 
way revised all its expense bills and gave it traffic advice. 

Attention was also directed to the fact that the traffic man- 
ager for the fuel company advised the complainant that it had 
better build a standard spur track rather than a switchback 
track because the Rio Grande probably would not want to buy 
anything other than a standard spur, it being the custom of 
the Rio Grande to buy the mine spurs by allowing fifteen cents 
out of the rates until the cost of construction had been paid. 
The standard spur, the report said, cost probably double what 
the other kind would have cost. 
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Aitchison held that the group rates included the service 
of switching to and from the mines over the mine spurs. The 
order directs the Utah Railway to establish rates from the 
Lion mine no higher than the rates from the United States 
Fuel Company mines at designated places and that the rates 
shall not be higher than the rates from the Castle Gate group 
as now described in the tariffs. 

An award of reparation down to the basis of the group 
rates was made. 


REPARATION ON PIG IRON 


The Commission has issued a sixth supplemental report in 
No. 4800, Sloss-Sheffield Steel & Iron Co. et al. vs. Louisville & 
Nashville et al., opinion No. 6702, 60 I. C. C. 595-9, making def- 
inite award of reparation on shipments moving on and after July 
20, 1913. The reparation orders are in favor of the Alabama com- 
pany, successor to the Alabama Consolidated Coal & Iron Co., the 
Sloss-Sheffield Steel & Iron Co., and the Woodward Iron Co. The 
Commission said that defendants not protected by the statuies of 
limitations should join in the payment of reparation, according 
as they participated in the transportation. It said that, as indi- 
cated in its report of April 7, 1919, such carriers as are protected 
by the statute may join in the payment of reparation. In other 
words, the Commission will not insist that carriers not protected 
by the statute may not receive contributions from such of their 
connections as have or might invoke the protection of the statute. 

This report was made necessary by the failure of the de- 
fendant carriers to agree with the complainants on the amounts 
due under the decision of the Commission made on the complaint 
filed in 1915. The carriers moved to dismiss the hearing on 
which the order of reparation for specified amounts is based be- 
cause the complainants have not complied with No. 5 of the Rules 
of Practice. The Commission said that if the parties failed to 
agree on the amount due or any other contingency arose by vir- 
tue of which further proceedings were required to insure substan- 
tial justice, the Commission’s power was not impaired by the rule 
and that when the spirit and purpose of the rule had been de. 
feated, neither party might insist upon a literal compliance there- 
with. In other words, the rule was prescribed simply as a 
method for expediting the settlement of claims for reparation and 
not as an exclusive substitute for the hearing and order on the 
question of reparation provided by law. The decision means that 
if carriers do not come to an agreement with those entitled to 
receive reparation they must go through a formal hearing to a 
final determination of the amount each carrier must pay. 

To the Alabama Company is awarded $9,189 from the Louis- 
ville & Nashville; to the Sloss-Sheffield $68,728 from that carrier, 
and to the Woodward Iron Co. $15,579. The Alabama Great 
Southern is required to pay $6,118 to the Sloss-Sheffield and 
$12,084 to the Woodward Iron Co. The order against the St. 
Louis-San Francisco calls for the payment of $15,130 to the Sloss- 
Sheffield and $7,889 to the Woodward. The Illinois Central is to 
pay $1,908 to the Sloss-Sheffield and $5,027 to the Woodward. The 
Southern Railway is to pay $34,239 to the Sloss-Sheffield, and $406 
to the Woodward. 

The Commission passed on the claims of a large number of 
companies and denied them either because they were barred by 
the statute of limitation or because the companies had not made 
proper proof. The three companies mentioned were the only ones 
who escaped the statute of limitations and the accusation of a 
failure of proof. 


SWITCHING AND SPOTTING 


An order directing the removal of unjust discrimination as 
defined in the second section of the interstate commerce law on 
or before June 16 has been made in a report, written by Commis- 
sioner McChord, on No. 10743, Allegheny Steel Co. vs. Pennsyl- 
vania Railroad Company and Director-General, opinion No. 6697, 
60 I. C. C. 575-8. The Commission held that the failure of the 
Pennsylvania to switch and spot for the complaining steel] com- 
pany between the interchange track and the points of loading or 
unloading, or make an allowance to the steel company for per 
forming that service for itself, was not unreasonable, but an ul- 
just discrimination inasmuch as at steel plants in Pittsburgh and 
Vandergrift, Pa., the Pennsylvania either does the switching and 
spotting or makes an allowance to the industry for the work done 
by it. Prior to 1905 the Pennsylvania owned the tracks within 
the plant enclosure. In that year it sold the tracks to the steel 
company which has been doing the switching since that time 
without any allowance. In 1917 the steel company asked for an 
allowance but, federal control intervening, nothing came of the 
negotiations. 

At the hearing the Pennsylvania made a, formal offer to do 
the work but its witness said thai the tracks within the el 
closure were not suited for use by the ordinary type yard engine 
used by the Pennsylvania. The order of the Commission requires 
the railroad companies to file a tariff applying rates, charges an 
practices that will result in the removal of the discrimination, on 
or before June 16. Commissioner McChord said that it did not 
appear that the complainant had been pecuniarily damaged Dy 
the failure and therefore denied reparation. 
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April 2, 1921 





IRON AND STEEL TO WEST COAST 


A third decision on the question of relationship of rates on 
iron and steel articles for export via Pacific ports, as between 
Pittsburgh on the one hand and Chicago on the other, has been 
made in No. 10595, Inland Steel Co. et al. vs. A. T. & S. F., 
Director-General, et al., opinion No. 6710, 60 I. C. C. 640-2. The 
report, written by Commissioner Meyer, re-affirms, on further 
hearing, the finding, on re-argument in 57 I. C. C. 339. That 
fnding was that the application of the same rate on iron and 
steel articles in carloads from Chicago, Terre Haute, Vincennes 
and Pittsburgh to Pacific ports was unduly prejudicial to Chi- 
cago, Terre Haute and Vincennes. This further consideration 
of the matter leaves the rate relationship undisturbed, Chicago 
and Chicago rate points being 6.5 cents under Pittsburgh, plus 
the increases authorized in Ex Parte No. 74. ; 

Complainants allege that as Chicago was less distant from 
Pacific ports than Pittsburgh, equal rates unduly preferred 
Pittsburgh. They pointed out that Chicago, by arrangement of 
rates made by the carriers, has taken less, generally, to the 
Pacific ports than Pittsburgh. The railroads contended that a 
blanket adjustment and equality were the normal trans-conti- 
nental adjustment, and graded rates the exception. They argued 
that the determination of undue prejudice, based solely on the 
difference in distance for the inland transportation, ignored the 
fact that the controlling consideration in the movement of ex- 
port traffic to tne orient from either Pittsburgh or Chicago was 
the rail-and-water combination via Atlantic ports. They declared 
that because Pittsburgh was nearer the Atlantic ports, they 
should be allowed to make depressed rates from Pittsburgh to 
the Pacific ports. That fact, Commissioner Meyer said, had not 
been ignored. He said the Commission appreciated that, in 
order to participate in the business from Pittsburgh, the de- 
fendants had made a through export rate to Pacific ports lower 
than the Commission could prescribe. He added that the Com- 
mission had recognized their right to meet competitive condi- 
tions, which, under the act, they could not be required to meet, 
provided that in doing so they did not create unjust discrimina- 
tion. 

The railroads, citing Board of Trade of Chicago vs. A. T. & 
S. F, I. C. C. 488, observed that prejudice must ordinarily 
be of advantage to the one alleged to have been favored. They 
contended that no advantage to Pittsburgh had been shown. 
Commissioner Meyer said he thought the showing made by the 
defendants themselves, that the export tonnage through Pacific 
ports from Pennsylvania between April 21, 1919, and May 31, 
1919, when there was no difference in rates, was 62.1 per cent 
of the total tonnage from Pennsylvania and the Indiana-Illinois 
points, made it obvious that the export rate was of advantage to 
Pittsburgh. 

In a dissent, Commissioner Daniels expressed the opinion 
that Pittsburgh obtained no advantage from equality of rates; 
that its advantage arose from the fact that combined rail and 
water rate through the Atlantic ports is more advantageous at 
all times than combination on Pacific ports. His opinion is that 
the blanketing of the export rate is not unlawful, but is war- 
ranted by reason of the more acute competition at Pittsburgh. 


OHIO INTRASTATE FARES 


Application of the general principle on which the Commis- 
sion has stricken down state-rates out of line with the level 
of rates prescribed by it in Ex Parte No. 74, has been made 
ina report by Commissioner Meyer on No. 11299, William Wylie 
Beall vs. Wheeling Traction Co., opinion No. 6703, 60 I. C. C. 
600-8, with Commissioner Aitchison dissenting but not writing 
a separate opinion. The Commission held that certain intra- 
state passenger fares of the traction company in Ohio were 
unduly preferential of intrastate passengers, unduly prejudicial 
to interstate passengers, and unjustly discriminatory against 
interstate commerce. 

It found that the undue prejudice and preference and unjust 

discrimination could and should be removed by fixing the intra- 
State cash passenger fare between Martin’s Ferry and Bellaire, 
both in Ohio, at not less than 16 cents, and the ticket fare at 
hot less than 1314 cents, and fixing the intrastate passenger 
‘ash fare, between Steubenville and Brilliant, also in Ohio, at 
hot less than 20 cents, and the ticket fare at not less than 16% 
cents, 
_ In the course of its investigation the Commission came flat- 
laced against the fact that the Steubenville Company was in- 
corporated as an electric street railroad; that its rails are laid 
entirely in Ohio and that for operating reasons no through cars 
are run or through tickets sold for journeys into West Virginia. 
Ommissioner Meyer said that these facts did not stamp the 
Service it now performs as purely intrastate. 

“Whether it (the Steubenville Company) be regarded as a 
separate legal entity, or as a division of the traction company 
which owns all its capital stock,” said Commissioner Meyer, “it 
$ an electric railway engaged in interstate transportation and 
'8 subject to our jurisdiction. In reaching this conclusion, we 
are not called upon to determine whether the agreement filed 
of record is an operating agreement or lease; to pass upon the 
legal effect of that document; or inquire if either or both com- 
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panies exceeded their corporate powers by entering into it. Under 
some intercorporate arrangement apparently recognized by 
these municipalities and the state of Ohio, the property of the 
Steubenville Company for nearly two years has been operated 
by the traction company, as a division of its system, and for 
more than a year the traction company, which is subject to our 
jurisdiction, has had on file with us tariffs naming fares for the 
transportation of passengers between points on that division and 
West Virginia points. The traction company also files with the 
Public Utilities Commission of Ohio the intrastate fares alleged 
to result in unjust discrimination. If such discrimination be 
found, it lies within the power of this Commission to require 
the traction company to remove it.” 


SWITCHING AND SPOTTING ALLOWANCE 


The Commission has dismissed No. 10311, Downey Shipbuild- 
ing Corporation vs. Staten Island Rapid Transit Co., Director- 
General, et al., opinion No. 6692, 60 I. C. C. 543-8, holding that 
the failure of the defendants to switch and spot cars at points 
within the plant of the complainant beyond the established in- 
terchange tracks or to make an allowance to the shipbuilding 
company for performing that service with its own facilities, 
was not unreasonable, unjustly discriminatory or unduly pre- 
judicial. The report, written by Commissioner Daniels also 
covers a sub number, Trustees in Liquidation of Milliken Bros., 
Inc, vs. Same. 

The shipbuilding company has a standard gauge railroad of 
about 4.5 miles in length within its plant. Its equipment con- 
sists of two locomotives and 10 flat cars. There was conflict 
in testimony as to whether, prior to early in 1919, inbound ship- 
ments as a general rule were delivered by the carrier on that 
portion of the interchange track within the plant, or on the 
carrier’s property adjoining. Since the early part of 1919, how- 
ever, it had been the uniform practice to interchange within 
the plant boundary. 

The Commission found that it would have been physically 
possible for the trunk line to have operated its switching engines 
over the plant tracks to points where cars were and are placed. 
At the hearing the trunk line defendants offered to do the 
switching and spotting. 

In disposing of the case the Commission said it would as- 
sume that, for the future, on request and without an order, the 
defendant carrier would properly make good its offer to spot 
cars, such spotting to involve only one placement of a car and 
the movement to be made without interference and over the 
trackage suitable for the service. This service which the trunk 
line is supposed to render would be similar to that furnished by 
other railroads at industrial plants in and around New York, 
Newark, Trenton and Waverly, N. J., at which there are plants 
engaged in fabricating structural steel, which was one of the 
activities of the complainants. 


RATES ON HORSES AND MULES 


In a report written by Commissioner Ford on No. 11018, 
Wichita Board of Commerce et al. vs. Alexandria & Western, 
Director-General, et al., opinion No. 6691, 60 I. C. C. 536-42, the 
Commission held that rates on horses and mules in carloads 
from Wichita, Kan., to points in Arkansas, Louisiana, Texas and 
to Memphis, were not unreasonable except as indicated. It found 
that the rates to Memphis were unduly prejudicial to the ex- 
tent that they exceeded the rates contemporaneously maintained 
on like traffic from Kansas City to the same destinations; and, 
further, that the rates to Memphis were unduly prejudicial to 
the extent that they exceeded the rates contemporaneously in 
effect from Kansas City by more than $10 per standard car, with 
rates on larger cars in proportion. 

The carriers are to remove the undue prejudice on or before 
June 27, in accordance with the bases herein indicated. 

The unreasonable rates on which reparation is to be made 
are those which violated the aggregate of intermediates part 
of the fourth section. Such violations were found on shipments 
from Wichita to North Fort Worth and reparation is to be made 
to the C. B. Team Mule Co. 


RATE ON WOOD PULP 


A holding of unreasonableness and an award of reparation 
have been made in No. 10928, Atlantic Paper and Pulp Corpora- 
tion vs. New Orleans Great Northern et al., opinion No. 6720, 
60 I, C. C. 671-3. The condemnation falls on a combination rate 
of 54 cents on 88 carloads of wet wood pulp, shipped from Feb- 
ruary 1 to May 21, 1918, from Port Wentworth, S. C., to Bogalusa, 
La., because and to the extent it exceeded the subsequently 
established rate of 39.5 cents. At the time the shipments moved 
applications were pending for the publication of a rate of 28.5 
cents, but the New Orleans Great Northern insisted on a divi- 
sion of 11 cents, so the rate finally agreed upon was 31.5. That 
was a rate of 20.5 cents to Slidell, La., plus the division insisted 
upon by the delivering line. The report says it is improbable 
that there will be any further movements of wood pulp to Boga- 
lusa, without saying why the movement in question took place. 











702 THE TRAFFIC WORLD 


LUMBER RATES FROM CHICAGO 


The Commission has dismissed No. 10756, Edward Hines Lum- 
ber Co. et al. vs. Baltimore & Ohio et al., opinion No. 6701, 60 I. C. 
C. 590-5, holding that the rates on lumber from Chicago to points 
in Eastern Trunk Line and destinations in central territory 
were not unreasonable or unjustly discriminatory. The Com- 
mission held that they were, however, unduly prejudicial, but 
no damage had resulted, wherefore the complaint was dismissed. 
The complaint asked only for reparation. It was aimed at the 
condition which obtained from July, 1916, to October 22, 1918, 
when Chicago was on the class basis, while St, Louis and Ohio 
River crossings were on commodity rates. Chicago received 
commodity rates on October 22, 1918. The Commission held 
that the complainant and interveners had not proved damage 
with that certainty that is required as the foundation for an 
order of reparation. 


RATE ON SILICA SAND 


An award of reparation, on account of an unreasonable rate 
on silica sand, has been made in No. 11518, Century Glass Sand 
Co. vs. Director-General, as agent, opinion No. 6737, 60 I. C. C. 
759-60. From July 25, 1919, to November 10 of that year the 
Director-General maintained a rate of $1.80 on silica sand from 
Imperial, W. Va., to Pennsboro, Pa., a distance, via the short line, 
of 93 miles and 121 miles via the route of movement, which was 
used by the Baltimore & Ohio because of heavy grades and light 
bridges over the short-line. 

Contemporaneously the Director-General maintained rates 
from more distant points in Pennsylvania and Virginia to Penns- 
boro actually and relatively lower, a rate of $1.40 per ton being 
operative from Dunbar to Pennsboro, a distance of 138 miles. 

No reasons were given in the report as to why the higher 
rates were left in or why the Railroad Administration had de- 
clined, without a formal hearing, to make reparation to the basis 
of the $1.40 rate established by it on November 10, 1919. 


RATES ON TIRE CARRIERS 


The Commission has dismissed No. 11356, Buick Motor Co. 
(Division of the General Motors Corporation) vs. Grand Trunk 
Western, Director-General et al., opinion No. 6719, 60 I. C. C. 
669-70, holding that the rates imposed on automobile tire car- 
riers, carloads, from Detroit to Flint, Mich., during federal con- 
trol, were applicable and were not unreasonable. The complaint 
alleged that the rates were unlawful and unreasonable to the 
extent that they exceeded the fifth class. The Official Classi- 
fication rated tire carriers first class when they were other than 
leather and shipped in boxes or crates. It provided the same rating 
for automobile parts, N. O. I. B. N., iron or steel, other than engine, 
driving gear or steering gear, when shipped loose in less than 
carload quantities, and 2nd class, L. C. L. when shipped in bar- 
rels, boxes or crates, and 5th class shipped loose or in packages, 
carloads, minimum 30,000 pounds. The railroads contended that 
the tire carriers were not essential parts of an automobile, but 
an accessory. The Commission said that to classify these tire 
carriers as automobile parts would automatically increase the 
rates charged on L. C. L. shipments of other accessories such as 
bumper guards, shock absorbers and trunk racks, for which 
there was no justification on the record. 


RATE ON CRUSHED STONE 


A finding of unreasonableness and award of reparation have 
been made in No. 11447, J. M. Pearson vs. M. K. & T. of Texas, 
Director-General et al., opinion No. 6707, 60 I. C. C. 619-20. The 
Commission condemned the rate on crushed stone from New 
Braunfels, Tex., to DeRidder, La., because and to the extent that 
it exceeded the rates prescribed in the Shreveport scale for ap- 
plication between Shreveport and points in Texas. Under the 
Shreveport scale the rate would have been 9 cents. The class 
D rate of 32.5 cents was collected. Had the rule of a combina- 
tion of intermediates been observed, the charge would have been 
12 cents. Relief for that departure was denied in fourth section 
order No. 5408, but upon the request of the carriers its effective 
date was postponed pending a general readjustment of the Lou- 
isiana rates. The carriers are required to line up their rates 
in accordance with the Shreveport scale on or before June 18, 
and also to make reparation on or before that date. 


RATES ON NATURAL STONE, ETC. 


In No. 11158, Dewey Portland Cement Co. vs. A. T. & S. F., 
Director-General et al., opinion No, 6704, 60 I. C. C. 609-12, the 
Commission held that rates on natural stone or grinding pebbles, 
in carloads, from Denver, Pueblo, Arvada, Mount Olivet, Wig- 
gington and Golden, Colo., to Dewey, Okla., were not unreason- 
able or otherwise unlawful. The complaint alleged that the 
rates were unreasonable and asked for reparation on movements 
on and after December 28, 1917. 

While the Commission said that the rates in the past were 
not unreasonable, it held that the rates from Arvada, Mount 
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Olivet, Wiggington and Golden would be unreasonable for the 
future to the extent that they might exceed 28 cents per 100 
pounds plus the increase authorized in Ex Parte No. 74. The 
lower rates from the points mentioned are to be established on 
or before June 18. 


ROAD NOT COMMON CARRIER 


On the theory that the Higginsville Switch Company, which 
owns about four miles of railroad and two engines and is the 
only railroad connection at Higginsville, Mo., between the Chi- 
cago & Alton and the Missouri Pacific, is not a common carrier, 
because it is owned by a coal company, and carries only for the 
proprietary interest, except once in a while, the Commission 
has dismissed No. 11319, Farmers’ Fuel Co. vs. Chicago & Alton, 
opinion No. 6724, 60 I. C. C. 715-18. It holds that the rates on 
coal from junctions with the switch company at Higginsville, 
published by the defendants, to destinations in Missouri and 
Kansas, are not unreasonable, unjustly discriminatory, or un- 
justly prejudicial. 

The object of the complaint was to force joint rates from 
the mines of the complainant to the destinations on the trunk 
lines. The Commission found there was nothing wrong with the 
intrastate rates from the mines of the complainant during fed- 
eral control, so that the effort either to obtain reparation or 
have the mines on the little road placed on an equality with the 
mines on the two trunk lines has come to naught. 

Thirty-five years ago the mines now owned by the complain. 
ant were opened by another company. It built a switch to con- 
nect with the Alton. The Missouri Pacific and Alton‘’do not 
cross at grade at Higginsville. The coal road serves as a con- 
nection between them and occasionally the switch company is 
used as a medium of interchange. The report says that the 
rails on the coal road are much worn and that some of the 
bridges will not now bear the weight of an ordinary road engine. 
The coal road has no passenger or mail service. It pays no per 
diem, has no team tracks or stations, its only service being the 
movement of empties to the mines and bringing out the loaded 
ones. 

“Complainant has made no demand upon the defendants to 
undertake the service performed by the switch company,” says 
the report, “but the switch company has asked for the estab- 
lishment of joint rates, with a division of 15 cents per ton for 
the services performed by it.” 

The switch company was incorporated under the railroad 
law of Missouri in 1894, but no tariffs were filed or reports made 
until 1919, and then, according to the report, only for the pur- 
pose of bringing this complaint. 


UNREASONABLE LUMBER CHARGES 


The Commission has dismissed No. 11315, Lowry Lumber 
Co, vs. New York, New Haven & Hartford et al., opinion No. 
6725, 60 I. C. C. 718-9, holding that the charges on four carloads 
of lumber from Wingate, Tex., to Little Falls, N. Y., reconsigned 
to Auburn, Me., and Hartford and Thomaston, Conn., based on 
the rates to and from Little Falls, plus demurrage and recon- 
signment charges, were not shown to be unreasonable. The 
decision also covers three subsidiary numbers of the same com- 
plaint. 


RATE ON SAND 


A finding of unreasonableness and an order of reparation 
have been made in No. 11904, L. A, Meron vs. Director-General, 
as agent, opinion No. 6728, 60 I. C. C. 725, on account of an un- 
reasonable rate on sand from Boonville, N. Y., to McKeever, 
N. Y., shipped in July, 1918, on a rate of $2.80 a ton. Contem 
poraneously the aggregate of intermediates was $1.30. The 
Director-General confessed judgment and reparation is to be 
made to the basis of the combination rate. No kind of compli- 
cation appears to have been under consideration at the hearing 
or argument, so that, as the report makes the case appear, there 
was no reason why it could not have been settled informally 
without hearing or argument. 





RATES ON BLACKSTRAP MOLASSES 


An order of dismissal has been entered in No. 11363, Merid- 
ian Traffic Bureau et al. vs. Alabama & Vicksburg et al., opinion 
No. 6693, 60 I. C. C. 549-50, on a holding that the rates on im 
ported blackstrap molasses from New Orleans, Mobile and Gulf 
port to Meridian were not unreasonable. The complainants 4l- 
leged that from February 25, 1920, the rates on blackstrap m0 
lasses were unjust and unreasonable. On that date the import 
rates were canceled, leaving in effect the domestic commodity 
rate. The Commission could find no fault with that adjustment 


RATE ON PLUTO WATER 
In a report on No. 11361, French Lick Springs Co, vs. Ahn@ 
pee & Western et al., opinion No. 6706, 60 I. C. C. 613-8, the 
Commission held that the rates and ratings in Western Classifi- 
cation on drugs or medicines N. O. I. B. N. were applicable t0 
shipments of concentrated Pluto water, but unreasonable to the 
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extent that they exceeded the rates and ratings contemporane- 
ously maintained on mineral water, not carbonated, and analog- 
ous commodities which take the same rates. In substance, the 
decision is that the water in question is properly classed as a 
drug or medicine, but that it is unreasonable to impose on the 
yuncarbonated water any rate higher than the rate imposed on 
mineral water. 


REFUND FOR MISROUTING 

A finding of misrouting and an order to refund down to the 
pasis of the rate over the route specified has been made in No. 
11448, E. I. Du Pont De Nemours & Co. vs. Director-General, opin- 
ion No. 6708, 60 I. C, C. 621-2, as to certain carolad shipments of 
crushed rock from Trap Rock, Pa., and of ashes from Coatesville, 
Pa., to Carney’s Point, N. J. The Philadelphia & Reading, with- 
out instructions from the complainant, routed the cars over the 
Pennsylvania’s Philadelphia-Camden bridge instead of forward- 
ing them via car float. The Commission held that the shipper 
could not be penalized by being held to pay the rate over the 
ynauthorized and more expensive route. 


STORAGE ON GRAIN AND PRODUCTS 

The Commission, after directing the refund of overcharges, 
has entered an order of dismissal in No. 10763, Harlem Feed & 
Grocery Co. vs. Lehigh Valley, and Director-General, opinion No. 
6712, 60 I. C. C. 652-4, on a holding that the storage charges at 
Cazenovia, N, Y., on carload shipments of grain and grain prod- 
ucts were not unreasonable or unduly prejudicial. It found, 
however, that there had been some overcharges, which it directed 
to be refunded. 


RATE ON SILICATE OF SODA 

An order of reparation on account of an unreasonable rate 
on silicate of soda from Rahway, N. J., to Port Ivory, N. Y., 
has been made in No. 11256, Procter & Gamble Manufacturing 
Co. vs. Pennsylvania Railroad Co. et al., opinion No. 6705, 60 
LC. C. 613-4. A rate of 12 cents was assessed on shipments 
moving in August and September, 1919. The shipments were 
made from a new plant. In September, 1919, a rate of 5.5 cents 
was established and reparation is to be made to that basis. A 
commodity rate of 5.5 cents was in effect from more distant 
points when shipments began being made. 


COTTON COMPRESSED IN TRANSIT 


An award of reparation on account of unreasonable rates on 
cotton has been made in No. 11334, Tarver, Steele & Co. Vs. St. 
Louis Southwestern, Director-General, et al., opinion No. 6718, 
60 I. C. C. 666-8. The allegation was that the charges on cotton 
from Bradley, Buckner and Waldo, Ark., to Galveston com- 
pressed in transit at Texarkana, Longview or Marshall, Tex., 
were unreasonable, unjustly discriminatory, unduly prejudicial 
and in violation of the long and short haul provision. There 
were 39 shipments aggregating 569 bales. They moved between 
November 10, 1918, and February 17, 1919. The complainant 
contended that all the charges in excess of 75 cents per 100 
pounds were in violation of one or more sections of the act. 
Charges were collected at the rates of $1.10 from Bradley, 90 
cents, 93.5 cents and $1.70 from Buckner, and 79c, 94c and $1.70 
from Waldo. The bases for these various rates, the report says, 
are not disclosed. The first-class rate of $1.55 governed by West- 
ern Classification, plus 15 cents per 100 pounds for compression, 
said the report, was applicable on all the shipments which were 
uncompressed. 

The Commission found that the charges collected on the 
shipments which were to have been compressed at Texarkana 
were unreasonable to the extent that they exceeded 75 cents, in- 
cluding compression; that the charges on cotton compressed at 
Marshall were likewise unreasonable to the extent that they ex- 
ceeded charges which would have accrued at a rate of 75 cents 
plus a compression charge of 15 cents. Most of the shipments 
were compressed at Marshall. 


RATE ON GASOLINE 


A finding of misrouting has been made in No. 11185, Union 
Petroleum Co. vs. Fort Worth & Denver City Ry., Director-Gen- 
eral, et al., opinion No. 6718, 60 I. C. C. 655-6. The complainant 
alleged that a rate of 52.5 cents on nine carloads of gasoline 
from Iowa Park, Tex., to Westwego, La., for export between 
October 10 and 23, 1918, was unreasonable to the extent that it 
exceeded 24.5 cents. The shipper inserted a rate of 44.5 cents in 
bills of lading. It moved Ft. W. & D. C. to Fort Worth and 
Texas & Pacific beyond. Charges were collected at the applic- 
able combination of 52.5 cents, composed of 28 cents to Fort 
Worth, 20 cents beyond and 4.5 cents, the uniform increase on 
petroleum ordered after General Order No. 28 had become effect- 
lve. Contemporaneously there were commodity rates of 28 cents 
to Beaumont and 12 cents beyond, plus the 4.5 cents. The Com- 
mission found that inasmuch as the shipments could have moved 
via Beaumont under the shippers’ routing instructions, they were 
msrouted when forwarded over the route taking the higher rate. 
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The report says no evidence was offered by complainant to 
show that the rate was unreasonable per se or relatively un- 
reasonable as compared with rates on similar traffic from other 
Texas points to the gulf ports. It relied solely upon the fact that 
rates lower than domestic were customary and that the lower 
export rate of 24.5 cents was subsequently established. These 
facts alone, the report says, do not constitute a reason for finding 
the rate assailed unreasonable. Reparation is, therefore, to be 
made on account of the misrouting. 


RATES ON COAL 


A finding of unreasonableness and an award of reparation 
have been made in No. 10982, Electric Coal Company et al. vs. 
C. & E. I., Director-General et al., opinion No. 6722, 60 I. C. C., 
683-6, as to rates on bituminous coal during federal control from 
Bronson to Chicago, Milford and Jamaica, all in Illinois, as 
components of through rates from Missionfield, Ill., made by 
combination on Bronson. The finding is that the rates to Chi- 
cago and Milford were not unreasonable, but the rate to Jamaica 
to have been unreasonable. The separate rate of the electric 
from Missionfield to Bronson was not passed upon, as that car- 
rier was not under federal control. The joint rates from Mis- 
sionfield to Milford, effective June 27, 1919, were found unrea- 
sonable during the remainder of the period of federal control. 

The complaint was based largely upon the fact that in con- 
nection with the 15 per cent case and General Order No. 28 both 
components of the Bronson combination were increased, where- 
as complainants contended that in both instances the increase 
should have been a single one, and used in the combination 
through charge as a unit. The finding is that the rates from 
Bronson to Jamaica on coal originating at Missionfield were not 
unreasonable prior to June 25, 1918, but on and after that date 
and during the period of federal control they were unreasonable 
to the extent they exceeded 70 cents. 


RATE ON COTTONSEED 


A finding of unreasonableness and an award of reparation 
has been made by the Commission in No. 11381, Empire Cotton 
Oil Co. vs. Director-General.as agent, Chesterfield & Lancaster 
R. R. et al., opinion No. 6716, 60 I. C. C., 661-2. 

The complaint covered two shipments of cottonseed from 
Pageland, S. C., to Atlanta, Ga., which moved on October 31, 
1918, over the Chesterfield & Lancaster to Cheraw, S. C., and 
the Seaboard Air Line to destination, on which the joint Class D 
rate of 34 cents per 100 pounds was applied. Complainant con- 
tended that a reasonable rate would not have exceeded the com- 
bination of $4.50 per net ton contemporaneously in effect to 
Mina, Ga., and asked for rate of $3.60 per ton, which is the com- 
modity distance rate between points on the Seaboard for 369 
miles. Mina, Ga., is located within the switching limits of At- 
lanta, Ga., with respect to traffic on which the Seaboard gets 
a line haul. The Commission thought that the $4,50 rate sub- 
sequently established to Mina, Ga., would be reasonable, and 
ordered reparation down to that figure. 


RATES ON GAS OIL 


In a report on No. 11114, Acme Cement Plaster Co. vs. Ft. 
Worth & Denver City, Director General et al., opinion No. 6715, 
60 I. C. C., 659-60, the Commission has condemned as unreason- 
able rates on gas oil from Iowa Park, Tex., to Acme, Okla., on 
shipments moving between April 11 and October 21, 1918, to the 
extent that they exceeded the rates on fuel oil by more than 2.5 
cents. The charges collected were without tariff authority. Bills 
for undercharges were rendered on the basis of fifth class for 
the shipments. They have not been paid. At the hearing the 
railroads conceded that the oil was gas oil and not solar oil 
as billed, and that a rate something less than fifth class would 
be reasonable. The complaint used the gas oil in a Diesel en- 
gine. The report says that the testimony submitted as to 
whether the product was a gas oil or fuel oil leaves much to be 
desired. After the shipment moved a rate of 16 cents was 
established on fuel oil and 18.5 cents on gas oil. In the big 
Mid-Continent case the Commission classified gas oil with fuel 
oil and prescribed a basis of five cents under the refined rate 
for crude, fuel and gas oii. 


SUBURBAN PASSENGER FARES 


The Commission has dismissed No. 11022, Greater Belleville 
Board of Trade et al. vs. E. St. Louis Suburban et al., opinion 
No. 67338, 60 I. C. C. 741-6, holding that the fares of the suburban 
line from Belleville and E. St. Louis to St. Louis were not and 
are not unreasonable, unduly prejudicial or otherwise unlawful. 
The assault was upon the fares, both one way and commutation, 
published and collected by the defendant and its connections 
since November 1, 1919. The attack was largely upon not only 
the increase in the general level of the charges but also against 
the increases created by the establishment of zones. The fares 
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under consideration were those operated at the time the hearing 
was held. They have been increased since then. 

Defendants’ witnesses testified that electric interurban lines 
generally throughout that section were charging 3 cents per 
mile, having obtained injunctions from the federal courts where- 
ever the provisions of state statutes established lower fares. 
They showed that the fares on the Belleville division had been 
maintained on a lower basis than those applying on their other 
interurban lines. 

After the hearing, the principal defendant filed tariffs which 
were not protested, which increased the basis of fares to ap- 
proximately 3 cents per mile. The increased fares now in opera- 
tion were not in issue in this case, the Commission said, and no 
opinion as to them was expressed in this report. 


RATE ON GREEN SALTED HIDES 


An order of dismissal has been made in No. 11310, Bissinger 
& Co., Inc. vs. Director-General, Union Pacific et al., opinion No. 
6714, 60 I. C. C. 657-8, the Commission holding that the rate on 
green salted hides from Cheyenne to Salt Lake City was not 
unreasonable. The attack was upon a rate of 79.5 cents charged 
on two carloads of green salted hides shipped in February and 
March, 1918. The complainant contended that the rate was un- 
reasonable because and to the extent it exceeded a rate of 63 
cents contemporaneously in effect on packing house products. 
Defendants’ witnesses testified that no other carload shipments 
had moved between Cheyenne and Salt Lake City and that, 
although Cheyenne is an assembling point, the general market 
for this class of hides is in the east. They offered comparisons 
to show that the rate assailed was not out of line for similar 
distances in the same general territory, and contended that the 
volume of the traffic did not and would not warrant the estab- 
lishment of a commodity rate the same as on packing house 
products. 


OLEOMARGARINE EXPRESS RATES 


An award of reparation has been made in No. 11217, Armour 
& Co. vs. American Railway Express Co., Director-General, et al., 
opinion No. 6717, 60 I. C. C. 663-5, on a holding that the express 
rate on oleomargarine, less carloads, from Kansas City, Kan., 
to Los Angeles, were unreasonable. Thirty-one such shipments 
were made between November 10, 1917, and March 18, 1919. 
Rates of $5.85 prior to July 15, 1918, $6.43 between July 15 and 
December 31, 1918, and $6.52 after January 1, 1919, were imposed. 
Commodity rates of $3.98, $4.88 and $4.48, respectively, were in 
effect on butter contemporaneously from and to the same points. 
On June 25, 1919, the butter rate was made effective on oleo- 
margarine. 

It was shown at the hearing that the butter rate is applied 
on oleomargarine in practically every part of the country. The 
defendants insisted that the extension of the butter rate to 
oleomargarine was not to be taken as an admission of the un- 
reasonableness of the class rates assessed on oleomargarine. The 
Commission found, however, that they were unreasonable to 
the extent that they exceeded the butter rates and reparation 
is to be made to that basis. 


INTRASTATE RATE SITUATION 


The Traffic World Washington Bureau 


A method, scheme, plan or rule for avoiding a mass of 
complaints about intrastate rates, prescribed by itself, is being 
sought by the Commission. Unless it finds one, its work will be 
immensely increased and the demand for a repeal of some of 
the legislation whereby it has levelled state rates may be 
strengthened. At present, inequitable rate situations in various 
states, especially Illinois and Indiana, are taking up much of the 
time of the commissioners, McChord and Meyer, who were 
spokesmen for the Commission in disposing of the cases brought 
by the railroads for the condemnation of the state rates because 
they were not in harmony with the level rates prescribed by the 
Commission in Ex Parte No. 74. Other commissioners, to a 
lesser degree, are also called on to examine rate situations in 
ithe states covered by opinions written by them. 

For the time being, all rate authority is lodged in Washing- 
ton, as was the fact during federal control. A community or in- 
dustry desiring a change in a local rate must come to Washing- 
ton. The state commissions have not had the temerity to take 
hold of local situations and issue orders respecting them. They 
have not carried their fight against national control to the ex- 
tent of asserting that they have any power over local rate situa- 
tions created by the orders directing the removal of discrimina- 
tions against interstate commerce. They have been content to 
keep the litigation on that subject uncomplicated by an assertion 
on their part that some part of the order directing the removal 
of discrimination against interstate commerce had been worked 
in such a way as to show that the order went beyond the removal 
of a discrimination against interstate commerce because and to 
the extent that a discrimination had been created against intra- 
state commerce. 

It has been suggested that the Commission could transfer a 
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part of the burden by means of a general permissive order, ad. 
dressed to the railroads, directing them to take up all such situa- 
tions and dispose of them by means of reductions so as to re. 
move injustice. The railroads were directed, in Ex Parte No. 74, 
to restore relationships as soon as possible. Some work of that 
kind has been done. However, the changes suggested by rail- 
roads are not, as a rule, satisfactory to complaining shippers, or 
the complaint is that the railroads are not diligent enough in 
such matters to bring about just relationships. A general per- 
missive order might persuade them to show speed, 

Much of the time of Director Hardie, of the Commission’s 
bureau of traffic, is being consumed in listening to complaints 
of that kind and to allegations such as those made by the fruit 
and vegetable shippers that the amount of the rates is so great, 
in many instances, that the traffic has been practically destroyed. 
It was a complaint of that kind to which he gave ear at Dallas, 
March 28. Complaints of relative unreasonableness, on account 
of the disturbance in state rates, caused by Ex Parte No. 74 
have been coming to him practically every day since the issu- 
ance of the reports and orders in the state cases. 

Apparently the troubles that once perplexed the classifica- 
tion and rate committees of the railroads and the state com- 
missions of those states have been transferred to the desks of 
the commissioners, and Director Hardie. 


The situation in those states now, as in former times, is 
complicated by the clash of interest of the railroads from the 
different classification territories. They meet in Illinois. Some 
of the eastern lines extend only to Chicago, while others go to 
the Mississippi river. Some western lines go only to the Mis- 
sissippi while others go to Chicago. The Illinois Central, with 
its own rails, is a factor in each of the three territories. The 
same is true with regard to the Southern and its affiliated lines, 
and to a lesser extent, with regard to some other systems. 

For purposes of illustration, it may be mentioned that the 
Illinois Central and the Big Four, with regard to grain in south- 
ern Illinois clash sharply, and that raises the possibility of the 
Big Four doing something in the way of rates in Illinois to 
which the Illinois Central would object, thus creating a state of 
facts on which a charge of “relative unreasonableness” might 
be founded. “Relative unreasonableness” may be found by the 
Commission when it considers the effect of a rate made by the 
Big Four to which the Illinois Central objects. The ordinary 
man would call it unjust discrimination, as between shippers, 
caused by a Big Four rate that put a shipper on the Illinois 
Central at a disadvantage. The Commission could order either 
carrier to change its rates so as to restore the equilibrium, 

The question, however, is not one of power, but one of avoid- 
ing the labor inherent in the exercise thereof for the elimination 
of troubles caused by intrastate rates prescribed by federal av- 
thority. At this time it seems as if the only aid that could 
come to the federal body could be brought by the carriers, for 
whose benefit the state-made rates were eliminated. They now 
have only one instead of forty-odd masters, at least in the matter 
of rates. The Commission, however, has not said anything on 
the subject. It has, however, dealt with every acute situation 
but, as before said, it has not been able to devise a plan, method, 
or scheme to enable it, without giving minute and detailed at- 
tention to every local situation, to provide for the disposal of 
matters that, in the old days, would have been handled by the 
state commissions. It may not be possible to handle such mat- 
ters except in the way in which they are being treated now— 
namely, by detailed and minute consideration in Washington— 
but the Commission is not ready to make such an admission. 


B. R. & P. BONDS 


The Buffalo, Rochester & Pittsburgh Railway Company has 
applied to the Commission for authority to issue $3,949,000 ot 
consolidated mortgage 4% per cent bonds under its consolidated 
mortgage, dated May 1, 1907, executed to the Central Trust 
Company of New York as trustee. Of the total issue, the com 
pany proposes to issue $2,449,000 of bonds to refund existing 
obligations and to reimburse the company’s treasury for moneys 
advanced by it out of income and from other sources to pay off 
underlying securities. The remainder of the bonds will be issued 
to enable the applicant by the hypothecation thereof or such 
sale as may be hereafter authorized to reimburse the applicant 
for moneys expended and advanced by it from income and other 
sources for additions and betterments since January 1, 1916. 


LOAN TO CHARLES CITY WESTERN 


The Charles City Western Railway Company of Iowa has 
applied to the Commission for a loan of $329,000 from the re 
volving fund for the purpose of retiring a mortgage and notes 
and to make additions and betterments on its property. The 
indebtedness represented by the mortgage and notes is approx! 
mately $318,000. The additions and betterments proposed con: 
sist of stockyards at Charles City, Ia., estimated cost, $4,500; 
stockyard at West Charles City, Ia., estimated cost, $3,500; and 
a stockyard at Marble Rock, Ia., estimated to cost $3,500. 


divic 
Loui 
0. C: 
Inc., 
brou. 
agail 
lola 
rates 
Auro 
Iron 
rates 
Chic: 
grou} 
apply 
‘. 


that 
made 
trols 
gas ( 
Kans 
( 
had 1 
in a‘ 
the ¢ 
Iron, 
to Io 
ence, 
and | 
exten 
conte 
to th 
20 ce 
on pi 
mend 
to Pi 
and ¢ 
also t 
age h 


At 
11825 
Illino 
demn 
tweel 
agree 
trolle 
inter< 
reaso 
the h 


q 
in fo. 
recei\ 
haul 
leged 
arran, 
pensa 
and n 
the ty 
tarily 
by thi 
Frisec 
took 1 
than | 

P 
instan 
divide 
divisic 
cial, a 
or Me 
Friscc 
amoul 
Thebe 

A 
the di 
undul. 
Chica; 
horthe 
receiy 
north 
cents 


ad- 
tua- 

re- 
, 74, 
that 
rail- 
» Or 
1 in 
per- 


on’s 
ints 
ruit 
eat, 
ved. 
las, 
unt 
, 14 
SSu- 


fica- 
om- 
S of 


i 

the 
ome 
» to 
Mis- 
vith 
The 
nes, 


the 
uth- 
the 
3 10 
e of 
ight 
the 
the 
lary 
ers, 
nois 
ther 


oid- 
tion 


yuld 

for 
now 
tter 
- on 
ion 
hod, 

at- 
1 of 
the 
nat- 
w-— 
yn— 
ion. 


has 
) of 
ited 
rust 
‘om: 
ting 
Leys 


ued 
uch 
pant 
ther 


has 
Te 
otes 
The 
‘Oxi- 
con: 
500; 
and 


April 2, 1921 


a= 


KANSAS RATE ADJUSTMENT 


An extensive review of the rate adjustment in Kansas, the 
dividing line in which is the north and south route of the St. 
Louis-San Francisco, is used as a foundation by Examiner Paul 
0. Carter for a tentative report on No. 11496, United Iron Works, 
Inc., vs. A. T. & S. F. et al. In that complaint the iron works 
prought a charge of unreasonableness and undue prejudice 
against commodity rates on coke and pig iron from Chicago to 
Iola and Independence, Kan., where it has plants; commodity 
rates on pig iron from Duluth to Iola, Independence, Pittsburg, 
Aurora, Joplin and Springfield, Mo.; class rates on coke, pig iron, 
Iron and steel plates, from Chicago to Iola; and commodity 
rates on coke and pig iron and class rates from Duluth and 
Chicago to Iola as in violation of the fourth section on the 
ground that Iola is intermediate to Girard, to which lower rates 
apply. 

. The lines serving the points of origin defended on the ground 

that in making rates to the destinations they observed those 
made by the St, Louis-San Francisco, which they averred con- 
trols the direct and rate-making line between St. Louis and Kan- 
sas City, and that that road uses its north and south line from 
Kansas City to Baxter, Kan., in adjusting its rates. 

Carter said the question of how the roads made the rates 
had nothing to do with the tests prescribed by the law, as stated 
in a‘number of cases cited by him. His conclusions were that 
the Commission should find that the rates on pig iron, coke, 
Iron, and steel plates from Chicago and on pig iron from Duluth 
to Iola, and on pig iron from Chicago and Duluth to Independ- 
ence, were and are not unreasonable per se, but to have been 
and to be unduly prejudicial to Iola and Independence to the 
extent that they exceeded, or may exceed, to Iola the rates 
contemporaneously maintained to Girard; and to Independence 
to the extent that they exceeded or may exceed by more than 
20 cents per ton on coke and the same amounts per gross ton 
on pig iron, the rates on like traffic to Girard. He also recom- 
mended a holding that the carload rates on pig iron from Duluth 
to Pittsburg, Kan., Aurora, Springfield and Joplin, Mo., were 
and are not either unreasonable per se or unduly prejudicial; 
also that reparation should be denied on the ground that no dam- 
age had been proved. 


DIVISIONS CONDEMNED 


Attorney-Examiner M. A. Pattison, in a tentative report on No. 
11825, William J. Jackson, receiver for the Chicago & Eastern 
Illinois, vs. St. Louis-San Francisco, has recommended a con- 
demnation of some of the divisions on traffic interchanged be- 
tween the C. & E. I. and the Frisco made as a result of the 
agreement between the two companies when the Frisco con- 
trolled the Chicago & Eastern Illinois. The divisions on traffic 
interchanged via Chaffee, Mo., he said should be held to be un- 
reasonable and unduly prejudicial against the property now in 
the hands of a receiver. 

The material allegation was that under the divisions now 
in force as to traffic interchanged at Chaffee, the C. & E. I. 
receives no compensation or inadequate compensation for the 
haul between Thebes and Chaffee. In brief, the complaint al- 
leged that inasmuch as rates break on the Mississippi River, the 
arrangement for the interchange at Chaffee deprives it of com- 
pensation or gives it insufficient compensation for its service east 
and north of Thebes. The record cites much of the history of 
the two companies to show that the agreements were not volun- 
tarily made by the Chicago & Eastern Illinois, but were dictated 
by the dominating influence of the Frisco. The influence of the 
Frisco has been exercised ever since the C. & E. I., in 1900, under- 
took the extension of its line from Marion, IIll., to Thebes, more 
than twenty years ago. The C. & E. I. got into Thebes in 1900. 

Pattison recommended that the Commission find that in all 
instances where joint rates on traffic interchanged at Chaffee are 
divided on mileage pro rata to and from Thebes or Chaffee, the 
divisions to the C. & E. I. are not unreasonable or unduly prejudi- 
cial, and that on traffic crossing the Mississippi River at Thebes 
or Memphis, where the expense of crossing is borne by the 
Frisco, a reasonable division to the Eastern Illinois would be the 
onset ordinarily allowed to the carriers north of Cairo or 

hebes. 

A further recommended finding would be that on other traffic 
the divisions allowed the Eastern Illinois are unreasonable and 
unduly prejudicial and that on L. C. L. traffic moving between 
Chicago and points on the Frisco in southeastern Missouri and 
northeastern Arkansas, via Chaffee, the Eastern Illinois should 
receive 5.5 cents in addition to the revenue accruing east and 
North of Thebes, and on the carload traffic, except lumber, 2.5 
cents per 100 pounds. Rates on lumber, he said, should be divid- 
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ed by allowing the Eastern Illinois 2 cents per 100 in addition to 
the revenue north of Thebes for the service from Chaffee to 
Thebes. Rates on coal from mines in southern Illinois from 
stations on the complaining road to stations on the defendant 
should be divided, he said, by allowing the Eastern Illinois 92.5 
cents per ton to Thebes, plus 2 cents per 100 or 40 cents per ton, 
for the service from Thebes to Chaffee. 

The Eastern Illinois, Pattison said, is entitled to and should 
receive the entire line-haul revenue on local traffic over its own 
line from and to Chaffee. 

Pattison said the suggested findings should be limited in 
application to traffic moving between stations on the two roads 
concerned, but that the principles should be used in dividing 
rates made in connection with other roads, for its service be- 
tween Thebes and Chaffee where it now receives divisions based 
on revenue to and from Thebes. 


EXEMPTION FROM PER DIEM 


A recommendation that the complaint be dismissed has been 
made by Examiner J. Edgar Smith in a report to the Commis- 
sion on No. 11850, Superior & Southeastern Railway Co. vs. Chi- 
cago, St. Paul, Minneapolis & Omaha and Director-General, as 
agent. The complaint asked a finding that complainant in July, 
1919, was an industrial common carrier and that such a road was 
entitled to freedom from per diem charges, which also were 
alleged to have been unreasonable. The complainant, chartered 
by Wisconsin as a railroad corporation, has main and branch 
lines in Bayfield county connecting with the Omaha road at Grand 
View, Wis. The question of the status of the road, Smith said, 
did not require decision by the Commission because it was not 
shown that damage had been caused by the infliction of per 
diem on the cars furnished to it. The road was operated for the 
convenience of the lumber interests controlling it. The indus- 
trial road claimed that cars put on the interchange track by 
the Omaha road should not have been counted as placed until 
it actually removed them from the interchange. Such a con- 
tention, Smith said, was absolutely untenable and could never 
be applied as between either common carrier lines, common car- 
riers, and “industrial common carriers” or common carriers and 
shippers. 


COAL RATES AT SPRINGFIELD, ILL. 


A state-made rate of 43 cents on coal from mines near Spring- 
filed, Ill., to destinations in that city, adopted by the Railroad 
Administration, and increased to 58 cents, September 10, i919, 
has been recommended for condemnation as unreasonable by 
Examiner C. M. Bardwell, in a tentative report on No. 11781, 
Citizens Coal Mining Co. vs. Director-General. He recommended 
reparation to the basis of a subsequently established rate of 
20 cents, $6.50 per car minimum. That lower rate was made 
operative September 19, 1919. The 43 cent rate was prescribed 
by the Illinois commission for hauls of more than two but not 
more than four miles. That rate was paid on 81 carloads. The 
higher rate was assessed on 15 other carloads. Each also bore 
a switching charge of $5 per car, imposed by the Wabash. That 
rate was not attached. The Chicago, Peoria & St. Louis had the 
line-haul. The Director-General, on the theory that only a switch- 
ing service was being performed, reduced the rate to 20 cents 
per ton, $6.50 per car minimum. 


BEEF, COLUMBUS TO NEW YORK 


In a tentative report on No. 11867, Morris & Company vs. 
Director-General, as agent, Examiner H. W. Archer has recom- 
mended a holding that a class rate of 69.5 cents on frozen beef 
from Columbus, O., to New York was unreasonable to the ex- 
tent that it exceeded 36.5 cents and that reparation be awarded 
to that basis. 

The meat, sold to the British government, moved in February 
and March, 1918, weighing 311,717 pounds, was forwarded via 
the Panhandle over which no commodity rate applied from 
Columbus, on the orders of the General Operating Committee of 
the Railroad Administration because the New York Central and 
B. & O. routes were closed. 

Witnesses for the shipper admitted that they knew the rate 
situation. They also testified that they had never used the Pan- 
handle route because it did not connect with the team track 
used by them in New York. They also knew that if they had 
desired to use that route they could have invoked rule 77 for 
a rate from Columbus as the rates from Dayton and other 
points west of Columbus. They did nothing because they knew 
that, regardless of their preference in routing, the operating com- 
mittee would have said via what route the beef should move. 

The carriers contended that the complainant did not have to 
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ship at the time it did, but could have supplied the meat from 
other storage plants or waited until the embargoed routes were 
open. The complainant said that due to war conditions it would 
not have conducted its business in that way. Archer seemed 
to pay particular attention to the fact that regardless of whether 
the shipper had or had not expressed a preference his traffic 
would have been handled for the convenience of the Railroad 
Administration, and that it would have had to observe the lowest 
rate. Therefore he recommended reparation. 


RATE ON CATTLE AND HOGS 


An order directing reparation is proposed in a report to the 
Commission by Examiner C. I. Kephart, on No. 11854, Birming- 
ham Packing Co. vs. New Orleans & North Eastern et al., on a 
finding that a rate of $77 per car of cattle and hogs, in 1916 and 
1917, from Chalmette or Port Chalmette, La., to Birmingham, 
Ala., was unreasonable because and to the extent that it exceeded 
$68. 

This case is in the nature of an appendix to Alabama Pack- 
ing Co. vs. A. G. S., 48 I. C. C., in which the Commission con- 
demned the $77 per car rate from New Orleans to Birmingham 
as unreasonable to the extent that it exceeded $68 per car. That 
decision was made in February, 1918, after federal control had 
come. The Commission issued no order because the railroads 
said they were revising their rates so as to publish one of $68 
from New Orleans to Birmingham. The Commission, however, 
said the carriers should re-align their rates in accordance with 
those proposed at the hearing, at which the carriers announced 
iheir intention to make a rate of $68 from New Orleans. 

The Louisville & Nashville promptly published the $68 rate 
but the New Orleans & North Eastern and its connections failed 
to do so. When the complaining company asked the defendants 
herein to make refunds they declined on the ground that 22 of 
the cars involved were from Port Chalmette and that the deci- 
sion applied only from New Orleans, although, for rate-making 
purposes, Jackson’s battlefield, now covered in part by stock- 
yards, is part of New Orleans for rate-making purposes, as well 
as for parochial and city government. It is also a part of the 
New Orleans rate territory in’ the tariffs of the defendants, ac- 
cording to the declaration of the examiner. 

At the hearing the carriers said they had not lined up their 
rates in accordance with the original decision because federal 
control and General Order No. 28 intervened. After the general 
order was issued they said nothing was done toward bringing 
the $77 rate to $68 because a general revision of live stock rates 
and fourth section corrections in the southeast had been under- 
taken by a committee which would soon finish its work. 

After the hearing the carriers published tariffs to become 
effective April 1. In those tariffs they gave effect to the report 
made in February, 1918. The carriers will have to return the 
difference, with interest, for the three years of delay, if the ex- 
aminer’s report is adopted. 





REPARATION ON COAL 


Attorney-Examiner M. A. Pattison, in a report to the Com- 
mission on No. 11681, Oxford Paper Co. et al. vs. Director-Gen- 
eral, as agent, has recommended a finding of unreasonableness 
and an award of reparation on all shipments of bituminous and 
small sizes of hard coal from points in Pennsylvania and from 
Fairmont, W. Va., to Rumford and South Brewer, Me., in effect 
from June 25 to various days in August and September, 1918, 
on which double or treble increases were imposed, contrary to 
the instructions from the Railroad Administration. From the 
Delaware & Hudson, Delaware, Lackawanna & Western, and Erie 
stations to destinations on the Maine Central, including Rum- 
ford and Brewer, only one increase was made, either because 
they had joint rates in effect at the time General Order No. 28 
became effective, or because they hurried and prepared tariffs 
before June 25, in accordance with instructions, that had the 
effect of applying the increase only once to the through charge, 
whether that was ascertained by ccnsulting a joint rate, er by 
consulting the tariffs showing how the combinations were to be 
made. 

Some of the combinations were based on the Mechanicsville 
or Rotterdam Junction gateways and some on the gateways to 
Portland and Portland and beyond. Treble increases were made 
in the charges calculated by using the combination on the gate- 
ways to Portland and the local rates beyond Portland. 

The complainant argued that, because the Railroad Adminis- 
tration, for more than two years after July and August, 1918, 
maintained the rates that had been inflated by only a unit in- 
crease on the whole charge, the double and triple increases were 
shown to be unreasonable. 


The Railroad Administration claimed that, because the rate to 
Portland was made to compete with the rate through the Virginia 
Capes, it was sub-normal and, therefore, not to be used as a yard 
stick for measuring the rates to Rumford and Brewer. But the 
complainants countered on that contention by calling attention 
to rates for even longer hauls where there could be no claim 
of water competition depression, to show that the Portland rate 
was not depressed, although it was so made that it would enable 
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the all-rail carriers to put coal into that place in competition 
with the coal from the more distant fields, coming through the 
Virginia Capes. 

Inasmuch as the Railroad Administration, in August and 
September, 1918, established rates carrying only one increase, 
the time that the varying rates were in operation was not long. 
The reparation, therefore, if ordered by the Commission, will be 
in the nature of a penalty for the failure of the Director-Gen. 
eral’s agents to observe the rules laid down by him. 


ZINC-LINED WOODEN BOXES 


Examiner Frank E. Mullen, in a report on No. 11618, E. |, 
du Pont de Nemours & Company vs. West Jersey & Sea Shore, 
et al., has recommended a holding of unreasonableness and an 
award of reparation on the movement of empty zinc-lined 
wooden boxes from Haskell, Parlin, and Carney’s Point, N. J, 
to Hopewell, Va., via Potomac Yards. 

‘rhe complaint alleged that shipments in August and De 
cember, 1917, and January, February and March, 1918, were 
misrouted and that the rates on some shipments made in Jan- 
uary and February, 1918, were unjust and unreasonable. 

Zinc-lined boxes were used to bring wet nitro-cellulose 
from the nitrating plant at Hopewell to the powder mills in 
New Jersey. They were returned empty over the routes of the 
movement loaded. Via Potomac Yards and Norfolk the rates 
on the loaded boxes were the same. Via Potomac Yards the 
rates on the empty boxes were higher than via Norfolk. The 
movement via Norfolk was over two lines while that via Poto- 
mac Yards was over four or five lines. 

At all times during the war the movement was heavy and 
continuous, amounting to nearly 100 cars per month. Owing to 
the interruption of the car-float service float between Cape 
Charles and Norfolk, by ice during the severe winter of 1917- 
18, the complainant authorized diversion of some cars to the 
Potomac Yards route, but it later cancelled that authorization. 
Some of the cars had been diverted before the cancellation was 
received. 

The carriers defended the difference in rates on various 
grounds, but the examiner, relying on the Kaw River Sand & 
Material case, 59 I. C. C., 350, pointed out that during federal 
control the railroads were operated as a unit. Further, he 
pointed out that the traffic in zinc-lined empty wooden boxes 
was constant and of considerable volume, so there was not the 
justification that might be were the tonnage light and the 
movement sporadic. 

His recommendation is that the rates be held unreasonable 
to the extent that they exceeded 22.9 cents, 18,000 minimum, 
from Haskell, and 17.8 cents, minimum 20,000, from Parlin and 
Carney’s Point, contemporaneously in effect via Norfolk and 
that reparation be made to the bases indicated. 


IMPORTED FLINT PEBBLES 


Rates on imported flint pebbles from New York, N. Y., to 
Ottawa, Wedron, Millington, and Oregon, IIl., moving within fifty 
months prior to the filing of the complaint, were not unreason- 
able, Examiner C. M. Bardwell holds in recommending dismissal 
of the complaint in No. 11683, The Silica Sand Producers’ Traffic 
Association of Illinois vs. C. B. & Q., Director-General, as agent 
et al. 

From May 1, 1915, to May 14, 1918, the examiner said, the 
rate on flint pebbles from New York to Ottawa, Wedron and Mill- 
ington was 25.4 cents and to Oregon 27 cents. On the latter date 
the rates were increased, respectively, to 29 cents and 31 cents, 
and on June 25, 1918, under G. O. No. 28 they were again in- 
creased to 36.5 and 39 cents. The latter rate was reduced on De 
cember 8, 1919, to 38.5 cents. 

The complainant, in support of its allegations of unreason- 
ableness and undue prejudice, compared the rates attacked with 
lower rates on glass sand, flint, brick and gravel. The defendants 
asserted the value of gravel was much lower than that of flint peb- 
bles. The complainant admitted, the examiner said, there was no 
competition between flint pebbles and any of the other commod- 
ities included in its rate comparisons. The defendants contended 
that in determining the reasonableness of rates on imported flinl 
pebbles the expensive service in New York Harbor, which is not 
involved in the transportation of any of the compared commod- 
ities with one or two exceptions, must be given consideration. 
that the average revenue per car derived from flint pebbles un- 
der the rates assailed is considerably less than that under some 
of the rates with which comparisons were made; and that since 
complainant failed to show distances and other elements vital to 
valuable rate comparisons the record is devoid of evidence upon 
which the reasonableness of the rates assailed can be deter 
mined. 


MISSOURI PETROLEUM PRODUCT RATES 


Dismissal of the complaint in No. 11737, E. M. Wilhoit Oil 
Co. et al. vs. Director-General, as agent, is proposed by Examine? 
Warren H. Wagner on a finding that rates charged for the trans 
portation of petroleum products from Joplin, Mo., to certain des 
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tinations in the same state were not unreasonable. The ship- 
ments involved moved during the period from June 25, 1918, to 
March 1, 1920, the destinations being in southwestern Missouri on 
the Missouri Pacific and the St. Louis-San Francisco. The com- 
plainant contended that the rates charged on shipments of re- 
fined oils subsequent to August 7, 1918, over the Missouri Pacific, 
and subsequent to December 18, 1918, over the Frisco, were un- 
reasonable to the extent that they exceeded the rates in effect 
June 25, 1918, and that rates charged on shipments of distillate 
and fuel oil since June 25, 1918, were unreasonable to the extent 
that they exceeded 80 per cent of the June 25, 1918, rates on re- 
fined oils. The defenants showed that the rates assailed were 
equal to or less than certain rates in central freight association 
territory and that the Missouri oil rates were below the general 
level in that vicinity. 


SULPHURIC AND MURIATIC ACIDS. 


Examiner E. L. Gaddess, in a tentative report on No. 11918, 
E, I. duPont de Nemours & Co. vs. Pennsylvania et al., has 
recommended a holding of unreasonableness and an order of 
reparation on sulphuric and muriatic acids, in tank cars, from 
Jersey City, Newark and Bayway N. J., to Gibbstown and 
Carney’s Point, N. J. The report also covers a sub-number of 
the same complaint, Same vs. Director-General, as agent. The 
examiner recommends a holding that the rates were unreason- 
able to the extent that they exceeded 15 cents per 100 pounds. 





RATES ON SAND AT MEMPHIS. 


Examiner John T. Money has recommended the dismissal 
of No. 11820, Missouri Portland Cement Co. vs. Director-General 
et al., on a holding that the rates on sand from one part of 
Memphis to another on an originating line, and to various 
junctions on shipments destined to industries within the same 
switching limits on connecting lines, during federal control, 
were not unreasonable or otherwise unlawful. 


RATE ON FRESH MEAT. 


A finding that the applicable rate of $1.21 on fresh meat 
from Spokane, Wash., to Salt Lake City, Utah, on a shipment 
made in August, 1917, was unreasonble has been proposed by 
Examiner C. M. Bardwell in a report on No. 11797 Armour & 
Co. vs. Oregon Short Line et al. Reparation is to be made 
to the basis of the subsequently established commodity rate 
of $1.05. 


RATE ON STEEL HORSE COLLARS. 


In a report on No. 11978, Barrett & Zimmerman vs. C. R. I. 
& P. et al, Examiner Charles R. Seal has recommended a find- 
ing that the first class any quantity rate of 75 cents on steel 
horse collars from Davenport and Rock Island to Minnesota 
Transfer is not unreasonable, but that the packing regulation 
excluding horse collars from shipment in bags is unreasonable. 
The complainant asked for a carload rating but on the authority 
of Wyeth Hardware Co. vs. A. T. & S. F., the examiner said 
there was no reason for ordering a carload rating, 


CHARGES ON SALT. 


A recommendation that the charges be held unreasonable has 
been made in No, 11795, Armour & Co. vs. Detroit, Bay City & 
Western et al., the traffic involved being salt moved in re- 
frigerator cars from Marine City, Ludington, and Port Huron, 
Mich., to Chicago, in January and April, 1918. The complainant 
used some of its refrigerator cars for traffic the railroad could 
not care for in the equipment ordinarily used for that service. 
The rate was 6 cents, 60,000 pounds and 7.4 cents on a minimum 
of 37,500 pounds. The examiner recommended that, inasmuch 
as the refrigerators seldom could be loaded even to 50,000 
pounds, for the purpose of reparation the minimum be regarded 
as 48,000 pounds at the 6 cent rate and that reparation be made 
to that basis. 


RATES ON PIG IRON 


Examiner John B. Keeler, in a tentative report on No. 11604, 
Heggem & Davis et al. vs. A. T. & S. F. et al., has recommended 
a finding that the rates on pig iron, from producing points in 
Alabama, Georgia, Kentucky and Tennessee to Tulsa, Okla., had 
hot been shown to be unreasonable or unduly prejudicial, but 
that the rates from the same points of origin to Sand Springs 
and Collinsville were, are and will be unreasonable to the extent 
that they exceeded or may exceed the rates to Tulsa. He also 
recommended reparation and an order requiring the carriers 
. observe the Tulsa rates as maxima to Collinsville and Sand 
Springs. 


oa CLASSIFICATION OF STARTING DEVICES. 


_ Examiner E. L. Gaddess has recommended the dismissal of 
No. 11738, Chevrolet Motor Company of California vs. Union Pa- 
cific et al., on the ground that the first class rate assessed 
on what is known as the “wiring harness” in a starting device 
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for automobiles on the theory that it was an “electrical device 
n.0.i.b.n.,” was illegal and that refund should be made. Gaddess 
said that, under the all-inclusive language used in connection 
with starting devices, the wires included in the shipment were 
permissible, because what constitutes a starting device is a 
matter of opinion and one man’s opinion is as good as another’s. 
He said the Commision should direct the carriers, if they de- 
sire to exclude the wire harness, to change their tariff so as 
to show their desire. 


RATES ON SAND 


In a tentative report on No. 11806, United Iron Works, Inc., 
vs. Missouri Pacific, Director-General et al., Examiner Myron 
Witters recommended a finding that rates on sand from Fort 
Gibson, Okla., to Joplin, Webb City and Springfield, Mo., and 
to Pittsburg and Iola, Kan., were, are, and for the future 
will be unreasonable and unduly prejudicial to the extent that 
they exceeded, exceed or may exceed 6 cents to Joplin and 
Webb City; 6 cents to Springfield via the Frisco and 7 cents 
via the Missouri Pacific; 6 cents to Pittsburg via the Frisco and 
5.5 cents via the Missouri Pacific and 5.5 cents to Independence 
and Iola via the Missouri Pacific, plus, in each instance, the in- 
creases allowed in Ex Parte No. 74. He also recommended repa- 
ration to the basis of the rates recommended. 


RATES ON STOCK CATTLE 


A modification of the former report in 42 I. C. C., 261, has 
been recommended by Examiner Myron Witters, in a tentative 
report on No. 8078, Miller Brothers vs. St. Louis & San Francisco 
et al. The case relates to rates on stock cattle from points 
in Florida and from Birmingham to Memphis. He recommends 
a holding that the increased rates from Gainesville, Jasper and 
Brandford have been justified in part; and that the rates to 
Memphis from points on the Atlantic Coast Line were unreason- 
able to the extent that they exceeded the following: Jasper, 
$118 per car; Branford, $125; Newberry, $132; Gainesville, $133; 
Old Town, $136; King’s Spur, $136, and Pinland, all in Florida, 
$144. He said the Commission should further find that the as- 
sailed rates from Jasper via the Georgia Southern & Florida and 
from Kissimee, White Springs and Lake City, Fla., were not 
unreasonable, and that it should adhere to its former report with 
reference to the rates from Birmingham to Memphis. 


RATES ON BARLEY FLOUR 


A finding of unreasonableness and an order of reparation 
have been recommended by Examiner Bronson Jewell in a report 
on No. 11547, Pillsbury Flour Mills Co. et al. vs. Director-General, 
as agent, in which the complainants alleged that unreasonable 
rates were exacted on 28 carloads of barley flour, some straight 
and some mixed, from Minneapolis and Omaha to Los Angeles 
and points in New Mexico and Arizona, the unreasonableness 
consisting of the excess over the rates on wheat flour. The ship- 
ments were made between April 1 and September 20, 1918, during 
which time the regulations of the Food Administration required 
the use of substitutes for wheat, in specified percentages. The 
carriers tried to defend the higher rates on barley flour on the 
ground that the volume of movement is small in comparison 
with rye and wheat flour, but Jeweil recommended a holding 
that there was no transportation reason why barley should pay 
any more than wheat flour, and that reparation should be made 
to the basis of the wheat flour rates. 


RATES ON LUMBER, ETC. 


Examiner John B. Keeler, in a report on No. 11529, Cairo 
Association of Commerce vs. Chicago, St. Paul & Omaha et al., 
has recommended dismissal on the ground that the rates on lum- 
ber and articles taking lumber rates, from Cairo to Wakefield, 
Neb., were and are not unreasonable nor unduly preferential of 
other points in Nebraska. The rate is 34 cents. The contention 
of undue preference, Keeler said, was based largely upon rates 
on roads other than the Omaha. 


LATE DECISIONS 
The Trafic World Washington Bureau 


In No. 10970, Interstate Cottonseed Crushers’ Association 
vs. the Alabama & Vicksburg, the Commission held unreason- 
able any quantity rates on hair and wool press cloth from 
Atlantic seaboard points to Texas and the southeast when ap- 
plied to carload shipments of 30,000 pounds or more, but not 
otherwise. The carriers are to establish a carload ‘rating by 
July 9, 30,000 pounds minimum, subject to Consolidated Classifi- 
cation rule No. 34. 

In No. 10987, Consolidated Coal Company vs. C. & O., the 
Commission held the Miller’s Creek Railroad to be a common 
carrier to which the trunk line must extend group 5 rates on 
coal to C. F. A., Western Classification, and Canadian points. 
The Miller’s Creek Railroad was built by the complainant, but 
it is now owned by the B. & O., having been sold to that carrier 
January 1, 1918. 
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PRESIDENT CONSIDERS RAILROADS 


The Trafic World Washington Bureau 


President Harding, March 29, announced that, the railroad 
situation having been represented to him as being very serious, 
he had decided to call a conference at the White House with 
Chairman Clark, of the Interstate Commerce Commission, and 
R. M. Barton, chairman of the Railroad Labor Board. His de- 
sire is to find out what can be done. No date was then set 
for the conference but the President said it would be held at 
the earliest possible day. It was held March 31. 

The President was not willing to say that the wages the rail- 
roads are now paying have had anything to do with the serious- 
ness of the railroad problem. He contented himself with saying 
that he would call Clark and Barton into conference with a 
view to ascertaining what could be done. It had been repre- 
sented to him that the railroads were operating at a wide mar- 
gin, on the wrong side of the ledger, between operating revenue 
and expenses. He mentioned that among the representations 
was one that if there was no change in the situation in the com- 
ing nine months, the railroads would have an annual deficit of 
$700,000,000. The President was not vouching for the accuracy 
of any of the representations. His whole thought, as he sought 
to convey it to the newspaper correspondents, was that the situa- 
tion was very serious and that he desired the advice of chair- 
men Clar’ and Barton as to what could be done concerning it. 
He avoided any expressions on the auestion of reductions in 
wages. 

Among the observations to which he referred was _ the 
declaration that rates on freight are now higher than the traffic 
would bear, especially on agricultural products. One declaration 
that has been made to him is that, on agricultural products 
from domestic fields, the rail rates to American ports are higher 
than from foreign fields to the same ports. His concern on 
that account seemed to be acute. 

So serious is the situation regarded that President Harding 
and the members of his cabinet devoted practically the whole 
of their time at the semi-weekly cabinet meeting, March 29, to 
a discussion of the phases brought forward by the reports that 
had been carried to Mr. Harding. There was a little discussion 
of foreign trade, but most of it had to do only with the serious- 
ness of the plight of the railroads. 

Answering a question, the President said that the question 
of Panama Canal tolls had not been taken up in connection 
with the discussion of the railroad problem. The President 
seemed convinced that the railroads, at present rates and volume 
of traffic, are operating at a tremendous deficit, one estimate of 
which was $700,000,000, under a statute designed to give them 
a net railway operating income of not less than $1,134,000,000, 
which sum would be six per cent on investment in property de- 
voted to transportation service. 

The President, in his discussion of the railroad problem, 
showed no interest in the question of passenger fares, which 
some of his callers suggested were just as burdensome as freight 
rates and possibly as much a cause of poor business as high 
freight rates. 

The fact that the chairman of the Labor Board was bracketed 
by the President with the chairman of the Interstate Commerce 
Commission for consultation with a view to finding some method 
for affording relief, was regarded as of significance. This is the 
first time any representative of a labor organization or a board 
appointed to have to do with labor questions has been asked 
to confer on a situation caused by insufficient revenue for the 
railroads to sustain themselves. 

The fact that the President abstained from any discussion 
of the wage question was taken rather more as indicating a 
discussion of the labor item in the expense account than as an 
indication it would not be mentioned. If wages were not to be 
discussed, it was suggested, the chairman of the labor board 
would not be called in. He knows nothing about the railroads 
other than the effect of wages on their profit and loss account. 
He would be able, almost off-hand, to tell the President the 
classes of railroad labor that appear to be receiving more now 
than similar workmen in other lines of employment. Public 
officials, however, seldom are willing to admit that they want 
to discuss wages. 

The President was not certain that he would include the 
railroad question in his message to Congress next month. It 
was suggested that uncertainty on that point might be due to the 
lack of a positive idea on his part as to what Congress could do 
about the matter. Congress, in passing the Esch-Cummins bill, 
did not tell the Interstate Commerce Commission to raise or to 
lower rates. It merely indicated that, in its opinion, six per 
cent would be a reasonable return and instructed the Commis- 
sion to initiate rates, which, in its opinion, would make such a 
return on the value of the property possible. 

It is now suggested that if the Commission could be con- 
vinced that lower rates would result in a larger return, it has 
the authority to reduce them. But the Commission has no 
power over wages. The Labor Board is the only body that can 
deal with that phase, the largest item in the expense account. 
The railroad executives are not free to deal with it as their 
judgment dictates. 
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Any aditional legislation that would be pointed, it is sug. 
gested, would be a legislative command to the Labor Board re. 
quiring it to consult with the Commission and initiate and 
establish wages that, in its judgment, would enable the railroads 
to earn six per cent under the rates established by the Commis. 
sion. Such a mandate would require the Labor Board also to 
consider the effect on the investment of the wage rates pre. 
seribed by it. 

Chairman Clark of the Commission and Chairman Barton of 
the Railroad Labor Board conferred with President Harding for 
more than two hours March 31 on the railroad situation. Both 
declined to discuss the conference. 

Secretary Christian said there was nothing to give out in 
regard to the conference, which, it was explained, was held for 
the purpose of informing the President as to the railroad prob- 
lem generally. 

The President, it was said, had no intention of “going over 
the heads” of the Commission or the Labor Board in dealing with 
the railroad problem. It was indicated that the President might 
make use of the information obtained from the two chairmen in 
his message to Congress if he decides to touch on the railroads 
at that time. 

No further conferences are contemplated for the time being, 
it was said. 

Chairman Clark said no plans had been formulated at the 
conference looking to any joint action by the Commission and 
the Labor Board. 

“Do you see any hope in the situation as the result of the 
conference?” the chairmen were asked after the conference. 

“We saw that before we came here,” replied Mr. Barton, 
smiling. 

Presumably, the President simply had a full discussion with 
the chairmen on the transportation situation as viewed by them. 

Senator Cummins, chairman of the Senate committee on 
interstate commerce, and Senator Kellogg, a member of that 
committee, conferred with the President late March 30. 

The belief that freight rates must be reduced was expressed 
by Senator Capper of Kansas and Senator Sterling of South 
Dakota, in statements made by them. Senator Watson of Indiana, 
a member of the Senate interstate commerce committee, said 
wages must be reduced. He said he did not favor giving the 
Commission any more regulatory power, as he believed that 
would be another step toward government operation of the rai- 
roads, to which he said he was unalterably opposed. 


BOARD BARS TRAFFIC LEAGUE 


Following the announcement, March 29, of a _ resolution 
adopted by the Labor Board, March 28, denying the National In- 
dustrial Traffic League permission to intervene in the hearings 
concerning the so-called national agreements, Luther M. Walter, 
attorney for the League, addressed a letter to the secretary of 
the board in which he took exception to some of the points in 
the resolution and announced his intention of requesting permis- 
sion to argue orally the right of the public to be heard in the 
dispute. 

The resolution of the board is as follows: 

“On March 15, 1921, the National Industrial Traffic League 
presented an intervening petition praying that it be made a party 
to the above entitled proceeding, and that the present rules and 
working conditions prescribed by the United States Railroad Ad- 
ministration be found unjust and unreasonable and that in 
lieu thereof each carrier be permitted to make just and reason- 
able rules. 

“In support of the prayer the petitioner sets out that its mem- 
bership is composed of industrial and commercial organizations 
and representative shipping concerns of the United States; that 
the Interstate Commerce Commission has recognized petitioner’s 
representation of the shipping public and that its members are 
compelled by statute to apply rates of transportation for pas 
senger and property which will produce, on railroads subject to 
the Interstate Commerce Act in such rate groups as the Interstate 
Commerce Commission shall provide, an aggregate operating 
income of six per cent upon the fair value of the property of such 
carriers devoted to transportation purposes and operated under 
honest, efficient and economical management; and that the rules 
of such carriers affect the aggregate wage account of common 
carriers by railroad as well as the wage rate paid and that such 
wages and working conditions constitute a very large part ol 
the operating expenses of common carriers and must be paid DY 
the petitioner’s members and others similarly situated. 

“The petitioner also sets out that this Board is required, i 
determining the justness and reasonableness of rules and work- 
ing conditions, to take into consideration the scales of wages 
paid for similar work in other industries. The petitioner makes 
the averment that many of its members employ the same class 
of labor and employes in the same kind of work as those who 
are affected by the rules and working conditions under consid- 
eration by this Board. Opportunity is asked to present such 
data to this Board for its consideration in the determination 
of the justness and reasonableness of rules and working con 
ditions. 
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“Petitioner also sets out that whatever rules and working 
conditions are prescribed by this Board for carriers parties to 
the dispute will materially affect the rules and working condi- 
tions of other than those employed by carriers. 

“Section 309 of the transportation act provides: 

Any party to any dispute to be considered by an adjustment 
poard or by the Labor Board, shall be entitled to a hearing, either in 
person or by counsel, 

“The dispute in which the petitioner seeks to intervene is 
the undecided portion of the dispute referred to this Board on 
April 15, 1920, by the parties thereto and is the dispute con- 
sidered in the conference of March 10 to April 1, 1920, in the 
city of Washington, D. C. The parties to this conference were 
the organizations of employes named in Decision No. 2 and the 
carriers therein named. 

“The National Industrial Traffic League was not a party to 
the said conference and is therefore not entitled to be heard in 
this dispute. 

“As it appears that the petitioner is not entitled to be heard 
as a matter of right, it remains to be determined whether, in 
the judgment of the Labor Board, it should be heard as a wit- 
ness helpful toward the determination of the subject matter of 
the dispute. 

“In the opinion of this Board, the hearing of the said peti- 
tioner as a witness would not be helpful and would not be in 
the public interest. 

“If this petitioner is heard, other organizations of shippers, 
of which there are many, must be heard. If such organizations 
are to be heard, manufacturers, chambers of commerce, farmers, 
bankers and other interests must also be heard. If these are 
to be heard, adverse organizations, such as labor unions and 
organizations whose members hold definite economic views op- 
posed to the views of those named, must also be heard. 

“This Board is required to proceed by Title III of the Trans- 
portation Act, 1920, upon notice and hearing. Accordingly, parties 
adverse to this petitioner are entitled, should the right to inter- 
vene of this petitioner be granted, to adequate notice. 

“It can easily be seen that to permit this petitioner to be 
heard in the pending dispute would produce long delay, the in- 
troduction of evidence remote from the issues before the Labor 
Board for decision, and would defeat the purpose of Congress 
in establishing this Board for the determination of disputes be- 
tween carriers and their employes. 

“For these reasons the Labor Board does not deem it to be 
in the public interest to permit the intervention of the petitioner. 

“This Board is not unmindful of the public interest in the 
matters in dispute in this case and, accordingly, is securing all 
available information and data necessary to a full understanding 
of the dispute as it affects the interest of the public as well as 
the interests of the two parties directly concerned.” 

Mr. Walter appeared at the hearing, March 29, and requested 
Acting Chairman Hangar to allow him two minutes in which to 
present an answer to the resolution. Permission to interrupt 
the reading of Mr. Jewell’s testimony, which was then taking 
place, was denied by the acting chairman, who suggested that 
the statement be made in writing to the secretary. The follow- 
ing letter, addressed to the secretary of the board, was the 
result: 


“Receipt is acknowledged of copy of resolution adopted by 
the Railroad Labor Board on March 28, 1921, denying the prayer 
of the intervening petition of the National Industrial Traffic 
League in the above entitled matter. 


“No reference is made to Paragraph VI of the petition which 
prays the Railroad Labor Board to request the Interstate Com- 
merce Commission to transmit to it all data which may be in the 
ofice of the Commission showing various itemized facts per- 
tinent to the matters in issue. On behalf of the National Indus- 
trial Traffic League I ask immediate consideration and action by 
the United States Railroad Labor Board on the request set forth 
in said part of the petition. 


“The National Industrial Traffic League has no desire to 
prolong the consideration of the matters now pending before this 
board; it calls attention to the fact that the matter of rules and 
working conditions has been pending before this board for ten 
months; that when the decision was rendered in July, 1920, the 
board announced that it would hear and determine the questions 
involved in the so-called ‘national agreements.’ These matters 
are still pending and may be considered for many weeks to come. 

“The resolution of the board states that it is securing all 
available information and data necessary to a full understanding 
of the dispute as it affects the interest of the public. We ask how 
this can be done if the recognized representative of the paying 
public in traffic matters, viz., the National Industrial Traffic 
League, through which this information is most available, is to 
be excluded from participation in this hearing? 

“In conclusion may I respectfully request information as to 
What members of the board, as provided in Section 307 of the 
Transportation Act, 1920, concurred in the resolution transmit- 
ted to me by you with your letter of the 28th inst.” 

Mr. Walter said that if the information requested in the 
last paragraph of his letter was forthcoming, and if it showed 
that public members voted for the exclusion of the League, a 
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letter stating the facts would be addressed to President Harding 
requesting the resignation of such members. A determined effort 
is to be made by the League to have competent board members 
seated in place of the three whose terms expire next month. 

Commenting on the possibility of taking up in the district 
court the matter of the right to intervene, Mr. Walter said 
he did not believe a federal judge would care to rule on the 
matter, since the letter of the law merely states that the parties 
to the dispute should be heard. He did not think that any judge 
would care to rule on matters purely discriminatory. 


Short Line Action 


The board, March 27, dismissed the petitions of 15 labor or- 
ganizations against 67 short line railreads. These petitions, af- 
fecting some 4,000 workers, asked for the same status as to labor 
classification and wages as apply on the trunk lines. The board 
Dleads its inability to take care of the disputes on these short 
lines while those concerning rules and regulations on the trunk 
lines are still undecided. 

“For the reasons stated,” the decision says, “without preju- 
dice to the right of representatives of employes of said carriers 
to meet representatives of the carriers or any of them in con- 
ference as to wages and working conditions and without preju- 
dice to the right of the parties to such conference to refer any 
dispute undecided therein to this board for decision, these dis- 
putes are dismissed. This decision shall not be considered as 
affecting any wage increase now in effect nor any agreement re- 
garding wages between any of the carriers and their employes.” 

A party of board representatives, headed by Supervising 
Statistician Horace Secrist and Chief Statistician B. J. Banzer, 
left for Washington March 27 to take part in a joint classifica- 
tion conference with representatives of the Interstate Commerce 
Commission. The labor classifications decided by this confer- 
ence will be used in the future by both the Commission and the 
board. 


Walter Asks Oral Argument 


In a letter to C. P. Carithers, secretary of the U. S. Rail- 
road Labor Board, March 29, Luther M. Walter, attorney for 
the National Industrial Traffic League, supplemented his previous 
letter of the same date, by formally requesting to be allowed to 
present oral argument. 

“Supplementing my letter of even date,” the letter says, 
“with reference to the resolution of the Board, dated March 26, 
1921, in reference to the intervening petition of the National 
Industrial Traffic League in the above entitled proceeding 
(docket No. 101-1), request is respectfully made that I be ac- 
corded opportunity some time during the present week orally to 
present argument in support of the allegations of the petition, 
particularly petitioners’ right to be heard.” 

Mr. Carithers’ reply to this letter merely acknowledges its 
receipt and begs “to advise that same will be placed before the 
Board for consideration.” 

Mr. Walter would not comment on the present state of af- 
fairs with regard to the petition of intervention other than to 
say that the league would now “rest on its oars” until further 
advice was received from the Board. He ventured the sugges- 
tion, however, that R. M. Barton, chairman of the Board, who 
left for Washington March 29 to confer with President Harding 
and Chairman Clark of the Interstate Commerce Commission, 
would probably be asked some pertinent questions by the Presi- 
dent as to why the labor leaders were being permitted to pro- 
long the present proceedings when “every day of delay is cost- 
ing the railroads close to a million dollars.” 


Hearings Before Board 

B. M. Jewell, president of the railway employes’ section of 
the A. F. of L., finished his argument before the Board, March 
29, and was followed by W. Jett Lauck, consulting economist of 
the labor organizations. Mr. Lauck presented a compilation of 
a number of reports of economists, industrial historians, and 
government labor investigators on the subject of collective bar- 
gaining, which he claimed proved the national agreements io be 
the ideal method of dealing between the roads and their em- 
ployes. 

The rules and regulations hearing was suspended at noon, 
March 30, in order that the Board might take up the considera- 
tion of the dispute between the New York Central and its em- 
ployes, the first of the wage disputes to come before the Board 
after conferences between managers and organized workers. 

Announcement was made at the United States Railroad Labor 
Board, March 25, that W. G. Besler, president of the Central Rail- 
road of New Jersey; E. '‘E. Loomis, president of the Lehigh Valley 
Railroad, and H. E. Byram, president of the Chicago, Milwaukee 
& St. Paul Railroad, had been summoned to appear before the 
board April 4. The call was issued at the request of B. M. Jewell, 
president of the railway employes’ section of the A. F. of L., who 
insisted that the testimony of these executives, all members of 
the former labor sub-committee of the Association of Railway 
Executives, was necessary in order to make the labor unions’ case 
in the dispute on national agreements complete. 

Mr. Jewell continued his argument before the board, March 
25, following minutely the steps which led up to the adoption of 
the national agreements by reading a large volume of correspond- 
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ence between labor leaders and members of the railroad adminis- 
tration. He will continue his testimony March 28. 

The proposal of the New York Central, heard before the 
Labor Board, March 30, was for permission to put into effect, 
April 1, a temporary reduction in the wages of unskilled workers, 
pending the settlement of the request for a general reduction, 
which will probably not be made for some weeks. General Coun- 
sel J. Aronson, of the New York Central, said this provisional 
relief was the only way of making retroactive a wage reduction 
which the board might later decide to allow the railroad. “When 
raising wages,” he said, “it is possible to order the railroad to 
pay back wages for some time which has elapsed; but it is, of 
course, impossible to order the men to refund a part of the 
wages which they already have received.” 

Statistics to prove that the general level of wages have been 
materially reduced in the territories served by the New York 
Central in the last eight months were introduced. These per- 
tained chiefly to unskilled labor in other lines than railroad 
work and to farm labor. In objecting to the railroads’ proposal, 
B. M. Jewell, president of the railway employes’ section of the 
A. F. of L., said the workers had “waited eight months for the 
increases finally awarded them, which increases are not now 
unreasonable. If the employes had to wait, why cannot the rail- 
roads also wait?” 

Mr. Aronson announced that conferences with members of 
the various railroad organizations on the N. Y. C. were now 
going on and as soon as definite differences were evolved, the 
cases would be brought before the Labor Board. 


The case was taken under advisement. 


W. Jett Lauck, consulting economist for the railroad brother- 
hoods, continued his testimony the morning of March 30, most 
of it being along the lines of that presented the previous day. 
The session was in charge of G. W. W. Hangar, public member, 
as acting chairman. 


Jewell Wires the President 


At the close of the morning session of the Labor Board, 
March 31, at which B. M. Jewell and W. Jett Lauck continued 
testifying in behalf of the railroad workers, Mr. Jewell an- 
nounced that he had dispatched a telegram to President Harding, 
apropos of the conference held by the President with Chairman 
Barton of the Board, and Chairman Clark of the Commission, in 
which the President was urged to take a stand in favor of the 
national conference which the labor unions have been advocating. 

“Two million railroad workers and their dependents,” reads 
the telegram, “are vitally interested in your efforts to effect a 
solution of the railroad problem. Obviously, no policy or pro- 
gram that is unacceptable to them will be productive of the 
much desired result of co-operation, and, accordingly, therefore, 
we urge that we be given a voice in the determination of what 
is to be done. 

“We prefer at all times to adjust points of difference through 
mutual agreement with the railway executives, and, because of 
the present abnormal conditions, we consider it essential in the 
interests of all concerned to conserve time and effort by reach- 
ing an agreement through a joint conference. 

“We urge that you use your executive influence to bring 
about a conference between the railway executives as they are 
nationally organized and the railroad employes as they are or- 
ganized nationally to undertake to compose the differences on 
all points in dispute. We have every confidence that you can 
arrange it and we have every faith that it will be productive of 
immediate salutary results.” 

The afternoon session of the Board was given over to a 
hearing of the complaint of the employes of the St. Louis & 
Southwestern Railroad, which road, the employes charge, has not 
abided by the wage increases ordered in the Board’s decision 
No. 2, of July, 1920. 


CUMMINS DISCUSSES HARDING PLAN 


The Trafic World Washington Bureau 


Senator Cummins, chairman of the Senate committee on 
interstate commerce, discussing the decision of President Hard- 
ing to go into the railroad situation, reiterated his belief that 
operating expenses must come down. He said the public could 
not be expected to pay higher transportation charges. 

“T do not see that we can do much in the matter of addi- 
tional legislation,” said he, “by which I mean giving the Inter- 
state Commerce Commission greater authority with respect to 
control over operating costs. If we are to say the Commission 
shall have authority to tell a railroad how much it shall spend 
out of its income for ties, locomotives, and rolling stock, we 
will have taken away from the railroad company its power and 
its discretion, and will have to be responsible for the result. 

“At the present time the loss to the railroads due to exces- 
sive operating expenses falls on the stockholders. Were we to 


increase the power of the Commission to a point where Com- 
mission control would be established, the loss would have to 
be borne by the taxpayers and the deficit made up out of the 
treasury of the United States. 

“In my opinion, it is impossible to make any materia] in- 
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crease in the power of the Commission without bringing about 
government instead of private operation.” 

The senator also said again, that he did not think reduction 
of operating expenses should be confined entirely to reductions 
in wages. 

“T believe that the solution of the problem lies in the 
economies which the railroads themselves can bring about,” said 
he. Reductions in the prices of coal and other materials and 
supplies, Senator Cummins said, will enable the roads to affect 
considerable savings in the coming year. 

Touching on the investigation which he has proposed, 
Senator Cummins said it was probable that the relationship of 
water transportation to rail transportation would be inquired 
into by the Senate committee. The effect of the proposed repeal] 
of the Panama Canal tolls law on the revenue of the transconti- 
nental lines, it is expected, will figure in the inquiry also. It 
is understood that some of the railway executives have brought 
to the attention of the Harding administration the effect that 
repeal of the Panama Canal tolls law might have on the revenues 
of the transcontinental lines. 

Prior to the cabinet meeting, March 29, Samuel Rea, presi- 
dent of the Pennsylvania Railroad Company, conferred with 
Secretary of the Treasury Mellon. Mr. Rea also conferred with 
Senator Penrose of Pennsylvania. It is understood he urged 
on Senator Penrose the necessity for filling the two vacancies 
on the Commission. 


WARFIELD CALLS CONFERENCE 
The Trafic World Washington Bureau 


The executive committee of the National Association of 
Owners of Railroad Securities, of which S. Davies Warfield is 
president, has invited the heads of the four big railroad brother- 
hoods to attend a conference in New York April 4 to discuss the 
railroad situation. A special committee of twenty-five members 
of the association was appointed for the conference. 

“One weakness in the present situation is lack of co-ordina- 
tion between the two governmental bodies that deal with the rail- 
roads; one adjusts rates, the other wages,” said Mr. Warfield in 
a statement. “There should be co-ordination between the Inter- 
state Commerce Commission, the rate-making body and the 
United States Railroad Labor Board at Chicago.” 

In a statement issued by the association it was declared that 
“an immediate and partial remedy seems to lie in an adjust- 
ment of relations between the railroads and their employes,” and 
that “the hearings before the United States Railroad Labor 
Board at Chicago do not evidence an early settlement of present 
difficulties.” 


The association said that many millions of citizens held 
railroad securities and that they have no collective means to 
speak other than through the association and that because of 
the railroad situation the association was prompted to call the 
conference. 


JANUARY RAILWAY DEFICIT 
The Trafic World Washington Bureau 


Complete reports, with the exception of one road, from 
Class I roads on revenues and expenses in January, show a 
deficit of $1,167,800 for the country as a whole, according to 
compilations made by the Bureau of Railway Economics. Re- 
ports from 182 roads last week showed a net railway operating 
income of 142,000, but the roads reporting later wiped out the 
net. 

The Association of Railway Executives issued the following 
statement March 30 as to January earnings and expenses: 

“Tabulations of reports received by the Interstate Commerce 
Commission from the railroads of the United States show that 
the carriers in January suffered a deficit of $1,167,800, while 
109 out of 202 railroads reporting to the Commission failed to 
earn their expenses and taxes, compared with 88 in December. 

“As a result of this deficit the carriers failed by $68,439,800 
or approximately 102 per cent to earn the amount which it was 
estimated they would earn under the increased rates fixed by 
the Commission in accordance with the transportation act. Under 
this act, rates were to be established so as to yield to the car- 
riers a return of six per cent on their tentative valuation fixed 
for rate making purposes by the Commission. Inasmuch as the 
roads had a deficit, it is manifestly impossible to compute any 
rate of return on their valuation. 

“Of the 109 roads that failed to make expenses and taxes, 45 
were in the Eastern, 16 in the Southern and 48 in the Western 
district. 

“Total operating revenues for January were $468,834,000, or 
an increase of 5 1-5 per cent over those for the same month in 
1920, while total operating expenses were $442,474,000, an In 
crease of 6 3-5 per cent over those for the previous January. The 
net railway operating income, however, was a decrease of 120.6 
per cent under that for January, 1920. In making these tabu- 
lations, $54,136,000 in back mail pay paid the roads in January, 
1920, but applicable to 1918 and 1919, is not included. 

“Of the total operating revenues for January, $323,586,000 
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were derived from freight traffic, or an increase of only 4 1-5 
per cent, compared with those for the previous January, despite 
an increase in rates effective last August approximating 33144 
per cent. Passenger revenues for all the carriers totaled $105,- 
247,000, or an increase of only 14 3-5 per cent compared with 
those for the corresponding month last year. An increase of 
90 per cent in passenger fares also went into effect last August. 
The small pereentage of increase in freight and passenger 
revenues, however, is due to the fact that business during the 
month fell off, the net ton miles for freight decreasing approxi- 
mately 14.7 per cent and passenger miles approximately 614 per 
cent, compared with January, 1920. 

“The net operating income of the carriers for the five months 
peginning on September 1 when the guaranty period ended, 
totals $225,167,000, which would be at the annual rate of return 
of 2.84 per cent on their tentative valuation. For the first four 
months, their net operating income was at the annual rate of 
3.40 per cent. 

“Reports from the 202 roads which represent a mileage of 
235,590 miles show that the roads in every district fell far short 
of receiving the amount which it had been estimated they would 
earn under the increased rates. Those in the Eastern district 
failed by 116 per cent, in the Southern by 75 per cent, and in 
the Western by 100 per cent, the net operating income of the 
carriers in the latter district being only $200. 

“With only the report of the Buffalo, Rochester and Pitts- 
purgh Railroad missing, the total operating revenues of the car- 
riers in the Eastern district were $212,844,000 or an increase of 
11.3 per cent over those for January, 1920, while total operating 
expenses were $206,380,000, or an increase of 7.9 per cent over 
those for the corresponding month last year. The net operat- 
ing income showed a deficit of $4,784,000, which was, however, 
51.7 per cent less than that for the same month last year, when 
there also was a deficit. 

“Complete reports from the Southern district gave the total 
operating revenues as $78,557,000, or an increase of 6.7 per cent 
over one year ago, while operating expenses were $71,441,000, 
which was an increase of 7.8 per cent over January, 1920. The 
net operating income was $3,616,000, or a decrease of 8.2 per 
cent compared with that for the previous January. 

“Reports from the Western district showed that the operat- 
ing revenues of the carriers there were $177,433,000, or a de- 
crease of 1.9 per cent compared with one year ago, while operat- 
ing expenses were $164,653,000, which was an increase of 414 
per cent over those for the corresponding month one year ago. 
The net operating income, which totaled only $200, was approxi- 
mately 100 per cent below that for the same month in 1920.” 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureau 


The number of cars of revenue freight loaded the week 
ending March 19 dropped below the 700,000 mark, the total being 
691,707, as compared with 702,068 the preceding week, according 
to the weekly report of the car service division of the American 
Railway Association. In the corresponding weeks of 1920 and 
1919 the number was 855,060 and 699,720, respectively. The 
total for the week ending March 19 was approximately that for 
the week ending February 19, when the total was 695,506. As 
compared with the week ending March 5, when a substantial 
increase in loading was shown, a total decrease of 21,175 cars 
is shown. 

As compared with the corresponding week of 1920, there 
were decreases the week ending March 19 in the loading of 
all commodities, with the exception of grain and grain products 
and merchandise, L. C. L. 

Loading by districts in the week ending March 19 and the 

corresponding week of 1920 was as follows: 
_ Eastern district: Grain and grain products, 5,384 and 5,584; 
live stock, 2,548 and 2,980; coal, 35,647 and 47,695; coke, 975 and 
4347; forest products, 6,379 and 7,518; ore, 849 and 3,532; mer- 
chandise, L. C. L., 52,535 and 38,324; miscellaneous, 59,563 and 
97,851; total, 1921, 163,700; 1920, 207,831; 1919, 163,375. 

Allegheny district: Grain and grain products, 2,279 and 
2,787; live stock, 2,716 and 3,216; coal, 37,932 and 50,380; coke, 
3,463 and 4,686; forest products, 2,401 and 3,543; ore, 1,152 and 
4,122; merchandise, L. C. L., 40,305 and 43,064; miscellaneous, 
47,059 and 71,339; total, 1921, 137,307; 1920, 183,137; 1919, 143,694. 
_ Pocahontas district: Grain and grain products, 157 and 140; 
live stock, 61 and 66; coal, 13,504 and 20,681; coke, 36 and 749; 
forest products, 1,529 and 2,045; ore, 11 and 275; merchandise, 
L. C. L., 2,686 and 145; miscellaneous, 5,579 and 10,225; total, 
1921, 23,518; 1920, 34,326; 1919, 30,035. 

: Southern district: Grain and grain products, 3,241 and 
gg live stock, 1,804 and 2,053; coal, 17,642 and 24,417; coke, 
a and 145; forest products, 13,624 and 17,727; ore, 728 and 
rere merchandise, L. C. L., 39,070 and 25,173; miscellaneous, 
po 40 and 55,628; total, 1921, 114,217; 1920, 130,800; 1919, 118, 


, Northwestern district: Grain and grain products, 10,407 
rom 9,534; live stock, 7,634 and 7,690; coal, 4,969 and 9,191; coke, 
and 1,220; forest products, 16,458 and 21,616; ore, 1,046 and 
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1,878; merchandise, L. C. L., 26,872 and 21,602; miscellaneous, 
27,909 and 41,008; total, 1921, 96,256; 1920, 113,739; 1919, 106,114. 

Central Western district: Grain and grain products, 9,962 
and 7,987; live stock, 9,694 and 10,867; coal, 12,750 and 21,740; 
coke, 157 and 455; forest products, 3,259 and 6,315; ore, 1,782 
and 2,967; merchandise, L. C. L., 30,503 and 23,656; miscellane- 
ee and 45,763; total, 1921, 98,550; 1920, 119,750; 1919, 

Southwestern district: Grain and grain products, 4,608 and 
3,443; live stock, 1,966 and 2,494; coal, 3,637 and 7,851; coke, 
142 and 141; forest products, 6,415 and 7,504; ore, 480 and 851; 
merchandise, L. C. L., 16,895 and 16,666; miscellaneous, 24,021 
and 26,527; total, 1921, 58,164; 1920, 65,477; 1919, 47,025. 

Total, all roads: Grain and grain products, 36,038 and 32,- 
777; live stock, 26,423 and 29,366; coal, 126,081 and 181,955; 
coke, 6,122 and 11,743; forest products, 50,065 and 66,268; ore, 
6,048 and 15,980; merchandise, L. C. L., 208,816 and 168,630; 
miscellaneous, 232,114 and 348,341; total, 1921, 691,707; 1920, 
855,060; 1919, 699,720. 

L. C. L. merchandise loading figures for 1921 and 1920 are 
not comparable, as some roads are not able to separate their 
L. C. L. freight and miscellaneous of 1920. Add merchandise 
and miscellaneous figures to get a fair comparison, 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


In the period from March 15 to March 23, inclusive, there 
was the greatest average daily surplus of freight cars since 
1906 when tabulation of surplus and shortage figures was begun. 
The total was 459,411 cars, an increase of 35,002 over the pre- 
ceding weekly period when the average daily surplus was 424,- 
409. 

Records of the American Railway Association dating back 
to 1906, show that the greatest surplus from that time until 
March 15 this year was in March, 1919, when the average daily 
surplus was 451,739. 

In 1907 the average daily surplus ranged from 47,000 downward; 
in 1908, 381,904 downward; in 1909, 333,000 downward; in 1910, 
143,000 downward; in 1911, 196,000 downward; in 1912, 151,000 
downward; in 1913, 73,000 downward; 1914, 242,000 downward; 
in 1915, 327,000 downward; in 1916, 70,000 downward; in 1917, 
50,000 downward; in 1918, 167,000 downward; in 1919, 451,000 
downward and in 1920, 49,000 downward. 

The surplus for the weekly period ending March 23 was 
made up of the following classes of equipment: Box, 164,195; 
ventilated box, 1,273; auto and furniture, 8,087; flat, 14,666; 
gondola, 147,241; hopper, 83,153; all coal (hopper and gondola), 
230,394; coke, 10,994; S. D. stock, 21,264; D. D. stock, 1,066; 
refrigerator, 6,122; tank, 617 and miscellaneous, 783. 

The average daily shortage in the week ending March 23 
was 476 cars as compared with 594 in the preceding week. It 
was made up of the following classes of equipment: box, 83; 
flat, 45; gondola, 3; hopper, 4; S. D. stock, 10; D. D. stock, 57; 
refrigerator, 222; miscellaneous, 52. 


REVENUE TRAFrIC SUMMARY 


The Trafic World Washington Bureau 


A revenue traffic summary compiled from the reports of 
large roads for December, 1920, and the twelve months ended 
with December, was made public by the Commission March 26. 

For December, 1920, compared with the corresponding 
month the preceding year, it shows an increase in the revenue 
tons, including tons from connecting carriers, from 164,353,215 
to 171,740,581; an increase in the revenue tons carried one mile 
from 30,856,283,000 to 31,804,415,000; an increase in the freight 
revenue from $302,515,680, to $384,367,576; a decrease in the 
average miles per revenue ton per railroad from 187.74 to 185.19; 
and an increase in the revenue per ton mile from 9.8 mills to 
12.09 mills. 

The number of revenue passengers carried, decreased from 
100,805,201, to 99,181,982; there was a decrease in the revenue 
passengers carried one mile from 3,803,166,000 to 3,640,548,000; 
an increase in the passenger revenue from $99,885,986 to $114,- 
391,500; a decrease in the average miles per revenue passenger 
per railroad from 37.73 to 36.71; an increase in the revenue per 
passenger per railroad from 99.1 cents to $1.153; and an increase 
in the revenue per revenue passenger mile from 2.626 cents to 
3.142 cents. 

The summary for the year shows an increase in the average 
number of miles of road operated from 233,572 to 234,544; an 
increase in the revenue tons carried, including tonnage from 
connecting carriers, from 2,034,028,287 to 2,234,547,672; an in- 
crease in the revenue tons carried one mile from 364,025,244,000 
to 409,970,656,000; an increase in the freight revenue from $3,- 
542,172,620 to $4,311,171,037; an increase in the average miles 
per revenue ton per railroad from 178.97 to 183.47 and an in- 
crease in the revenue per ton mile from 9.73 mills to 10.52 mills. 
The summary concerning passenger traffic for the year shows 
an increase in the number of revenue passengers carried from 
1,174,721,842, to 1,234,222,889; revenue passengers carried one 
mile, from 46,192,112,000, to 46,724,880,000; an increase in the 
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passenger revenue from $1,175,536,133, to $1,283,676,226; a de- 
crease in the average miles per revenue passenger per railroad 
from 39.32 to 37.86; an increase in the revenue per passenger 
per railroad from $1.001 to $1.040; an increase in the revenue 
per revenue passenger mile from 2.545 cents to 2.747 cents. 


RAILROAD WAGES AND LIVING COST 


In summing up the comparisons as to wages paid to railroad 
employes, the cost of living, and the net railway operating in- 
come, the current issue of American Railroads, the official publi- 
cation of the Association of Railway Executives, says: ‘The 
time has come when, if the railroads are to be efficiently and 
economically operated in accordance with the provisions of the 
transportation act, normal conditions of employment must be 
restored.” 

Most of the issue is given over to a study, accompanied by 
charts, designed to show that the wages of the railroad workers 
have not only kept pace with, but have outstripped the rise in 
the cost of living. 

“At the level established by the increased wage award of 
19z0,” it is stated, ‘railroad wages represented an increase of 
130 per cent over 1915, while the cost of living as estimated by 
the National Industrial Conference Board was only 90 per cent 
above the cost of living figure for 1915. 

“In the first years of the war, it is true that the increase 
in railroad wages did not keep pace with the increases in the 
cost of living, but from 1918 onward the increase in railroad 
wages has exceeded the increase in the cost of living, and in 
January of this year, with railroad wages 130 per cent higher 
than they were in 1915, the cost of living was but 80 per cent 
higher than it was in 1915, and was steadily declining. 

“Based on the cost of living figures issued by the Bureau 
of Labor, railroad wages are even more in excess of increase in 
living costs, as shown by the following table, which gives the 
percentages of increase over 1914: 


Per cent increase Per cent increase 


in average in cost of 
Year. wage over 1914. living over 1914. 
BO a i aes 8 acai ig al Slbls) dae ee Qbia a enenecieae ala ea 1.83 2 (Dec.) 
EE Ano dn eds ab Kh OSKDERNSSSROAGD BO CRNERETs 9.31 15 (Dec.) 
| ERE eT er ee yee en ee ee 23.04 32.2 (Dec.) 
Re eee eee ere ee 73.89 69.3 (Dec.) 
Oe ee ey Pr eee ere 81.74 93.5 (Dec.) 
EN ool s Gino aa acura ew acct: ae Oe naeta ee a ea au 121.32 113 (June) 
BED ccna weaken cde ead ed waned meee waeee 134.07 94.5 (Dec.) 





*Before wage award. +tAfter wage award. 


In order to show that the proportion of the gross railway 
income that goes into labor costs is too great, several compari- 
sons of the 1917 freight rate with the present labor cost on cer- 
tain commodities are given. 

“In 1917 the freight rate on a bushel of wheat from Kansas 
to New York was 27 cents. At the present time the labor cost 
alone of transporting a bushel of wheat from Kansas to New 
York is 27 cents, or the same as the entire cost of the operation 
in 1917. 

“On copper from Anaconda, Montana, to New York, the rate 
per hundred pounds in 1917 was 50.75 cents. The labor costs 
alone at the present time in the movement of 100 pounds of 
copper from Montana to New York is 55 cents, or 4.25 cents more 
than the entire rate in 1917. 

“The freight rate on 100 pounds of drygoods from Lowell, 
Mass., to Seattle, Wash., in 1917, was $1. At the present time 
the labor cost alone on such a shipment is $1.04.” 


Among other articles contained in this number are a compila- 
tion from reports of the Department of Labor, which show that 
the labor costs in other industries have decreased in some in- 
stances as much as 33% per cent, and an article commending 
the National Industrial Traffic League in its efforts to obtain a 
hearing before the Labor Board in the dispute over national 
agreements. 


LABOR STATISTICS REPORTS 


The Trafic Worid Washington Bureau 


Consideration of revision of the basis upon which carriers 
shall be required to report to the Interstate Commerce Commis- 
sion and the United States Railroad Labor Board, statistical in- 
formation covering compensation and hours of service of rail- 
road employes was begun before representatives of the Commis- 
sion and the Labor Board March 30. M. O. Lorenz, director of 
the bureau of statistics of the Commission, represented the Com- 
mission, and Horace Secrist represented the Labor Board. A. 
P. Thom, general counsel of the Association of Railway Execu- 
tives, appeared for the railroads. There was a large number 
of railroad officials and several representatives of railroad labor 
organizations present. 

In explaining what the Labor Board desired to accomplish 
in the way of revising the regulations governing the filing of 
reports by the railroads, Mr. Secrist said it was necessary that 
the board have certain facts as to wages and in certain form to 
enable it to pass on the questions, which come before it. The 
wage data collected in the past, he said, were not fitted to the 
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needs of the board, and presumbably the board was the best 
judge of the facts it should have to render its decisions. 

An exhaustive study of the subject under consideration, he 
said, had been made by the board, with the result that the rail- 
road employes had been divided into 148 classes, and the board 
desired that the railroads, in making their reports as to compen- 
sation, conform to the basis of classification fixed by the board. 
He discussed the confusion resulting from definitions of posi- 
tions by railroads differing from the board’s definitions or from 
definitions of other railroads. He said the railroads and the 
board would have to speak the same language in defining posi- 
tions of employes and that that was the end the board desired 
to accomplish by the proposed revisions of the regulations. He 
also pointed out that as the law required the board to compare 
the wages of railroad employes with those of employes in out- 
side industries doing similar work, it was necessary that there 
be some basis for a comparison and that, therefore, it was essen- 
tial that employes should be classified so that their work could 
be compared with the work done in outside industries. He 
said the board had co-operated with the Commission to the end 
that one report would suffice for the Commission and the board. 

Mr. Thom said the railroads were willing to do whatever 
was necessary to aid the board in getting the information it 
desired but that they had estimated that to conform to the 
board’s proposal of basing the reports on 148 classes of employes, 
would cost the roads about $4,000,000 annually, He said the 
roads believed the regulations proposed by the Labor Board 
could be simplified and yet meet the wishes of the board. The 
carriers have worked out a plan under which reports would be 
based on 123 classes of employes. This plan, it was explained, 
followed along the lines of that suggested by the board except 
that some of the classifications had been combined, thus reduc- 
ing the total number. 

It was finally concluded to hold round-table conferences over 
the proposed regulations to be participated in by the representa- 
tives of the Commission and Labor Board, the railroads, and 
the labor unions, if the latter desired to participate. The labor 
unions are not vitally interested in the proposed changes but 
their representatives said it might be well for them to sit in on 
the conferences. 


WILLARD ON RAILROAD SITUATION 


Reviewing the railroad situation in an address at the annual 
dinner of the Railway Business Association in New York, March 
31, Daniel Willard, president of the Baltimore & Ohio Railroad 
Company, said in part: 

“We ought not to minimize the importance of the labor prob- 
lem in its relation to the railroad question as a whole. In no 
country in the world do the people make such great use of the 
steam railroads as do the people in the United States. This is 
clearly indicated by the official records, which show that in the 
United States the steam railroads move upon the average more 
than 4,000 tons one mile per annum for each man, woman and 
ehild in our entire country, while the latest figures available 
show that the railroads in Europe move, on the average, some- 
thing less than 600 tons per capita per annum. 

“The greater use made of the railroads by the people in 
this country is, of course, influenced largely by the fact that our 
country is of great extent and is rich in natural resources— 
mineral, agricultural and marine—and it has come about that in 
the City of New York, as an example, the flour used, I take it, 
is made largely from wheat grown in Minnesota and North 
Dakota. The beef which is eaten here was perhaps bred in 
Texas, developed in Wyoming, fattened in Iowa and slaughtered 
in Chicago. 

“In short, it has generally been found advantageous, be- 
cause more economical, to procure our flour, meats, minerals, 
forest products, ete., where they can be produced or obtained 
at the lowest initial cost and then transport them, largely by 
rail, to the point of ultimate consumption, the entire transporta- 
tion cost being much less than the difference in initial cost ol 
production in different parts of the country. 

“With this in mind it is manifestly important that there 
should be continuity of service by the railroads in a country 
such as ours, and one of the important problems before Congress 
was to insure, if possible, continuity of service, by guarding 
against the interruption of the service by any misunderstand: 
ings and disputes which might possibly arise between the rail- 
road managers and their employes. 

“In fact, Congress, in the transportation act, has created for 
this particular purpose a special labor court consisting of the 
same number as the Supreme Court of the United States, ab 
pointed in the same way; that is to say, by the President and 
confirmed by the Senate, and has given the board or court 4 
status and dignity in keeping with its importance. The law says 
that it shall be the duty of the board to establish rates of pay 
and standards of working conditions which, in the opinion of 
the board, shall be just and reasonable. 

“It may indeed be said that Congress by this act has made 
a preferred class of the railroad workers, because, so far as | 
know, this is the first and only time that Congress has ever 
definitely said that any particular class of the people should be 
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given at all times and under all circumstances just and reason- 
able wages and working conditions. 

“Of course, Congress did not do this primarily in the interest 
of the workers. Congress acted only as it had a right to act 
in the interests of the nation as a whole. Congress provided or 
aimed to provide by law so that the railroad workers would at 
all times be assured of just as good wages and just as good 
working conditions without striking as they could reasonably 
expect to secure if they did strike, for it is clear that no one 
could justify or expect to win a strike for wages or working 
conditions that would be unjust or unreasonable. 

“While some criticism has been voiced against the labor pro- 
vision of the act, not only by the employes, but by the employ- 
ers as well, I am still hopeful that this feature of the act will 
eventually prove to be wise and satisfactory, and if the other 
features of the new legislation work out as it was the intention 
and belief of Congress that they would work out, then I think 
Congress has made private ownership and operation of the 
railroads in this country possible, but whether private owner- 
ship and operation of the railroads endures—having been made 
possible—depends largely if not wholly upon whether the rail- 
roads under private ownership and operation are able to give 
and do give the public satisfactory service. 

“At the present time it would seem that there is a majority, 
in fact, a large majority, of public opinion in favor of private 
ownership and operation, but we have seen public opinion change 
suddenly, and I have no doubt that it would change again just 
as quickly and react just as strongly against private ownership, 
if the public felt that upon the whole they would be likely to 
get more satisfactory service some other way. 

“As I view the matter, private ownership and operation of 
the railroads is still on trial in this country, but it has every- 
thing in its favor and it ought to win, and I believe it will win, if 
the managers, measured by the service which they give the 
public, deserve to win. 

“Since the termination of federal control we have actually 
seen the railroads, operated by private management under the 
provisions of the Esch-Cummins act, move in 1920, 9,000,000,000 
ton miles more than in 1918, employing substantially the same 
facilities. 

“We have seen the Interstate Commerce Commission, under 
the terms of the same act, promptly authorize such rate in- 
creases as would, in its opinion, fulfill the requirements of the 
act, and we have also seen one of the most complex labor 
situations ever developed dealt with in orderly fashion by the 
agencies created by the act, without interruption of the trans- 
portation service. 

“The very fact of the controversy in Chicago speaks vol- 
umes for the act. Questions involving wages and working con- 
ditions affecting nearly 2,000,000 human beings are certain to 
bring out points of difference, and if the contestants should 
sometimes raise their voices above the conventional pitch of 
polite society, it would not follow that the law had failed—on 
the contrary, it would indicate that the problem was being 
worked out just as Congress intended it should be, and without 
interruption of the service. 

“I am inclined to think that under the present law wages 
of railway workers as a whole may be somewhat higher in the 
future than would be the case were there no such law, but even 
so, if the public is thereby assured freedom from interruptions 
of service, the immunity so purchased will be well worth the 
price.” 


APPROVES LEAGUE PETITION 


The railway transportation committee of the New York Board 
of Trade and Transportation adopted the following resolution: 


Whereas, The National Industrial Traffic League has petitioned 
the Honorable, the United States Railroad Labor Board to be per- 
mitted to intervene in the case now pending involving the decision 
of disputes between the railroads and their employes as to salaries 
and wages to be paid, and . , 

Whereas, The public interests involved in such disputes between 
railroads and their employes are of the first consideration, and far 
overshadow in importance both the interests of the railroad and the 
interests of the employes, and . 

. Whereas, The public interests are not identical with either the 
railroad interests or the employes’ interests, but are at variance there- 
with in some, though not all, respects, and 

Whereas, The public interests, from such circumstances, cannot 
be properly represented by either the employes or the railroads, and 

Whereas, In the pending dispute, which so greatly affects the 
public, it is manifest that the public cannot be properly heard if the 
U. S. Railroad Labor Board arbitrarily refuses the public permission 
to speak for itself, and rules that the public shall rely for the presen- 
tation of its contentions upon the railroads or the employes, whose 
interests are not the same as those of the public but in some im- 
portant respects antagonistic to the public interests, and 

Whereas, It cannot be properly maintained by the Labor Board 
that the public interests shall be ignored, or that the law which was 
enacted primarily to protect the public interests warrants the Board 
in denying the public a hearing, and the law requires that disputes 
Shall be heard, which manifestly includes all sides, and cannot be 
reasonably construed to mean only two sides when there are three 
sides including the railroads, the employes and the public, and 
_ WwW hereas, The right of the public to be heard in its own behalf 
- the pending dispute is as distinct and clear as the right of either 

€ railroads or the employes, and under the law is at least equal 
© the right of either of such interests, and 
Whereas, The National Industrial Traffic League is essentially 
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and truly national and in the largest sense representative of the public 
interests in all transportation matters and has been so recognized 
by the Interstate Commerce Commission in disputes between the 
railroads and the public, Therefore 

Resolved, By the Railway Transportation Committee of the New 
York Board of Trade and Transportation, representing manufacturers 
and merchants, members of the Board of Trade and Transportation, 
that we hereby express our unqualified approval of the petition of 
the National Industrial Traffic League that it be permitted to inter- 
vene in the pending case between the railroads and the railroad em- 
ployes, and very earnestly but respectfully petition the United States 
Railroad Labor Board to grant the aforesaid petition of the National 
Industrial Traffic League. 


LABOR BOARD APPOINTMENTS 
The Trafic World Washington Bureau 


Representatives of several of the smaller organizations of 
railroad employes submitted to President Harding, March 28, the 
names of three nominees from which they asked the President 
to select one for the labor vacancy which will take place on the 
United States Railroad Labor Board when the term of J. J. 
Forrester, one of the labor representatives on the board, expires 
April 15. 

The nominees are Wilbur L. Heacox of Chicago, grand sec- 
retary of the Order of Railway Station Agents; Edward Mc- 
Namara of Lowell, Mass., senior grand vice-president of the 
Brotherhood of Station Employes; and James H. Looney of 
Worcester, Mass., of the American Railway Expressmen. 

Those who saw the President were Earl H. Norton, Order 
of Railroad Station Agents; John L. Cone, Railroad Yardmasters 
of America; T. J. Coyle, Brotherhood of Railroad Employes; and 
P. F. Richardson of the American Federation of Railroad Work- 
ers. 

No other nominations for the three vacancies on the Labor 
Board have been submitted to the President, Secretary Christian 
said, March 29. 


REPORT ON TRANSPORTATION 


The Traffic World Washington Bureau 


An amendment to the transportation act directing the In- 
terstate Commerce Commission not to declare, without hearings, 
an emergency which will give preference or priority in trans- 
portation is advocated by the Senate committee on reconstruc- 
tion and production in its final report to the Senate pursuant to 
S. Res. 350, which provided for an inquiry into the general build- 
ing situation. Senator Calder of New York made the report 
public March 28. The other members of the committee are Sena- 
tors Walter E. Edge of New Jersey and William S. Kenyon of 
Iowa. The committee discusses the transportation situation at 
length in the report. 

“Transportation of building materials is not mainly intra- 
state but interstate, over which the Interstate Commerce Com- 
mission has control,’ the committee says. “That Commission, 
by its priority orders, has delayed the carriage of structural ma- 
terial, and has, therefore, rendered more hazardous and expen- 
sive, through unforeseen delay, the already hazardous and expen- 
pensive business of building construction. The committee recom- 
mends that the authority of the Interstate Commerce Commis- 
sion to issue priority orders, without the formality of a public 
hearing, be removed.” 

In dealing with the subject of transportation in the report, 
the committee frequently censures the Interstate Commerce 
Commission for issuing priority orders last year. 

“Beginning June 2, 1920,” the committee says, “the Inter- 
state Commerce Commission issued a series of priority orders 
restricting to the transportation of coal the use of open-top 
railroad cars suitable for coal loading as defined in the various 
orders. These orders were not accompanied by police regula- 
tions or prohibitive demurrage charges, and thus the railroads 
and terminal facilities were unduly congested by coal held by 
speculators in.cars. Inasmuch as many of the basic building 
materials rely entirely upon open-top equipment for transporta- 
tion, the effect of the priority orders was to curtail the shipment 
of such materials to the extent that it checked building con- 
templated and already in progress. 

“The price of coal resulting from speculative activity so 
increased the cost of manufacture of such building materials 
as lime, cement, clay products, glass and the like, that it be- 
came a factor in placing the prices of those materials beyond 
the reach of the ordinary purchaser. 

“On August 26, 1920, the freight rates on building materials 
(which had been increased in June, 1918, on an average of 50 
per cent, while general commodities had been increased on an 
average of but 25 per cent) were again increased 40 per cent 
within the eastern group of railways, raising the cost of trans- 
portation of basic materials, broadly speaking, to $2.10 compared 
with $1 prior to June, 1918, and with a cost of $1.75 for the trans- 
portation of general commodities as compared with $1 prior to 
June, 1918. It is contended by some who have made representa- 
tions to the committee that this increased cost of freight, occur- 
ring not only in the movement of the raw building materials, 
but also in the movement of the finished products, accounts for 
more than half the difference now existing between the general 
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wholesale commodity index figure of 167 in February, 1921, and 
the wholesale index figure on building materials of 222, especially 
as the increased freight rates have altered the zones of distribu- 
tion of many building materials. 

“In the meantime, coastwise water rates had been increased 
by the Shipping Board above the all-rail rates, thus further con- 
gesting the railroad facilities and diverting lumber and other 
heavy building materials from lighterage or seaboard delivery 
to delivery through yards, already heavily congested.” 

Transportation restrictions placed on the movement of build- 
ing materials in the last four years probably impeded construc- 
tion work to a greater degree than any other single factor, the 
committee believes. It says these restrictions have been im- 
posed in two ways—horizontal and percentage freight-rate in- 
creases in many instances greater than those on other commodi- 
ties, and discontinuance without due notice of transportation 
service. 

During the “unprecedented railroad burden” in 1920, the 
committee says, inland waterways were not fully utilized and 
coal shipments on the Great Lakes were delayed last spring. 

“The Erie Barge Canal, which has recently cost the people 
of New York state some $160,000,000, is said to have moved less 
freight than the Erie Canal did in the days of the mule-drawn 
towboat, because it has not been entirely completed and organ- 
ized for traffic,” the report continues. “Coastwise shipping has 
remained idle, because of high operating cost, due in part to 
inadequate dockage facilities. 

“Co-operation between the railroads and the waterways is 
most urgently needed, not only for increased tonnage, but also 
for water deliveries of economic advantage.” 

Reference is also made in the report to the situation exist- 
ing at the close of federal control of the railroads as to large 
numbers of open-top cars being in the West and vast numbers 
of box cars being in the East. Relocation of these cars delayed 
the movement of traffic in the spring months of 1920 and the 
switchmen’s strike beginning in April, 1920, further complicated 
the situation, it is pointed out. 

“Complaint has been made that the general traffic movement 
of the railroads was further hampered by the complications of 
priority orders issued by the Interstate Commerce Commission,” 
the committee adds. 

Discussing the subjects of transportation capacity and equip- 
ment, the committee refers to the tonnage record made by the 
railroads in 1920, stating that, notwithstanding the handicaps, 
ag carried 13,000,000,000 more ton-miles in 1920 than 
in a 

“The committee has been reliably informed that, while the 
railroads are now in a position to meet average needs,” the 
committee says, “they require an aggregate of 200,000 more 
freight cars, 10,000 more coaches and 8,000 more locomotives and, 
in addition, an expenditure of at least $1,000,000,000 for termi- 
nals, tracks and facilities for maintaining the additional equip- 
ment, a maximum total of $6,000,000,000 for railroad habilitation. 
It is understood that some 40,000 freight cars and 1,000 locomo- 
tives have now been ordered. 

“If the credit for railroad rehabilitation were available, it 
would be physically impossible to make the improvements in 
time to put the railroads in readiness to serve a peak load during 
the coming year. However, the credit is not available, because 
of the uncertainty of the returns upon railroad investment. The 
public is, in the meantime, confronted with the necessity of more 
efficient use of the present facilities. Competent railroad au- 
thorities believe that, in the event of a revival of business, it is 
only through greater co-operation between carriers, and between 
consignees and consignors and carriers that a transportation 
shortage can be averted. 

“There ‘are today 260,000 miles of main-line railroad, and 
with double-track and sidetrack included there are some 395,000 
miles of railroad track. The railroad problem in the future is 
not so much the extension of miles of right-of-way, as the inten- 
sive development of the right-of-way already in existence. This 
may be accomplished by double-tracking where necessary, by 
heavier rails, better ballasting and the increase in the carrying 
capacity of bridges, so as to make possible the use of heavier 
cars and heavier loads, moving at increased speed. 

“There are now in the possession of the railroads some 
2,500,000 freight cars, of which about 1,000,000 are open-top cars 
necessary for the movement of heavier commodities, such as 
coal and coke, ores, sand and gravel, brick, and structural steel. 
The average capacity of open-top cars is approximately 50 tons. 
The utilization of these cars can be augmented by the fair inter- 
change of the car equipment by carriers; by the speeding up of 
car movement; by the increasing loading of cars; and by prompt 
loading and unloading by consignors and consignees. 

“There is a distinct economic advantage in having a mini- 
mum of freight cars consistent with good service. A greatly in- 
creased car supply today would not solve the transportation 
problem because of the inadequate trackage and terminal facili- 
ties. 

“There are competent authorities who contend that the 
transportation act of 1920 is imperfect because of its failure to 
make a mandatory rule requiring exchange of car for car at 
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junction points. Delivering lines and intermediate lines may 
have evaded the responsibility of contributing their pro rata 
share of the qeuipment used in through traffic, and some of the 
best equipped lines experience great difficulties during periods 
of general car shortage. 

“The great volume of traffic does not begin and end on a 
single line. Much traffic originates at points on one line, is 
delivered at points on another line, and in a great number of 
movements there are intermediate carriers which neither origi- 
nate nor deliver the traffic. In the old days a carrier did not 
allow its cars to go beyond its own line, and where there was 
traffic originating at points on one line to be delivered to points 
on a connecting line, the commodities were transferred from the 
cars of the first line to the cars of the second line. This was a 
most expensive and uneconomical method of handling business. 
The carriers then voluntarily allowed their cars to go from the 
originating line to the delivering line. By the provisions of the 
Hepburn Act of 1906, as amended in 1910, connecting carriers 
had imposed upon them the direct and positive mandatory rule 
that they must interchange cars. It was the theory of this 
amendment that there should be an interchange of car for car 
at the junction point. A rule requiring an interchange of car 
per car at the junction point serves every purpose of the old 
practice of the carriers of transferring at the junction point. 

“Under the Esch Car Service Act of 1917, as embodied in 
the transportation act of 1920, the carriers are not required to 
file their car service rules with the Interstate Commerce Com- 
mission. The Interstate Commerce Commission, however, has 
been given authority to require them to be filed as tariffs, but 
the Commission has never exercised this power. The trans- 
portation act of 1920 might be so amended as to require carriers 
to file their car service rules with the Interstate Commerce Com- 
mission. 


“It is submitted that it is dangerous to delegate to any sub- 
ordinate agency the power to declare ex parte an ‘emergency,’ 
such as is provided for in paragraph 15, section 1, of the inter- 
state commerce act, as amended and supplemented by the trans- 
portation act. It is commonly accepted by both shippers and 
carriers that priorities, in practice invariably create situations 
which eventually are worse than those which they are intended 
to mitigate. The granting of priorities or preferential transporta- 
tion service may easily lead to insidious and predatory practices, 
favoritism, special privileges, unjust discrimination, and profit- 
eering in the sale of human necessities. It is contended that 
the power now conferred on the Commission to require the joint 
use of equipment and terminal facilities is sufficient to safeguard 
public necessity and convenience in times of peace. A bill has 
been introduced, with the approval of the committee, intended 
to take from the Interstate Commerce Commission the power to 
declare ‘emergencies’ without a full hearing and the filing of a 
report. If Congress considers it wise to delegate such extreme 
authority, with its possible menace to the industry of the whole 
country, would it not be best to place it in the hands of the 
president? 

“There were said to be 454,000 idle freight cars during the 
week ended March 8, 1921, being the greatest number ever 
recorded, and about 6,000 idle locomotives. According to the 
testimony of Chairman Clark, of the Interstate Commerce Com- 
mission, before the Senate Committee on Manufactures, the 
acute car shortage of last year may again be experienced unless 
means are devised to bring about transportation of coal in ad- 
vance of seasonal requirements. Unlike many other commodi- 
ties, coal can be transported in advance of seasonal require 
ments. Such transportation would greatly alleviate labor con- 
ditions in the coal-mining industry and leave the railroads free 
for transportation of commodities which, because of frost and 
other conditions, can not be moved during the winter and spring 
months. Co-operation between the Interstate Commerce Com- 
mission, the carriers, and the entire coal industry could be ef- 
fectively employed to this end; and if reduced freight rates on 
coal in the spring months would move the coal and utilize idle 
ears, such reductions might well be made. 

“As already stated, during the year 1920 the railroads of 
the country moved on the average 191,000 cars of bituminous 
coal weekly, with a production of bituminous coal of 556,563,000 
tons, while during the year 1919 they moved an average of 
154,000 cars of bituminous coal weekly, with a production of 
458,063,000 tons. Those engaged in the production and dis 
tribution of coal contend that there never need be coal troubles 
provided there is a 100 per cent supply of cars as based 02 
mine rating; but according to statistics of the Interstate Com- 
merce Commission a 100 per cent supply at present mine ratings 
would provide for the movement of 18 million tons of bitumin- 
ous coal weekly, some 45 per cent above our present annual 
requirements. 

“The committee has been in receipt of numerous communr 
cations stating that contractors for highways and other col 
struction work are now reluctant to submit bids until there }§ 
a reasonable certainty that work, once started, will not be 
terrupted by priority orders. The Interstate Commerce Com- 
mission is as yet unable to give the desired assurance that rail 
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facilities will be equally open to all industries during the com- 
ing season. 

“While it is maintained that the horizontal increase in 
freight rates on building materials in June, 1918, was a war 
measure, which is chiefly responsible for the breaking down 
of the entire fabric of freight rates for the building industry, 
the additional increase of August, 1920, has multiplied the ef- 
fect. In granting the increase of 40 per cent to the carriers in 
the eastern group in 1920, the Interstate Commerce Commission 
recommended that the carriers give prompt consideration to 
cases where hardships resulted from the increase. 

“There has been a popular impression that a high level of 
freight rates is synonymous with increased revenue to the car- 
riers. The fallacy of this belief, demonstrated by practical ex- 
perience, has been clearly expressed by Mr. William M. Ac- 
worth (a well-known English railway economist who has fre- 
quently visited the United States) in the following statement: 


Further, we have seen that rates far below the normal scale may 
still be profitable, even exceptionally profitable, and that rates would 
have to be cut almost to a vanishing point before it could be said that 
the bag oe Bg which they were applied was carried at the expense of 
other traffic. 


“The committee has already recommended to the Inter- 
state Commerce Commission that rates on building materials 
be readjusted according to the ability of the traffic to bear 
them, but within reasonable compensatory limits. 

“The existing freight rates are an outgrowth of the intent 
of Congress to provide a fixed return upon the value of railroad 
property put to public use. The provisions of the Esch-Cum- 
mins Act providing for a fixed return to the railroads was pre- 
dicated upon the amendment to the act calling for a valuation 
of the railroads in 1913, paragraph 19 (a). These valuations 
have not been completed. Therefore, the existing rate base 
today is unstable and will not be stabilized until such time as 
these valuations have been consummated. Not only has this 
uncertainty a vast effect upon the railroads but is a controlling 
factor in the economic condition of the country and retards not 
only progress of building but the purchase of supplies and those 
commodities which may be designated as necessities to the 
public. It is therefore necessary that this uncertainty be re- 
moved by a completion in full of the valuations of all railroads 
at an early date and the Interstate Commerce Commission 
urged to hasten this work. 

“While the time has passed when we should longer waste 
public money in attempts to keep water navigation open in 
creeks and rivers more practically served through rail trans- 
portation, Congress should be most liberal in its appropriations 
for the harbor improvements of the great cities which consti- 
tute the water gateways connecting our foreign and coastwise 
shipping with inland transportation. Certain inland waterways 
which are natural arteries of inland transportation should be 
brought to an early completion, in order to relieve the railroads 
of the unnecessary burden of heavy and slow-moving freight. 

“The committee has considered the details of requirements 
of several of the more important of such waterways, the total 
expenditures upon which, together with those upon necessary 
harbor improvements, would aggregate in a small sum com- 
pared with the present estimated requirements of the railroads; 
in fact, a sum small when compared to the loss to the people 
of the United States through the past year’s coal speculation. 
__ “It must be borne in mind, however, that to fully utilize 
inland waterways, the construction of terminal wharves with 
suitable mechanism for handling cargoes, together with the or- 
ganization of private enterprise to supply barges and equip- 


ment, is necessary, as is also railroad co-operation. Without 
railroad co-operation, improved waterways remain capital 
charges upon the public without adequate service. The co- 


operation between the New York, New Haven & Hartford Rail- 
road with the Fall River Line should be noted as an example 
of the efficient distribution of traffic through both rail and water 
movements under unified control.” 


THE NEW ENGLAND SITUATION 


_ New England shippers, according to reports as to what was 
said by them at hearings called by the governors of the states 
In that part of the country, are not showing any signs of ap- 
proval of the proposal of the New England carriers that ten per 
cent be added to New England intra-territorial rates, as a tem- 
Porary measure of relief for them. Opposition has been mani- 
fested on several grounds, but the chief one seems to be that 
the industries of that part of the country are not in any better 
Position to stand increases in costs than the railroads are to 
carry the burdens they claim have been put on them by the 
wage scales of the Railroad Administration and the Railroad 
Labor Board, and the high cost of materials and fuel. 

At a hearing in Hartford, Conn., March 28, William H. Chan- 
dler of Boston, according to a press report, told Governor Lake 
= that state and the committee appointed by him that the New 
“ngland shippers would carry their opposition to the proposed 
Mcreases to the Commission if and when the New England 
railroads put their proposal into concrete form. Mr. Chandler 
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was reported as having told the committee that the New England 
executives did not observe faith with the New England organ- 
izations of shippers when they appealed to the governors for 
help. He said they had agreed that before taking up any scheme 
for increasing rates they would consult with the New England 
Traffic League and other shippers. He said they had not done so. 

A committee of traffic men representing the Connecticut 
Manufacturers’ Association filed a statement at the Hartford 
hearing that an increase in rates would put Connecticut indus- 
tries at a greater disadvantage than they are now in competing 
with the manufacturers of the middle west, where they meet 
their most energetic business rivals. Shippers also told the com- 
mittee that an intra-territorial increase would not be effective 
in putting more money into the treasuries of the railroads unless 
rates from other territories were also increased. An increase 
within the territory, it was suggested, would merely transfer 
the business now done by New England merchants and manu- 
facturers with New England consumers to merchants and 
manufacturers able to ship in from near-by competing points at 
lower freight rates. 


LUMBER RATE CONTROVERSY 


Unless the Southwestern lines make an effort to apply re- 
ductions in the lumber rates from southeastern mills into the 
middle western markets proportional to the reduction of seven 
cents which the western lines are to make into the same mar- 
kets from north Pacific coast mills, the lumber tonnage on the 
southwestern lines will fall off to such an extent as seriously to 
deplete their revenue. This statement was made before the 
Southwestern Freight Bureau at a conference with representa- 
tives of southwestern lumber interests at St. Louis, March 22, 
by A. G. T. Moore, traffic manager of the Southern Pine Asso- 
ciation and chairman of the committee appointed to confer with 
the freight bureau. 

Mr. Moore told the members of the bureau that the Omaha 
complaint (Docket No. 11866), in an effort to meet which the 
western carriers allege they are reducing the rates into Mis- 
souri River markets and into Chicago, is “being used by the 
western carriers to expand the markets for which they originate 
lumber at the expense of lost markets to the Southern Pine 
Association and lost tonnage to the southwestern carriers.” 

The Southern Pine Association ships yearly an average of 
350,000 carloads of yellow pine, but it was pointed out that the 
volume of shipments has been considerably reduced by raises 
in rates in the last few years. One company, Mr. Moore said, 
shipped 3,506 cars in 1903 and 937 cars in 1920; another shipped 
6,247 in 1910 and 1,508 in 1920. These decreases in shipments 
were not all due to the high level of the rates in itself (although 
Mr. Moore said that no heavy movement could be expected at 
rates such as $12 per thousand feet into Chicago on No. 3 yellow 
pine with a mill value of $9), but were brought about also, it 
was stated, by the percentage decrease in the differential be- 
tween the rates into middle-western markets from north Pacific 
and southwestern mills. 

The rates into St, Louis from the so-called yellow pine 
blanket, which covers all of Louisiana, eastern Texas and south- 
ern Arkansas, had been increased 71 per cent since June 24, 
1918, and the rate to Omaha 66.5 per cent, according to Mr. 
Moore, while the increases into these two markets from the 
north Pacific mills was 32.7 and 33 per cent, respectively. It 
was pointed out that the reductions to be put into effect by the 
western carriers before April 21 would, in addition to reducing 
the rates into Chicago seven cents, make a corresponding re- 
duction in the rates to all the points in C. F. A. territory to 
which through rates based on combinations over Chicago apply. 

“It is our contention,” said Mr. Moore’s statement in con- 
clusion, “that the rates on southern pine should be so revised 
that they will represent the same percentage advance over the 
June 24, 1918, level as the proposed fir adjustment will repre- 
sent over the fir rates as of that date.” 


Members of the Southwestern Freight Bureau accepted Mr. 
Moore’s proposal for consideration and subsequently adopted a 
resolution submitting it to a committee consisting of the vice- 
presidents in charge of traffic of the southeastern lines. <A con- 
ference between these executives and the representatives of 
the Southern Pine Association has been called for St. Louis, 
April 8. 


Frank Carnahan, traffic manager of the National Lumber 
Manufacturers’ Association, was appointed chairman of the 
traffic committee to report to the conference of the association 
in Chicago, April 1. The committee was expected to submit 
resolutions asking for the repeal of the Adamson law and the 
abrogation of the wage increases granted to the railroad em- 
ployes in Decision No. 2 of the U. S. Railroad Labor Board. 


N. Il. T. L. MEETING 


The National Industrial Traffic League will hold its spring- 
summer meeting at the Hotel Winton, Cleveland, Ohio, Wednes- 
day and Thursday, May 25 and 26, with a meeting of the execu- 
tive committee May 24. 
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COMMISSION APPOINTMENTS 


The Trafic World Washington Bureau 


E. I. Lewis, chairman of the public service commission of 
Indiana, and for many years a newspaper man in that state, is 
being considered by President Harding for one of the two va- 
cancies on the Commission, it is understood. Mr. Lewis is a 
Republican and his appointment would leave one vacancy which 
would have to be filled by a Democrat, Prohibitionist or Social- 
ist, as, with the appointment of another Republican, there would 
be six members of the Commission of that political persuasion 
—the limit under the law. That is on the assumption, however, 
that Commissioner Eastman is counted as a Republican. 

Mr. Lewis is understood to have the backing of Senator 
New of Indiana for the appointment. Mr. New is regarded as 
being close to the President and there is little question but that, 
if he should ask that Mr. Lewis be placed on the Commission, 
he would get the place. 

Appointment of Mr. Lewis would eliminate Frank Hagan- 
barth of Utah, who is understood to have the backing of the 
intermountain senators. A group of these senators recently 
called on the President and it was said after the conference 
that the President had indicated his willingness to appoint some- 
one from the intermountain region. : 

It has also developed that Senator Frelinghuysen of New 
Jersey favors the reappointment of Commissioner Ford, who is 
a Democrat. Mr. Ford, whose term as a recess commissioner 
expired March 4, has not left Washington and is handling mat- 
ters which arose in his term of office in the capacity of attorney 
for the Commission. 

James Duncan, vice-president of the American Federation 
of Labor, who declined a recess appointment on the Commission 
from President Wilson, is also being mentioned as a possible 
appointee of President Harding. Organized labor would like 
to have one from their ranks on the Commission. W. L. Mc- 
Menimen, of the Brotherhood of Railway Trainmen, and P. J. 
McNamara, vice-president of the Brotherhood of Locomotive Fire- 
men and Enginemen, in paying their respects to President Har- 
ing last week, suggested that one from their ranks should be 
put on the Commission, but they offered no particular candidate. 

It is also understood that the President has given considera- 
tion to a suggestion that he appoint William A. Wimbish, for- 
merly of Atlanta, Ga., and now of Washington, on the Commis- 
sion. Mr. Wimbish has been active in the affairs of the South- 
ern Traffic League as special counsel. 

Another twist was given, March 28, to the talk about nomina- 
tions for places on the Commission, by a strong intimation that 
James B. Campbell, of Spokane, attorney, in the most recent agi- 
tiation with regard to the fourth section, for the Intermediate 
Rate Association, stood very high in the estimation of the Presi- 
dent and had definitely displaced Frank Haganbarth as the 
possibility from the inter-mountain country. In fact, the men 
who thought they had so maneuvered in the matter that the 
President would nominate Haganbarth, took it for granted that 
it would be good politics for them to shift from Haganbarth to 
Campbell. The word about Campbell came also to several com- 
missioners. At the time this was written Campbell was re- 
garded as almost a certainty. That feeling, however, also had 
prevailed with regard to Haganbarth. 

Campbell, as to the technique of Commission problems, 
knows much more than most of the men who have been appointed 
commissioners. As an attorney he has stood for a rigid enforce 
ment of the long-and-short haul part of the fourth section, 
especially as attorney for Spokane and other intermediate coun- 
try interests. ; 

John J. Esch, former chairman of the House committee on 
interstate and foreign commerce, assumed his duties April 1 
as a member of the Commission under the recess appointment 
made by President Harding. He reached Washington on that 
day from his home in LaCrosse, Wis. George Esch, his brother, 
who was clerk of the House committee on interstate and for- 
eign commerce, will serve as confidential secretary to Commis- 
sioner Esch. The suite of offices formerly occupied by Mr. 
Woolley were taken over by Commissioner Esch. 


SHIPPING BOARD APPOINTMENTS 


The Trafic World Washington Bureau 


Up to April 1 President Harding had not reached a deci- 
sion as to the make-up of the new Shipping Board. Officials at 
the White House said there was no immediate prospect of the 
board being appointed and the President himself at a conference 
with newspaper men, late March 25, indicated that the problem 
of making the appointments was giving him considerable con- 
cern. 

Those who have talked with the President recently have the 
impression that R. A. C. Smith, former dock commissioner of 
New York, probably will be selected as chairman of the board. 
It is believed that if James A. Farrell, president of the United 
States Steel Corporation, would accept the place, the President 
would name him as chairman. 

James A. Wilson, of Brooklyn, N. Y., a consulting engineer 
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and marine surveyor of considerable prominence, has been recom- 
mended to the President for appointment on the board, it is 
understood. 

J. H. Rosseter, vice-president of the Pacific Mail Steamship 
Company and former director of the division of operations of 
the Shipping Board, has recommended to the President that the 
affairs of the Shipping Board be placed in the hands of one 
executive. The President has conferred at length on Shipping 
Board problems with Mr. Rosseter. 

Senator Heflin of Alabama, in a conference with President 
Harding, March 28, urged the appointment of Frederick I. Thomp- 
son, newspaper publisher of Mobile, Ala., as a member of the 
Shipping Board. Mr. Thompson was one of the recess appointees 
on the board up to March 4 and he served as vice-chairman of 
the board. Senator Heflin said the President was seriously con- 
sidering Mr. Thompson for one of the places on the board. 


GRAIN IN AMERICAN BOTTOMS 


The Trafic World Washington Bureau 


Admiral Benson, chairman of the Shipping Board, has an- 
nounced that the board has reached an agreement with a group 
of American millers under which arrangements will be made 
for the transportation of 500,000 tons of freight annually in mer- 
chant vessels under American registry. This agreement resulted 
from efforts made by the board to induce American exporters to 
ship in American bottoms. The chairman said an effort also was 
being made to get hardwood lumber exporters in the South to 
use vessels of American registry. 


AMERICAN VESSELS FOR EXPORTS 


The Trafic World Washington Bureau 


Authorization by Admiral Benson, chairman of the Shipping 
Board, for the opening of an office at St. Louis for the purpose 
of obtaining cargoes for vessels of American registry, marks the 
beginning of an effort on the part of the board to bring directly 
to the interior manufacturer and business man the necessity 
for using American vessels for exports. Similar offices will be 
established in other large cities if the plan contemplated by 
the board proves successful at St. Louis. 

Representatives of the board who will work out of the St. 
Louis office will not only solicit freight for American vessels 
owned by the Shiping Board, as well as privately owned, but 
will also endeavor to assist exporters in routing their export 
shipments in the most economical way. 


Chairman Benson said shipments from St. Louis to South 
Africa, for instance, probably could best be shipped via such 
ports as Charleston and Savannah on the Atlantic coast. He 
gave that as an illustration in reply to a question as to whether 
the object was to direct shipments through particular ports. 


Officials of the board realize that considerable educational 
work must be done in the interior to impress on the public the 
fact that the American merchant marine must be used by ex- 
porters if it is to go forward. 


The office at St, Louis is the first of the kind to be estab- 
lished by the board. Chairman Benson said for the time being 
there would be two or three representatives of the board de- 
tailed to work out of that office. 


BRITISH BILLS OF LADING 


In a report to the Department of Commerce, Consul-General 
Robert P. Skinner of London referred to a previous report set- 
ting forth that the London Chamber of Commerce was endeavor- 
ing to institute a test action with a view to determining whether 
or not a mutual insurance association, acting on behalf of a 
shipowner, may refuse to accept liability for short delivery of 
goods. The secretary of the chamber now states that the asso- 
ciation, on learning of the action contemplated, explained that 
the use of the clause, “Not responsible for shortage, but all on 
board to be delivered,” was quite exceptional and was due to 
the fact that the vessel was a tramp steamer and not a regular 
liner, althotgh a conference bill of lading was used. It was 
further stated that it was very unlikely that such a clause would 
ever become general and the merchants concerned were offered, 
and accepted, settlement of their claim in full. Under these cil 
cumstances it is not proposed to proceed with the test action in 
the courts. 


WAGES FOR SHIP LABOR 

Representatives of steamship owners and operators were 
scheduled to hold a conference in the office of Admiral Benson, 
of the Shipping Board, April 1, to discuss readjustment of wages 
of all classes of ship labor on the Atlantic coast. Existing wase 
agreements expire May 1. Later conferences will be held with 
the representatives of the seamen’s unions. Admiral Benson has 
expressed the opinion that unless there is a revision of operating 
costs downward the board and private shipowners will have to 
go out of business. 
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a a 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

* * 





REGULATION OF COMMON CARRIERS 


Statutory Penalty—Express Company Not Subject Thereto Where 
Amount Demanded Exceeded Amount Due: 


(Supreme Court of Arkansas.) Express company’s failure to 
pay consignees amount demanded for failure to deliver shipment 
did not render it liable for the penalty provided for by Acts 
1905, p. 659, pp. 1, 2, on the company’s failure to pay loss within 
20 days after notice thereof, where the amount demanded in the 
notice exceeded by five cents the sum to which consignees were 
entitled, the doctrine of de minimis being inapplicable.-—Sim- 
mons et al. vs, American Ry. Express Co., 227 S. W. Rept. 414. 

Neither the right to recover from express company which 
fails to pay amount of damage or loss of goods within 20 days 
after notice thereof, the penalty prescribed by Acts 1905, p. 659, 
pp. 1, 2, nor amount recoverable, as such penalty is dependent 
on the value of the shipment.—lIbid. 

Penalty statutes are to be strictly construed, and no one can 
invoke the benefit of such a statute without bringing himself 
within its terms.—Ibid. 

Limitation of Actions—Accounts “Mutual” Though Agreement 
for Credit Illegal: 

(Supreme Court of Tennessee.) Where a shipper, having a 
large volume of business and many claims pending against the 
railway company for overcharges and for loss and damage to 
shipments, made an arrangement under which the railway com- 
pany extended credit on account of freight charges for amounts 
in proportion to the claims pending, the accounts between the 
parties were mutual within Thomp. Shan. Code, 4475, and limi- 
taticns did not run until the date of the last item, even though 
the agreement was illegal under act Cong. Feb. 19, 1903, 1, as 
amended by act June 29, 1906, 2 (U. S. Comp. St. 8597).—Nash- 
ville, C. & St. L. Ry. vs. Tenn. Mill Co. et al., 227 S. W. Rept. 443. 
Limitations of Actions—Shippers Estopped to Plead Limitations 

on Theory that Extension Agreement Solicited by Them 

Was Invalid: 

Where a shipper solicited an extension of credit for freight 
charges based on the amount of claims in its favor against the 
railway company for overcharges, etc., and accepted the benefit 
of such credit and from time to time pleaded for its continua- 
tion, it was estopped to plead the statute of limitations on the 
theory that the agreement was illegal and did not suspend the 
right of action.—Ibid. 

Claims for Overcharges and for Loss and Damage to Freight 

May Be Offset in Action for Freight: 

In action for freight charges, the shipper is not precluded 
from offsetting claims against plaintiff for overcharges and for 
loss and damage to shipments by the possibility that the parties 
might evade the interstate commerce act by a collusive settle- 
ment of the offset.—Ibid. 





a ® 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 

j (Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
_ = 








LOSS OF OR INJURY TO GOODS 


Conversion by Carrier—Liability for: 

(Supreme Court of Alabama.) One who has a special as 
well as a general interest or title to personal property can main- 
tain trover for its conversion, but can only recover the value of 
his special interest, a rule especially applying to plaintiff suing 
for a general conversion, but holding merely a mortgage or lien 
on the property converted.—W. O. Broyles Stove & Furniture 
Co. vs. Hines, Director-General, 87 Sou. Rept, 19. 

The shipper of furniture, bill of lading attached in the sum 
of $54, order to notify the consignee, the railroad having deliv- 
ered the goods to the consignee without payment of the draft 
and bill of lading, in relation to its right to recover from the 
railroad, as for a conversicn, is in a position analogous to that 
of a lienee or mortgagee, and the measure of its recovery should 
be confined to the $54, with interest from time of the alleged con- 
version, the value of its special interest.—Ibid. 

_ io an action against a railroad by the shipper of furniture, 
bill of lading attached in the sum of $54, order to notify the 
consignee, the railroad having delivered the goods to the con- 
signee without payment of the draft and bill of lading, plea 
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averring that the full amount due, to wit, $50, was tendered 
plaintiff shipper before suit brought, was demurrable, as not 
alleging that the tender was contemporaneous with or imme- 
diately after the conversion, without which it could not have 
been the full amount due as confessed to be due in the former 
part of the plea.—Ibid. 

Baggage—Limitation of Liability: 

(Supreme Court of Minnesota.) Where a transfer company 
received a traveler’s trunk, to be transferred from one railroad 
station to another, and delivered to the traveler a claim check 
therefor, upon which was printed a notice that in case of loss of 
the baggage its liability was limited to $100, such limitation is not 
binding upon the traveler, unless notice thereof is brought to 
her attention under circumstances from which her assent thereto 
is to be implied.—Stine vs. Hines, Director-General of Railroads, 
et al., 181 N. W. Rept. 321. 

Whether, under all the circumstances as disclosed by the 
evidence the plaintiff, in accepting the appellant’s claim check, 
had actual or constructive knowledge of the limitation of liability 
printed thereon, was a question for the jury.—Ibid. 

In an action against a transfer company, in conversion, for 
the value of a trunk and its contents, where the answer admits 
receiving the trunk and alleges that appellant transferred and 
delivered the same to the railway company as directed by plain- 
tiff, and it failed to prove such delivery or to deliver the same 
upon demand, the plaintiff may recover therefor in such form 
of action.—Ibid. 

The record discloses no reversible error, either in the in- 
structions or rulings upon the admissibility of evidence.—Ibid. 

There was no abuse of discretion on the part of the trial. 
court in permitting an amendment to the complaint to comply 
with the proofs.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 
Burden on Carrier to Show Inability to Take Delayed Car on 

First Train: 

(Supreme Court of Arkansas.) In an action for damage to 
cottonseed from delay, the burden was on the defendant to show 
that a train passing after the car in question was loaded and 
billed could not carry it on that day, since its servants made 
up the train and knew the conditions, and, failing therein, it 
cannot complain of the absence of plaintiff’s evidence that it 
could.—Hines, Director-General, et al., vs. Helena Cotton Oil Co., 
227 S. W. Rept, 418. a 

Where the evidence was conflicting, the jury being the judge 
of the credibility of witnesses, it cannot be said that the verdict 
was not supported by the evidence if there was any supporting 
evidence of a substantial character.—Ibid. 

In an action against a railroad company for damages to 
cottonseed from unreasonable delay in shipment, evidence held 
sufficient to support a verdict for plaintiff.—Ibid. 


TRANSPORTATION AND DELIVERY BY CARRIER 


Carrier Not Liable for Special Damages for Deviation in Route: 

(Supreme Court of Minnesota.) The provisions of a railway 
tariff established under the interstate commerce law must be 
complied with until changed or abrogated in the manner provided 
by that law, and no act of either shipper or carrier will release 
the other from a liability imposed by such tariff—Minneapolis, 
St. P. & S. S. M. Ry. Co. vs, Reeves Coal Co., 181 N. W. Rept. 335. 

The fact that the carrier deviated from the route designated 
in the bill of lading did not relieve the shipper from demurrage 
charges imposed by the tariff for failure to unload within the 
prescribed time after arrival at destination.—Ibid. 

Although the carrier becomes an insurer of safe delivery 
if he deviates from the designated route without the consent 
of the shipper, he does not become liable for losses resulting 
from the inability of the shipper to accomplish some special pur- 
pose of which he had no knowledge.—Ibid. 

Where the deviation from the designated route prevented 
the shipper from diverting the shipment to a more favorable 
market, as he had intended to do, but the carrier had no knowl- 
edge of such intention, the loss of the more favorable market 
cannot be deemed to have been within the contemplation of the 
parties, as a consequence which might result from misrouting, 
and the carrier is not liable therefor.—Ibid. 


BILLS OF LADING 


Assignee of Bill of Lading—Rights of: 

(Supreme Court of Pennsylvania.) Where the defendant ad- 
vanced money to a manufacturer under an arrangement that it 
might deduct 25 per cent on subsequent purchases, and plaintiff 
advanced money to the manufacturer with which to fill an order 
from defendant, taking an assignment of the bill of lading and 
surrendering it to defendant on defendant’s promise to give a 
note, and defendant, when sued for the breach of such promise, 
did not set up a bailment, but claimed an unqualified right to 
deduct the entire balance due it, plaintiff was entitled to a 
verdict if the note was to be given after inspection of the goods, 
but was entitled only to the amount in excess of defendant’s 
claim if there was no agreement to give the note for a particular 
amount.—State Bank of Avon vs, Luff et al., 112 Atl. Rept. 452. 

The assignment of a bill of lading to a bank advancing 
money to the shipper with which to fill the consignee’s order, car- 











718 THE TRAFFIC WORLD 


ried with it the control of the goods, with the right to stipulate 
for a note before delivery of the bill to the consignee.—Ibid. 

Where defendant had advanced money to a manufacturer 
under an agreement that it might deduct 25 per cent on sub- 
sequent purchases, and subsequently gave the manufacturer an 
order for goods, agreeing to give a note for a specified amount, 
and a bank which had advanced to the manufacturer amounts 
in excess of the amount of the note made a further advance to 
enable the manufacturer to fill the order on the manufacturer’s 
agreement to assign the bill of lading, and surrendered the bill 
of lading to defendant on the express condition that the note 
would be given, defendant had no right to set off its claim for 
the amount due from the manufacturer against the bank.—Ibid. 


HANDLING OF OVERCHARGE CLAIMS 


The Trafic World Washington Bureau 


In accounting circular No. 157-A the Railroad Administration, 
March 26, announced the arrangement made with the Interstate 
Commerce Commission for handling the thousands of overcharge 
claims filed with the Commission under the ruling that such 
claims were for violations of the interstate commerce law, and, 
therefore, under section 206 (c), were required to be filed with 
the Commission. The circular is dated March 18, the day on 
which it was formulated and sent to Chicago for approval by 
John Barton Payne. Lack of that approval by the agent ap- 
pointed to wind up the affairs of the Railroad Administration 
held up the arrangement for a week. The scheme for getting 
rid of the claims was devised by the lawyers for the Railroad 
Administration and the men in the Commission who have charge 
of the informal cases. The latter were the recipients of the mass 
of claims the filing of which was made obligatory by the ruling 
of the Railroad Administration. 

The accounting circular, signed by L. J. Tracy, acting comp- 
troller, addressed to each carrier, the property of which was 
under control, is as follows: 


It is the purpose of the Interstate Commerce Commission to return 
to the claimant all overcharge claims against the Director General 
which were filed with the Commission before March 1, 1921, with 
advice substantially as follows: 

“This will acknowledge receipt on Feb. 28, 1921, of your letter 
of February 15, relative to your claim against the Chicago, Burlington 
& Quincy R. R. for refund of an alleged straight overcharge of $10 
on a shipment of lumber forwardded from Minnesota Transfer, Minn., 
to Columbus, O., your No. " 

“You contend that the charges collected were unlawful in that 
they exceeded those properly collectible on basis of rates legally ap- 
plicable at time of shipment. 

“This complaint has been filed with the Commission under the 
above number. It is suggested that you now take up your claim with 
the carrier, and if you are unable to secure an adjustment, you may 
then bring the matter to our attention. 

“A duplicate copy of this letter is enclosed herewith for your use 
in presenting claim to the carrier as evidence that it has been filed 
with the Commission.” é 

Each such claim which, accompanied by a duplicate copy of the 
Commission’s letter, is filed with your railroad, should be handled to 
final conclusion in accordance with the established practice. If, after 
an investigation is made, overcharge is established, refund should be 
made. If no overcharge occurred, claim should be declined. 





No announcement by the Commission was made. That body 
never was anxious to have laid on it the work caused by the 
ruling that sent the claims to its files. Determination by the 
Railroad Administration to have the railroads dispose of the 
claims, just as if they had never been sent to it, is a great relief 
to it. The Commission never had jurisdiction over overcharge 
claims, as such, so that it is not in a position, even if it were 
so disposed, to object to the disposition made of them by the 
Railroad Administration. 


DECISION ON SECTION 206(F) 


Indirectly, and by what some attorneys may believe to be 
“obiter,” Judge Rudkin, of the federal court for the eastern dis- 
trict of Washington, northern division, has held that section 
206 (f) of the transportation act is unconstitutional insofar as it 
says that in reparation cases, the period of federal control shall 
not be counted in computing the two years of limitation placed 
on the right to demand reparation for unreasonable, unjustly 
discriminatory, or unduly prejudicial rates. He held it valid, 
however, in respect of an action for the recovery of damages 
caused by the failure of the Great Northern to furnish cars as 
requested by the plaintiff, which was the issue in this case. 

The Wenatchee Produce Co. sued the Great Northern for 
damages arising from its failure to furnish cars for the shippers 
of apples. A demurrer was interposed on the ground that the 
action was not begun within the time limited by law. It was 
conceded on the part of the plaintiff that the claim in suit was 
barred by the state statute of limitation, but that it was kept 
alive by that part of the transportation law reading: “The period 
of federal contro] shall not be computed as a part of the periods 
of limitation in actions against carriers or in claims for repara- 
tion to the Commission or causes of action arising prior to fed- 
eral control.” 


It was conceded on the part of defendant that the claim was 
not barred if the quoted provision was constitutional. 
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Judge Rudkin said the right of a state to repeal a statute of 
limitations or extend the period within which action might be 
brought, even after the bar of the statute had become complete, 
was well settled, citing as authority for that statement, Camp. 
bell vs. Holt, 115, U. S. 620. He said that rule was subject to 
the limitation that the legislature might not, by repeal or exten. 
sion, divest property rights, as where the title to property passed 
from one person to another by adverse possession or by the mere 
lapse of time. He said there might be other exceptions, but with 
them the court was not concerned. He said it was equally well 
settled that Congress might, as a war measure, extend the period 
of limitation fixed by the laws of the several states. Such, he 
said, was the decision of the Supreme Court in Stewart vs. Kahn 
11 Wall., 498, based on the act of June 11, 1864, which provided 
that the time during which certain persons were beyond the 
reach of judicial process should not be taken as any part of the 
time limited by law for the beginning of action. 

On the argument of this case, Judge Rudkin said a report 
or brief was furnished to him prepared by a special committee of 
counsel representing western trunk lines, which contained an 
able review of the authorities. Commenting on the contents of 
that brief, Judge Rudkin said it was there conceded that 206(f) 
would be valid if applicable to cases where the limitation af- 
fected the remedy only, but it was urged that, inasmuch as 
there were many cases within its terms to which the act could 
not constitutionally apply, it was, therefore, void in its entirety. 
Some of the cases to which the act could not be made applicable 
without bringing it into conflict with the constitution were those 
arising under the federal employers liability act, Lord Camp- 
bell’s act, reparation cases, and perhaps others, the lawyers said. 

“In these latter cases, it will be conceded,” said Judge Rud- 
kin, “that the time fixed is a part of the right granted or created, 
not a mere limitation only, and whether in such cases Congress 
could, after the expiration of the time, extend the period, may 
well admit of question. In fact, I do not think that any such 
power exists in Congress or elsewhere, but the fact that the act 
may not be valid when applied to every case that might possibly 
fall within its provisions does not necessarily invalidate it as to 
all other cases covered by it. Thus, in the case to which we have 
referred (Stewart vs. Kahn) the Supreme Court upheld the 
statute where the limitation applied to the remedy and divested 
no property rights, but denies its efficacy in other cases where 
property rights would be affected or titles divested. The time 
for bringing actions under the various death statutes, under the 
federal employers liability act, and other kindred statutes, is 
not, strictly speaking, a statute of limitations at all, but is a 
mere limitation upon the right created by the statute and follows 
that right into every other jurisdiction regardless of local sta- 
tutes of limitations. It might well be said, therefore, that such 
cases do not fall within either the letter or spirit of the statute, 
but, in any event, I am of the opinion that the statute is clearly 
applicable to the case now before the court and to that extent is 
constitutional and valid.” 

The case was tried in the District court by Barrows & 
Hanna, attorneys for the plaintiff, and Charles S. Albert and 
Ernest E. Sargent, attorneys for the defendant. 


NEW CUNARDER LAUNCHED. 


The Cunard Line announce the successful launching, March 
22, of the New Cunarder, “Ausonia,”’ Newcastle-on-Tyne, Eng- 
land. The “Ausonia” is 538 feet long over all, with a beam of 
65 feet, depth of 43 feet, and a gross tonnage of 13,000 tons. She 
will have accommodations for 1,700 cabin and third class passen- 
gers. The “Ausonia” is the second of a series of six vessels 
which the company is constructing to carry cabin and third 
class passengers only; she is also the sixth ship of the thirteen 
new vesels included in the Cunard post war building program 
to be launched having been preceded in the water by the 
“Scythia,” “Tyrrhenia,” “Samaria,” “Albania,” and “Antonia, 
which last was launched just eleven days previous. The “Aus- 
onia,” like her predecessors, is an oil burner, with single funnel, 
thus providing greatly increased space for passenger accommo 
dation, above that usually afforded on a ship of her tonnage. 
The Cunard Line also expects to announce shortly the launch- 
ing of the “Laconia.” 


CURRENT AMERICAN SHIPBUILDING 

On March 1, 1921, private American shipyards were buildiné. 
or under contract to build, for private shipowners 227 steel ves 
sels, of 901,229 gross tons, compared with 252 steel vessels. ol 
977,903 gross tons, on February 1, 1921. The shipyards have 
reported no new contracts during February. These figures do 
not include government ships or ships building or contracted for 
by the United States Shipping Board. 


CONDITIONS AT HAVANA 


Latest advices to the Department of Commerce from Ha- 
vana, Cuba, indicate that the congestion in the harbor there 
has been eliminated and that practically normal harbor condi 
tions exist at present. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

dress Questions and Answers Department, 


Ad 
Traffic Service Colorado Building, Washington, D. C. 





Damages—Liability of Express Company 


Mississippi—Question: On December 23, 1920, a shipment 
of bread and cakes was made by express from Natchez, Miss., 
to Willetts, La., invoicing at $13.93, which was the value given 
at time of shipment. In this shipment a five-pound fruit cake 
was given to the consignee, there being no charge made the 
consignee for same, and no value given the express company. 
This shipment was not delivered and a duplicate shipment was 
made, which included another five-pound fruit cake, this ship- 
ment being delivered in full. 

A claim was entered for $17.68, which is the amount of the 
value given, plus $3.75 for the fruit cake, which was not valued 
at time of shipment. The express company turned this claim 
down, claiming that the extent of their liability was $13.93, the 
amount given at the time of shipment. 

Answer: Weassume that you made this shipment under 
an express receipt without inserting any value therein, thereby 
permitting the agreed valuation of not exceeding $50 to apply. 
Inasmuch as the express company does not publish a lower 
rate dependent upon value less than $50 per 100 pounds or 50 
cents per pound, it is, in our opinion, liable for the value of 
the entire shipment, not to exceed $50, as that is the loss sus- 
tained by the shipper by reason of the express company’s failure 
to deliver. 

Damages—Liability of Connecting Lines for 


Missouri.—Question: One of our customers located on a 
southern river route shipped to us a carton of dry goods via 
steamer to New Orleans in care of the American Express Co. 
to destination. Upon arrival the carton was accepted and a 
clear receipt given; however, when we opened the carton, we 
found the contents wet. 

An inspector was called from the express company and, as 
the merchandise was stained and worthless to us, we notified 
the express company to call for same as salvage. They have 
never called for the salvage and refuse to make payment of the 
claim on the grounds that they gave a clear receipt to the 
steamer company and also hold a clear receipt from us and 
that they have no way of knowing that this damage did not 
occur while on board the steamer. 

Please advise us if our stand is right. That if they gave 
the steamer company a clear receipt and the goods were wet at 
that time that is their fault and, as the goods were still wet 
when we received them and their inspector called promptly and 
examined the goods, and they are liable for the damage. 

Answer: It appears that the shipment in question did not 
move on a through bill of lading. Under the provisions of the 
Cummins amendment, namely, section 20 of the act to regulate 
commerce, the initial carrier is liable fo! damage occurring on 
its connections as well as on its own line and a suit may. be 
fled against the initial carrier and proof that the damage oc- 
curred on any particular line need not be made by the claim- 
ant. However, in order to hold the initial carrier liable under 
the Cummins amendment for damage occurring on the line of 
a connecting carrier, there must be some evidence of a common 
control, management or arrangement for a continuous carriage 
or shipment within the meaning of the act to regulate com- 
merce. You can, of course, bring suit against the destination 
carrier, namely, the express company, and if this is done it is 
oly necessary to prove that the shipment was delivered in 
g00d order to the initial carrier, the presumption being, which 
must be rebutted by the carrier, that the goods when received 
by the destination line, were in the same condition as when 
received by the initial carrier. However, if the destination car- 
ner can prove that the damage occurred before the shipment 
Was delivered to it no recovery can be had against that line. 
The fact that the express company gave the steamer line a 
clear receipt is evidence, although not conclusive, that the goods 
Were in good condition when received by the express company, 
aad the same thing is true as respects the clear receipt which 
you gave the express company upon delivery of the goods to you. 


Notice to Consignor of Refusal of Goods 


,, Pennsylvania.—Question: On September 13 we consigned a 
shipment of cakes and crackers to Martin, Ky., via “A” Railroad. 
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We are just advised by both the agent at Martin, Ky., and the 
general agent at Huntington, W. Va., their letter February 7 
and 9, that shipment is on hand at Martin, Ky., refused on 
account of consignee going out of business. 

As this is the first instance in which we received any knowl- 
edge that shipment has not been delivered, owing to the fact 
that practically six months had elapsed from time of shipment 
until we were notified of refusal, are we not entitled to full 
recovery? 

Answer: The uniform storage rules provide that notice to 
the consignor must be given, by the carrier, of the refusal of 
less-than-carload shipments, which, we understand this shipment 
to have been. The courts have also held that it is the duty 
of the carrier to notify the consignor of the refusal of goods 
at destinatioi and, failing to do so, the carrier is liable for the 
value of the goods. 


Liability of Carrier for Delay in Transit 


Michigan.—Question: On page 448, second column, in Feb- 
ruary 26 issue, you have shown the following: ‘Carriage of 
live stock.—Delay—Carrier to excuse must notify shipper of 
congestion at connecting point (Court of Civil Appeals of Texas, 
Austin): A carrier should notify a shipper of stock of a 
crowded and congested condition at a connecting point which 
would cause delay in shipments and, failing to do so, such con- 
gested condition would be no excuse for delay: in shipment.— 
Ft. Worth & R. G. Ry. vs. Hasse, 226 S. W. Rept. 448.” Will 
this apply to Michigan? 

Answer: We are unable to locate a decision of the courts 
of Michigan which covers a state of facts entirely similar to 
those in the case referred to above. However, the rule is that 
where goods are tendered to a carrier for transportation, it is 
bound to advise the shipper as to any cause likely to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper; and if it faiis in its duty in this re- 
spect, a delay will not be excused, and that, too, irrespective of 
the nature of the cause (see the case of Boyd vs. King, 166 N. W. 
901 (Mich.)). 

Claims—Time Within Which to File 


Massachusetts.—Question: Will a claim placed for pilferage 
on October 5, 1917, still hold good? The local agent, who ac- 
knowledged the claim, sent ‘the papers covering to the freight 
claim agent, but after repeated requests, by letter, covering a 
period of about three years, the claim agent of the receiving 
line finally advises us that no claim of this nature was recorded 
against his company, stating that the documents must have been 
lost. Our files show an acknowledgment of the receipt of claim 
papers by the local agent and evidences of his having forwarded 
same to the claim agent of the initial line, who now denies hav- 
ing received them. Are we still within the prescribed limits 
permitting us to file a new claim? 

Answer: Under the provisions of the carriers’ bill of lad- 
ing, a claim or notice of claim must be filed within six months 
from the time the goods are delivered. Therefore, it is now 
too late for you to file another claim or notice of claim with 
the carrier, covering this shipment. However, inasmuch as you 
have an acknowledgment from the carrier of the receipt of your 
claim, which you filed three years ago, it seems to be apparent 
that the claim has been properly filed with the carrier. 


Collection of Overcharges Against Carrier 


Wisconsin.—Question: Will you kindly inform us as to how 
far back we will be able to collect freight overcharge claims, and 
what is the limitation in collecting these claims; that is, exclud- 
ing the recent decision or section 206-C of the transportation act? 

Answer: Claims for overcharges may be filed with the car- 
rier at any time, and the carrier may and should refund to the 
shipper any excess over the lawfully applicable rate, and it is 
authorized to do so without an order from the Interstate Com- 
merce Commission. However, if there is a dispute as to the 
amount due the shipper, or the carrier is unwilling to make a 
refund of the amount claimed by the shipper, under the pro- 
visions of section 16 of the interstate commerce act, such com- 
plaints for the recovery of damages must be filed with the Com- 
mission within two years from the time the cause of action ac- 
crues, the cause of action, under this section, accruing upon 
delivery or tender of delivery by the carrier. If a suit is filed 
in a court of law, as it may be, for the collection of overcharges, 
the statute of limitations of the state in which the suit is brought 
will govern the time within which the action may be brought. 


Damages—Failure of Carrier to Reconsign 


Texas.—Question: In March 19 issue of The Traffic World 
I note answer to my letter. You state in your answer that you 
are of the opinicn that we can recover, and this has been our 
opinion. We have carefully noted the McCaull-Dinsmore deci- 
sion, and were of the opinion that this applied to our claim, but 
the railroad company advise us that we are in error. They 
state that the interstate commerce act was originally passed 
in 1887; that what is known as the Carmack amendment was 
passed in 1906, and the Cummins amendment, which was the 
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amendment construed by the Supreme Court in the McCaull- 
Dinsmore case, was adopted in 1915. 

The railroad further advises that in 1916 the commerce act 
was again amended and that it is under the 1916 amendment 
which our claim would have to be considered, and that this 
amendment permitted an agreed valuation on shipments of all 
character, and they refer us to suit of Railroad Company vs. 
Reichardt, 212 S. W. 208. 

If it is not inconsistent, we would like you to review our 
previous letters in connection with this one and, if you can 
do so, give us authorities which would show that our claim is 
a proper and just one and ought to be paid. Our claim is as 
set forth in paragraph 5, in our letter of January 10. 

Answer: We fail to see what connection the matter of 
agreed valuations has to do with the shipment in question, nor 
do we see what connection the McCaull-Dinsmore case has 
with this shipment. The carrier has admitted its responsibility 
for failing to reconsign the shipment, and, acting upon advice 
of the general agent of the carrier, a duplicate shipment was 
forwarded to the consignee at “E,” resulting in a loss to you. 
We are, therefore, of the opinion that such damages, as were 
the result of the carrier’s negligence in failing to comply with 
your reconsigning instructions, may be recovered. 


Collection of Overcharges 


Ohio.—Question: During the latter part of 1918 we had 
a car from a point on line “A” to destination on line “B.” The 
through rate did apply via intermediate line “C,” but did not 
apply via intermediate line “D.” The bill of lading did not con- 
tain rate nor route other than delivering line “B.” Initial line 
“A” forwarded the car via intermediate line “D,”’ full combina- 
tion being assessed. Under misrouting rules of the Interstate 
Commerce Commission the line at fault (line “A”) may adjust 
the matter by refunding the difference between the through 
rate via intermediate line “C’” and combination intermediate 
line “D.” However, in view of the word “may” it would not 
appear that this is obligatory on the part of line “A.” What 
is your view as to this? The claim was not filed with line “A” 
until February, 1920, and they have not paid it, although they 
have not stated to us definitely whether they would or would 
not pay it. Assuming that it is not obligatory on part of line 
“A” to pay the overcharge, does the claim become a damage 
claim and, if so, can we secure payment by suit, bearing in 
mind two facts—namely, first, that the claim was not filed within 
six months, and, second, that suit was not brought within two 
years? 

Answer: Under the Conference Rulings of the Interstate 
Commerce Commission, the carrier may refund any overcharge 
resulting from the misrouting of a shipment on its part, without 
specific authority from the Interstate Commerce Commission. 
In the event a carrier will not voluntarily refund the amount 
of the overcharge, the matter must be presented to the Com- 
mission and an order secured directing the carrier to make the 
refund. However, even though an order is secured from the 
Interstate Commerce Commission, this does not necessarily mean 
that the shipper will receive the amount of the overcharge, as 
the Commission has no power to enforce any of its orders, and 
application must be made to a court of law to compel payment 
of any order of the Commission for a refund of charges col- 
lected, in the event a carrier will not voluntarily comply with 
the order of the Commission. In the event the carrier does not 
voluntarily pay the amount of the claim, it does not, however, 
become a damage claim subject to the provisions of the bill of 
lading, with respect to the filing of a claim within six months, nor 
that provision relating to the filing of a suit within two years. 
If suit is filed in a court of law, as it may be, it is subject to 
the statutes of limitations of the state in which suit is brought, 
which govern actions for the recovery of money had and re- 
ceived. 

Collection of Undercharges 

Connecticut.—Question: On page 493 of your March 5, 1921, 
issue, under the heading, “Filing of Overcharge Claims,” we 
are interested in a particular paragraph, appearing under this 
subject, viz., “That situation was cured, as to belated bills for 
undercharges, by the Supreme Court’s decision in the Louis- 
ville Cement case, that the two years of limitation began run- 
ning from the time the freight was paid.” 

We would like to inquire whether or not this decision means 
that a carrier can collect no undercharge bills after two years 
from the time freight charges were originally paid. 

Answer: A claim for undercharges by the carrier, at the 
present time, is covered by the provisions of section 16 of the 
interstate commerce act, which provides that all actions at law 
by carriers subject to this act, for recovery of freight charges 
or any part thereof, shall be begun within three years from the 
time the cause of action accrues, the cause of action accruing, 
under this section, upon delivery or tender of delivery of the 
shipment by the carrier. 

Reconsignment in Transit 


Canada.—Question: In September, 1919, we shipped a car- 
load of our goods with freight charges prepaid from our factory 
at Buffalo, N. Y., to Savannah, Ga., routed Erie-P. R. R. to 


Vol. XXVII, No. 14 


Philadelphia, thence M. & M. T. Co. When the car reached 
Philadelphia there was a dock workers’ strike in progress, and 
the steamship company could not take delivery. After Waiting 
sixteen days for the trouble to be settled, we ordered the car 
forwarded all rail. When it reached Savannah, freight charges 
were collected from the consignee on the basis of third class 
local rate from Philadelphia to Savannah plus demurrage and 
reconsignment charges. 

Our goods are subject to an any-quantity rating under the 
Southern Classification, although we enjoy a through commodity 
rate from Buffalo to Savannah via the rail-and-water route. 

We filed a claim against initial carrier for a refund of 
demurrage and additional charges paid, contending that we were 
entitled to the through all-rail rate from Buffalo to Savannah. 
The demurrage part of our claim, amounting to $68, has been 
refunded to us after a hard fight, but the balance of the claim 
has been declined, carriers A. of F. A, contending that we are 
entitled to pay charges on the basis of a combination of locals 
plus the reconsigning charge of $5. Kindly inform us if the 
stand taken by the carriers is the proper one, giving reference 
to authorities. 

Answer: In view of the fact that the only action taken by 
you was that of diverting the car from a rail-and-water to an 
all-rail route, your shipment is covered by rules 2 and 7 of the 
General Reconsigning Rules. Under rule 2, you are entitled to 
protection of the through rate from original point of origin to 
final destination, applicable via point of diversion. If there is 
a joint through rate via route of movement from Buffalo, N. Y,, 
to Savannah, Ga., you are entitled to the protection of this rate. 
If, however, there is no joint through rate, charges should be 
assessed on basis of the lowest combination of intermediate 
rates. As the diversion was made in transit, the reconsignment 
charge should be $2, as per rule 7, instead of $5, as assessed by 
the carriers. 

Failure of Carrier to Divert Car 


West Virginia—Question: We received order from a firm to 
forward a carload of lumber from “A” to “B.” Consignees in- 
tended to reconsign car after its arrival at “B” to a point which 
we shall designate as “C.” Through misunderstanding car was 
actually billed from “A” to incorrect destination designated as 
“E.” The originating carrier was requested to divert car from 
“E” to “B.” Notwithstanding fact that carriers had adequate 
time to effect this diversion, car arrived at “E” as billed. The 
consignees did not rebill car to “B,”’ but rebilled direct to “C.” 
Are we entitled to any refund of freight account failure to 
divert, consideration being given to fact that car was not han- 
dled through “B”? If so, how based? 

Answer: In view of the fact that the consignee at “E” did 
not insist upon the carrier carrying out the original reconsigning 
instructions, but instead, rebilled the car direct to “C,” thereby 
relieving the carrier of any liability for its failure to carry out 
the original instructions, we are of the opinion that you are not 
entitled to any refund. 

If the car was reconsigned before placement at “E,” you 
are entitled to the protection of the through rate from “A” to 
“C,” applicable via “E.” In the absence of a joint through 
rate, the combination of intermediate rates would apply. If the 
shipment had been reconsigned to “B,”’ and then reconsigned 
from “B” to “C,” the rate to apply would be combination over 
“B,” as only one reconsignment can be made on basis of the 
through rate from point of origin to ultimate destination, as per 
rule 5 of the General Reconsigning Rules. 


Demurrage on Frozen Shipment 


Ohio.—Question: Some time ago we received several cars 
of sand which were frozen when placed on our private siding 
for unloading. On account of frozen condition of contents of 
cars we could not unload same within the free time allowed, 
consequently railroad agent was notified by telephone and was 
aware of the fact that before free time expired that additional 
time would be required to unload cars. The railroad company 
now insists upon payment of demurrage, claiming we did not 
notify them in writing, as required in rule 8 of Demurrage Tariff 
4-A, 

As we accept telephone notification of cars received and 
as practically all our business with local railroads is done by 
telephone, we contend the railroad company would not be V10- 
lating the rules by eliminating the demurrage charges on these 
cars. We further contend this rule is meant for parties who 
do not have any credit rating with the railroads. It is our under 
standing that the Commission has ruled on cases of this nature, 
but we are unable to locate any of their decisions. We would 
be pleased to have you advise us your opinion and, if possible, 
quote decisions of the Commission. 

Answer: We do not find that the Commission has ruled 
on a case involving circumstances such as those outlined by 
you. We do find, however, that this question is now before 
it under Docket No. 11085, Virginia Iron, Coal & Coke Co. VS. 
Norfolk & Western R. R., and a tentative report was submitted 
to the Commission by Attorney-Examiner Gerry almost 4 = 
ago. An abstract of the tentative report appears on pages 729 
and 730 of the April 24, 1920, issue of The Traffic World. This 
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abstract reads in part as follows: “Attorney-Examiner Charles 
F. Gerry made short work of the contention that written notice 
to the carrier, within the free time, that ore is frozen in the 
cars and cannot be removed, as a condition precedent to the ex- 
tension of free time, is unnecessary and inconsistent, because 
the carrier, having possession of the ore, is in a condition to 
know that it is frozen and cannot be unloaded. Gerry, relying 
upon the Starbird case, 243 U. S. 592, recommends the dismissal 
of the complaint. All the railroad men knew about the condition 
of the ore, but when the time came for settlement of charges 
they insisted that, inasmuch as the complainant had not served 
on them the written notice required by the rules, the demurrage 
must be ‘paid. ; 
Gerry proposes that the Commission hold that a consignee 
who fails to comply with the rule may not avoid the conse- 
quences of his negligence by showing that the information 
reached the carrier through other channels; also that the rule 
had not been shown to be unreasonable. ; 
In the Starbird case the Supreme Court was dealing with 
a requirement in the bill of lading that notice in writing must 
be given within thirty-six hours after the unloading of live 
stock, in the event the consignee or consignor intended making 
a claim for damages. In that case the animals were in a wreck 
and the railroad employes and officials were fully apprised of 
the fact that the animals were injured and also that the owner 
intended claiming damages. The court said, however, that it 
would not have been difficult for the consignor to have com- 
plied with the rule and that such notice would have put into 
permanent form the evidence of intention to claim damages.” 
The Commission’s decision should be rendered within a short 
time, at which time an abstract will appear in The Traffic World. 


Rates Based on Actual Value of Goods 


Massachusetts.—Question: We are manufacturers of high- 
grade domestic rugs. Many of our rugs are valued at $150 to 
$200. To points in the territory covered by Transcontinental 
Freight Bureau’s West Bound Tariff No. 18, we have been for- 
warding such rugs at a released valuation of $100 each, in order 
to take advantage of the commodity rate quoted under item 
No. 655, on page 163, of the above mentioned tariff. It has today 
been called to our attention by the transportation company that 
they maintain that we are wrong in the construction that we 
place upon this tariff and that the rates are named on actual 
value of $100 each and that this value necessarily means the 
actual value of the shipments. Will you kindly advise what 
interpretation you put upon this matter? 

Answer: Under a literal reading of the item in question 
the rates named therein are restricted to goods the actual value 
of which do not exceed $100 each, and shipments of rugs of 
greater value than $100 each cannot be made on this rate, but 
must move on ratings provided in the Western Classification. 
The question as to the lawfulness of rates based on the actual 
value of goods shipped is now before the Commission under 
Docket No. 10648, Gold Hunter Mining & Smelting Company et al. 
vs. Northern Pacific Railway Company, Director-General, et al., 
covering rates on ore and concentrates of a value per ton not 
exceeding $60, $65 and $100. The complainants alleged that the 
rates were in violation of the Cummins amendment to the act to 
regulate commerce in that the carriers had not complied with 
the Cummins amendment by obtaining the Commission’s permis- 
sion to base their ore rates on the value of the ore. In the 
report proposed by ex-Chief Examiner Thurtell, he holds the 
view that rates based on actual value are not in violation of the 
Cummins amendment. 

Based upon the views of the examiner in the above entitled 
case, the literal interpretation outlined above is proper and if 
the actual value of your rugs is greater than $100 each, you 
are not entitled to the protection of the commodity rate in 
Transcontinental Tariff No. 1-S. 


Liability of Carrier for Forwarding Shipment Without Proper 
Instructions 


Colorado.—Question: A shipment is forwarded to a certain 
State, via a designated intermediate junction point, name of 
destination being omitted from both bill of lading and marking. 
While this omission is shipper’s error, is not agent of carrier 
also in error in accepting shipment so billed, and can carrier be 
held responsible for taking shipment beyond designated junction 
Point without securing correct delivery instructions from ship- 
per? 

Answer: While the Commission has held that a carrier is 
not liable for forwarding a shipment to the point of destination 
designated by the shipper on the package or in the bill of lading, 
we are of the opinion that if no destination was shown in the 
bill of lading the carrier is liable for the expense incurred in 
making delivery at the proper destination. 


Demurrage—Resulting from Delay of Carrier in Furnishing 
Weights 
Pennsylvania—Question: We have, at intervals, made sales 
of scrap in carloads, on the basis of weights obtained from our 
yard scales. Recently these scales, on account of an accident, 
were put out of operation, so that we had to depend upon the 
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carrier to furnish us with weights. Because the local agency is 
not equipped with a track scale, it has been necessary to weigh 
the cars en route, at the nearest available scales. We have, in 
almost every case, had to wait from ten to fifteen days for 
information concerning weights. 

As terms of sale were subject to sight draft, we have been 
unable to forward order bill of lading promptly, with the result 
that demurrage accumulated at points of destination, the re- 
ceivers being unable, of course, to take delivery without sur- 
render of order bill of lading. 

Are we not justified in claiming from the local carrier the 
demurrage which we are forced to allow purchaser, in order 
to have them accept shipment, although no agreement with 
carrier had been entered into prior to making of shipment? 

Answer: We have been unable to locate a decision of the 
Commission covering such a situation. However, while it ap- 
pears that the carrier was somewhat negligent in furnishing 
you the weights on the shipments in question, the weighing of 
cars by the carrier is primarily for the purpose of collecting 
freight charges and not for the purpose of enabling the shipper 
to determine the sale price of the goods shipped. We are, there- 
for, of the opinion that the Commission would not consider the 
delay as a railroad error or omission, which would justify the 
waiving of demurrage charges. 


Limitation of Liability in Connection with the Transmission of 
Telegraph Messages 


Virginia.—Question: We sent a code telegram to one of our 
factories instructing the manager to reduce his buying price on 
a certain commodity $5 per ton. The code word was “bulled” 
in transmission and resulted in the manager receiving instruc- 
tions to buy at $5 more per ton. The message, while in code, 
was in plain English words. The original message contained 
the word “Cadet,” which was received as “Cake.” As a result 
of this error on the part of the Western Union, our manager 
purchased over 28 tons at $5 per ton more than he should 
have been paying, causing us to be damaged to the extent of 
$144.18. The Western Union has declined our claim, as it was 
a code message, unvalued and unrepeated. Please advise what 
the Commission or any of the courts have ruled as regards 
liability of telegraph companies. 

Answer: In the case of Postal Telegraph & Cable Company 
vs. Warren-Godwin Lumber Co., 251 U. S. 27, the Supreme 
Court of the United States held that under the act of June 8, 
1910, c. 309, 36 Stat. 539, a telegraph company providing one rate 
for unrepeated interstate messages and another higher rate for 
those repeated, may stipulate for a reasonable limitation of its 
responsibility when the lower rate is paid, and the validity of 
such contract is not determinable by state statutes. See also 
Dunham vs. Western Union Telegraph Co., 102 S. E. 113. There 
are, however, decisions of the state courts to the contrary. See 
Western Union Telegraph Co. vs. Southwick, 214 S. W. 987. 
This matter is now before the Interstate Commerce Commission 
under dockets 11524 and 8917, a tentative report in which rec- 
ommends that the rules of telegraph companies limiting their 
liability for negligence in transmission or delivery, or for non- 
delivery of unrepeated interstate messages to the amount of 
the rate charged, and of repeated messages to $50 or fifty times 
the rate charged, be found to be unreasonable and that the 
telegraph companies be required to establish rates on unrepeated 
messages on which the liability shall not exceed $500, on re- 
peated messages on which the liability shall not exceed $5,000, 
and that provision be made for valued messages at the repeated 
message rate plus one-tenth of one per cent of the stated value 
in excess of $5,000. 


Unreasonable Detention of Tank Car—Liability of Carrier for 
Rental Value 

Louisiana.—Question: We have a matter pending where a 
shipment originated at a certain point and moved to New Or- 
leans, and the road over which the shipment arrived in New 
Orleans held the shipment in their New Orleans yard for about 
thirty days, entailing a loss to us of tank rental and decline in 
the market. 

The railroad company has accepted the liability for the de- 
cline in the market, giving as their reason unreasonable delay 
in the shipment, claiming shipment could have made the trip 
within five days from date billed out, thereby accepting the 
decline in the market for a period of thirty days, but declining 
the liability for tank rental. Are we not entitled to receive 
some revenue for the loss of use of this tank car? 

Answer: In a recent decision of the Supreme Court of IIli- 
nois, in the case of C. A. Gustafson vs. Michigan Central R. R. 
Co., the court awarded damages based on a rental of $10 per 
day for a period of 18 days, during which time an oil car of the 
complainant was detained by the carrier. 

There are, in addition to this case, several other cases now 
in the courts in which this same question is involved, one of 
which is now before the federal Court of Appeals for the Eighth 
Circuit. 

Undercharges—Liability of the Consignee for 

Indiana.—Question: On August 30, 1916, the Big Four Rail- 
way Company delivered us a car of dried fruit, weighing 78,904 
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pounds, consigned from California. The rate charged by the 
western delivery line at St. Louis was 40.9 per cwt. The Big 
Four rate from St. Louis to Anderson was 11.6 per cwt., making 
a total through rate of 52% cents. This we paid on arrival. 
The bill amounted to $448.25. Upon this basis we established 
the cost of our. goods, determined our profit, and disposed of 
same. Now in 1921 comes the western line with the demand 
for $78.90, alleging that their rate from coast to St, Louis should 
have been 50.9, instead of 40.9 cents per cwt. 

Upon the initial presentation of this bill we have respect- 
fully declined payment, in view of the age of this thing, and 
from the fact that it would be a total loss to us, in view of the 
fact that we established the cost of our goods on the bill pre- 
sented. Kindly advise our legal status in the matter for further 


guidance. 
Answer: Section 700, Vol. 10, Corpus Juris, reads in part 
as follows: “There is no contractual relation between the car- 


rier and the consignee by the mere designation of the latter as 
consignee which obligates him to receive the goods or to pay 
the freight charges and he is not liable therefore in the absence 
of an agreement, express or implied. 

“The consignee will be liable for freight charges by accept- 
ance of the goods shipped under a bill of lading which contains 
the stipulation that the consignee shall pay the freight, or any 
similar provision, or even in the absence of such bill of lading 
in case he accepts the goods, knowing that the carrier looks to 
him for payment and waives its lien by delivery of the goods. 
Union Pac. R. Co. vs. American Smelting and Refining Co., 202 
F. 720; Taylor vs, Fall River Iron Works, 124 F. 826; and the 
consignee should not be permitted to claim that he has no in- 
terest in the property and compel the carrier to look to others 
for payment of the freight. Penn. R. Co. vs. Titus, 216 N. Y. 
17, 109 N. E. 857, Aff. 142 N. Y. S. 43.” See also the case of 
P. C. C. & St. L. R. Co. vs. Alvin J. Fink, page 1396, of the Dec. 
20, 1919, issue of The Traffic World, in which the Supreme Court 
of the United States held that the consignee, Alvin J, Fink, was 
liable for the payment of the remaining part of the legal rate 
upon merchandise received by him, notwithstanding the fact 
that the carrier collected only part of the charges upon delivery 
of the shipment. 

Interest on Overcharges 

Georgia.—Question: On September 29, 1920, we entered 
claim with one of the lines entering here, for overcharge in 
freight amounting to $59.40 on a shipment that we received on 
September 13, 1920. The claim in question was paid by the 
railroad on December 10, 1920; however, they failed to pay us 
the interest due on the overcharge in freight. Attention was 
called to this matter and we were then offered interest at 6 per 
cent until time claim was entered, which was only sixteen days. 
Is our understanding correct that interest should be paid on 
overcharge in freight dating from date freight charges were 
paid and ending at time the claim was vouchered? 

Answer: Under the provisions of Conference Ruling No. 
489 of the Interstate Commerce Commission, interest on an over- 
charge accrues from the date of its collection by the carrier. 
During the period of federal control the carrieis were paying 
interest in accordance with Accounting Circulars 41 and 41-A, 
but, effective with the issuance of Accounting Circular No. 41-B, 
instructions were issued to observe the provisions of Conference 
Ruling 489, referred to above. 


BIG HEARING AT MEMPHIS 


The Trafic World Washington Bureau 


Hearings on I. and S. No. 1303, to be begun at Memphis on 
April 5 by Examiner E. L. Gaddess, promise to develop into the 
largest rate case that has come before the Commission since 
Ex Parte No.74. Every rate from, to, and between points south 
of the Ohio River, including the Mississippi Valley, will be under 
consideration. 

It will not, however, be an ordinary rate case. It is the out- 
growth of the Memphis-Southwestern case, Docket No. 9702, and 
the Murphreesboro case, No. 9190. The carriers filed class rates, 
presumably in compliance with the Commission’s decisions in 
those cases. They were not, however, what the Commission 
thought would be compliance with its decisions, so both sets of 
tariffs were suspended in I and S. Nos. 1260 and 1261. 

The commodity rates suspended in the case which Gaddess 
is to hear are made in percentage relationship to certain key 
class rates. But the class rates used by the carriers in arriving 
at the commodity rates they proposed for use south of the Ohio 
River are not based on the class rates suspended in the tariff 
supposed to be in compliance with the decisions in the Memphis- 
Southwestern and the Murphreesboro cases. 

Instead, the carriers have formulated what they call the 
“ultimate intentional class rates” to be used as bases for the 
commodity rates suspended in I. and S. No. 1303. They are 
the class rates which they claim will ultimately have to be made 
operative in compliance with the Commission’s decisions in the 
Memphis-Southwestern and the Murphreesboro cases. The car- 
riers assume that, inasmuch as the Commission, in those cases, 
directed them to remove discriminations, they can remove them 
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only by bringing up the rates. That assumption is based on the 
fact that, in the Murphreesboro case especially, the Commission 
said that the rates to Murphreesboro and other points around 
Nashville that claimed to be suffering ill effects from discrimi- 
natory rates to and from Nashville were reasonable, the rates 
to and from Nashville must be less than reasonable. Being less 
than reasonable, the carriers figure, the only way they can make 
a reasonable fabric is to bring up the rates to Nashville and 
every other place where the rates are lower than to Murphrees. 
boro to the Murphreesboro level. 


But in comparing the Murphreesboro level with some other 
rates, it was found that that would not bring about a structure 
that could be defended as reasonable throughout the southeast 
and the Mississippi Valley. Therefore, after the class rates pro- 
posed in compliance with the Murphreesboro and Memphis cases, 
they evolved the “ultimate intentional rates” as the ones on 
which to build the commodity rate structure. 

The ultimate intentional rates are higher than the rates 
suspended in either I. and S. No. 1260 or I. and S. No. 1261, and 
naturally higher than the rates in effect. 


Therefore, the rates carried in the I. and S. No. 1303 tariffs 
are not definitely related to anything now in effect and only in- 
distinctly related to the tariffs suspended in I. and S. Nos, 1260 
and 1261. On that account, it has been suggested, the case 
will be exceptionally difficult and complicated. Two weeks were 
definitely allowed Gaddess when the case was set down. From 
April 4 to April 9, the testimony is to be of a general character. 
From April 9 to April 17 it is to relate to specific commodities, 
as, for instance, on April 9, grain and grain products are to 
be considered; April 11, rates on iron and steel articles are to 
be taken up; the next day fresh meats, packing house products 
and agricultural implements will be up; on April 13, lumber and 
related articles, paper and paper stock and stone will be con- 
sidered; April 14, petroleum and products, potatoes and other 
vegetables, fertilizer and fertilizer materials; April 15, cement, 
asphalt, plaster and plaster board; April 16, empty glass con- 
tainers, matches, soap and soap powder, and April 17 and suc. 
ceeding days, all other commodities. 

Judging from the demand for time to be heard, six weeks 
will be consumed in the hearings. On account of the decline 
in commodity prices, it is believed, the opposition to the higher 
“ultimate intentional rates” will be stronger than has been cus- 
tomary during and since the period of military activities. 


PAYMENTS TO CARRIERS 


The Trafic World Weshington Bureau 


The Treasury Department this week issued the following 
statement showing partial payments from February 26 to March 
29 to railroads under the amended guaranty provisions of the 
transportation act: 





Alabama, Tennessee & Northern Railroad Corporation... .$ 40,000.00 
Atchison, Topeka & Santa Fe Railway Co................. 5,425,000.00 
Baltimore & Ohio Railroad Co........cscccccccccccccccces 6,400,000.00 
Banger & ArGostook RAUrOad CO... «0. cccscccccscsscccccs 60,000.00 
oe |e eS a ne ere rere 6,500,000.00 
Brownwood North & South Railway Co.................-: 5,500.00 
Central New York Southern Railroad Corporation......... 27,000.00 
eee Te re 800,000.00 
Chicago Great Western Railroad Co...........eeeeeeeeeees 1,335,000.00 
Chicago, Indianapolis & Louisville Railway Co............ 400,000.00 
CiicaGe Jumetion away CO... ..ccccscrccrccccccccconcsen 200,000.00 
Chicago, Milwaukee & St. Paul Railway Co............... 5,137,190.05 
Chicago, Burlington & Quincy Railroad Co............... 7,000,000.00 


Chicago & North Western Railway Co...........ccccccssee 12,000,000.00 


Chicago, Peoria & St. Louis Railroad Co., Receivers of the 60,000.00 
Chicago, Rock Island & Pacific Railway Co................ 6,000,000.00 
Chicago, St. Paul, Minneapolis & Omaha Railway Co..... 850,000.00 
Cumberland & Pennsylvania Railroad Co................. 60,000.00 
Delaware, Lackawanna & Western Railroad Co........... 2,000,000.00 
Pt. Werte & Mie Gramee MOUVWay CO. o.oo sc ccicccscvccccses 210,000.00 
COPORE DOOPOONE TORI Ce ooo cts sccs a sscictcenseesceeess 6,000,000.00 
Gut, Cotorade @& Benta Fe Ratlway Co. ........cccsccesses 1,575,000.00 
Gulf, Mobile & Northern Railroad Co................+002: 200,000.00 
ee rrr reer ee 2,376,000.00 
International & Great Northern Railway Co............... 260,000.00 
Kansas City, Clinton & Springfield Railway Co............ 55,000.00 
ee ee eS aaa eee 300,000.00 


i ae Be ee ee 20,000,000.00 


Weertmern. PAGING TWO Cece ccccvccwcscccarcactencoces 7,000,000.00 
Ee re 180,000.00 
Paris & Great Northern Railroad Co............eeceeceeees 27,500.00 
ee Se Ee ee rer 30,000.00 
Philadelphia & Reading Railway Co..............-+++e+0+5 2,000,000.00 
Quanah, Acme & Pacific Railway Co...............--0000: 55,000.00 
Wt, WEE TR Ca oii ook dois vo.cscaeccccccncoeces 60,000.00 
Spokane, Portland & Seattle Railway Co.................. 250,000.00 
St. Leuis-Ban Vreamciscd BOUWOy CO... ccccvccsccccwcecees 800,000.00 
St. Louis, San Francisco & Texas Railway Co............. 200,000.00 
i ie IN IN 68's, gens a 0:04 0100.6 0-5 0.d.0-bieie win'c'eeors 1,000,000.00 
Trans-Mississippi Terminal Railroad Co.............eeee8. 110,000.00 
Temmonnee Contral TaUread Coe. .......0... 60s cccccccccccccees 115,000.0 
Uleter & Deinware Haimroad Co........... sc ccccccccccccccscess 219,800.00 
a 

I . is ais ao ale de hues cinns me Blame haa dle RARE Meee $97,322,990.00 


SHIPPING BOARD TUGS FOR SALE 


The Shipping Board has offered for sale three tugs, the 
Fire Proofer, Portsmouth and Piscataqua, located at Hog Island, 
Pa. Bids will be opened April 26. 
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LOSS AND DAMAGE CLAIMS 


(Seventh of a series of articles written for The Traffic World by 
Cc. H. Dietrich.) 

The loss and damage situation, as reflected by the compila- 
tion of claim payments set up by the Freight Claim Division, 
American Railway Association, classified by principal causes 
and commodities for the months of September, October, and 
November, 1920, including reports rendered by 165 rail lines, 
indicates that if this quarterly period is representative of the 
year, there will be shown a substantial reduction in the claim 
payments of 1920 as compared with those of 1919. The totals 
of these three monthly statements show claim payments, divided 
between carload and less carload freight, as follows: 


Pog ae | oosteee. 
s NP, ks care uldcth oa ee See aie wk to eel ao ae $ 3,156,4 $ 3,513,705 
eer ats Slewtetaodenw wie aise ie ae eae wots ear 3,759,054 3,566,854 
SN dig. be. swinsclnus wadraepemedsinneesoeiones 3,897,643 3,662,029 
$10,813,165 $10,742,592 

Total for three months, carload and less carload........ $21,555,757 


On this basis the total for the year would approximate $85,- 
000,000 for the 165 lines reporting, as against $106,000,000 for 
all lines in 1919. How much of this decrease is accounted for 
by the general slump in prices is hard even to approximate, 
put probably it is not as much as one would imagine, as the 
claim payments for this period largely represent loss and damage 
on traffic moving prior to August 1, before prices generally had 
declined. 

One interesting side-light on these figures is the eveness 
with which payments on less carload shipments compare with 
those on carload shipments. 

The claim prevention organization of the American Rail- 
way Association feels satisfied that the peak of the loss and 
damage load has passed and that these monthly statements 
will continue to show a marked decrease on account of the 
almost universal campaign toward better handling of freight 
that is being conducted by the individuai lines, not to mention 
the support and co-operation that is being given by the shippers, 
individually and collectively. I hope, in a later article, to de- 
scribe, for the benefit of readers, especially those not directly 
connected with railroads, the personnel and organization of the 
claim prevention machinery now in action under the jurisdic- 
tion of the American Railway Association and through whose 
courtesy these figures, from time to time, are published. 

In picking out some of the commodities representing the 
largest amounts in these A. R. A. statements, it is observed that 
for the three months’ period, indicated above, there was paid 
on claims for grain the sum of $1,175,059, which is about $320,- 
000 more than was paid on live stock claims in the same period 
and indicates a total payment for the year of close to $5,000,000, 
or nearly six per cent of the total claim payments. These 
figures, of course, include all claims on grain of every descrip- 
tion and represent damage on account of grain becoming wet in 
transit due to defective car roof, heating in transit account of 
delay, loss of seed grain in packages; but the great bulk of 
this amount is chargeable to loss of grain in transit due to 
leakage through car floors, grain doors, and sides of cars. 


This subject of claims for loss of bulk grain in transit is 
not a new one by any means but has been a source of as much 
controversy and discussion in the last ten years as any other 
single proposition connected with the loss and damage situa- 
tion. In fact, it reached such a troublesome point a few years 
ago that the entire subject received official notice by the Inter- 
state Commerce Commission under Docket No. 9009 and exhaus- 
tive hearings were held at the various grain exchange centers 
in 1918 and 1919, in the course of which the many interests 
had an opportunity to testify. A decision was finally handed 
down by the Commission, February 4, 1918, and a supplementary 
report was published under date of January 13, 1920. 


In this latter report the ideas in connection with claim 
settlements on bulk grain, as suggested by the shippers’ repre- 
Sentatives and the carriers, was published separately on account 
of the committees appointed by these two being unable to agree 
completely, and the question, so far as it involves the actual 
Settlement of these claims, is still without any uniform and 
definite policy agreeable to both carrier and shipper. The Com- 
mission, however, in this supplementary report, did find, ‘upon 
consideration of all the facts and with due regard to the conten- 
tions of the respective parties,” that there was substantial har- 
mony with respect to certain specifications regarding the load- 
Ing and unloading, weighing, cooperage, and cleaning of the 
cars used in this traffic, and these are found definitely set forth 
i the printed report under this docket number; and it is in 
connection with these recommended practices or rules that all 
concerned with the conservation of this commodity and the 
Prevention of this tremendous amount of claims for loss are 
Interested. 

From the nature of this commodity, which is different from 
almost any other handled in bulk, the requirements, so far as 
‘quipment necessary to transport it without loss is concerned, 
are Most exacting, as an aperture the size of a thimble, in the 
case of small grain, is sufficient to permit the leakage of no in- 
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considerable amount on a long haul, and the safe transportation 
of this traffic without undue loss calls for equipment that is 
practically one hundred per cent perfect, both with respect to 
its ability to withstand the pressure of the load without leak- 
age, as well as a roof and sides that will not permit any mois- 
ture to enter; and, inasmuch as there is relatively a small per- 
centage of the box car equipment in use today that will measure 
up to the one hundred per cent mark, it follows that the cars 
that are reasonably well qualified to serve in the grain carry- 
ing trade must receive special consideration, both by the carrier 
through the car department, and the shipper in his preparation 
of the car for its loading. 

It has been thoroughly well demonstrated, I believe, that 
the lines extensively engaged in originating grain traffic have, 
through their respective car departments, organized for rigid 
inspection of their equipment assigned to grain loading. This 
inspection is arranged in such a way that the cars are carefully 
looked over just before the loading season and any repairs neces- 
sary to insure their being grain-tight are made at division 
terminals where repair crews are located, and particular atten- 
tion is given to the floors, door posts, the sheeting and lining of 
the cars. In addition to this inspection, traveling crews of car 
men are sent out to points where grain cars are stored await- 
ing call, and if any such are found unfit and repairs cannot be 
made satisfactorily by this traveling crew, these cars are marked 
as unfit for grain traffic. 

The next step is to provide a sufficient supply of grain doors 
and grain door material (boards) at the loading stations, which 
is turned over to the elevators as their demands require. The 
quality of this material for protecting the doorways of the car 
is an important factor, as the side door openings on the orginary 
box car are at least six feet wide, and in some cases nearly 
seven feet, and where a car of grain is loaded to its full capacity 
the pressure of the load against these grain boards at the door- 
way is considerable; unless the lumber used is of good quaiity, 
there is considerable opportunity for a leak to start on account 


‘of the boards springing in transit. 


After the car is set at the elevator for loading the prepara- 
tion of the shipper is started, and this preparation is incidentally 
a matter on which depends very largely whether the load will 
reach its destination intact or meet with leakage more or less 
enroute. 


There are a number of schemes in use for preventing leak- 
age in transit, but the ordinary preventative measures consist 
in going over the inside of the car very carefully and batten- 
ing any points, where appearances indicate a leak might result, 
with burlap, heavy paper, or cheese cloth. The grain boards are 
then applied to the opposite side of the car from which it is to 
be loaded, the doors being securely fastened by nailing to door 
posts; the side from which the grain is to be loaded is then 
boarded up as high as practicable and the car is loaded, the 
balance of the grain boards on that side being nailed on after 
the load is complete and the car is then ready for its transit to 
terminal market. 


After everyone does his part in the selection of the car, its 
repairs: by car men, its preparation by the shipper, and its careful 
handling to destination, there should be little loss in transit, 
but from the number of claims adjusted and the amount of con- 
troversy in connection with those that are not adjusted it is 
evident that some of us fail to function and the question of 
claim adjustment on this class of claims is one that is of much 
interest to the grain fraternity and the carriers alike. 

Claims arise on shipments of grain where the outturn 
weights at destination are less than the weight recorded loaded 
at the shipping elevator. Broadly speaking, there are two 
classes; first, claims on cars that travel through from point of 
origin to destination without any affirmative record of loss in 
transit (leakage) and under perfect seal security, which are 
classified generally as “clear record cars”; and, second, cars that 
reach destination showing leakage condition or are noted as 
having leaked in transit, or with seals protecting car broken, 
these are known as “bad order cars.” 

There is a further distinction between shipmenis that are 
loaded at country elevators moving to terminal markets, where 
official or authorized weights are obtained, and cars moving 
between two terminal markets, with official or authorized weights 
at either end. 

From the carrier’s point of view it is felt that, where a 
car of grain is accepted in good order and is handled through 
to destination in like good order, with seals intact and no 
evidence whatever of any loss in transit, on such a car a claim 
for loss should not be entertained; against this position the 
shipper of grain contends that, when a known weight loaded at 
point of origin and determined by reliable scaling, where the 
outturn weights at destination, which are admittedly reliable, are 
taken by authorized board of trade or chamber of ‘commerce 
weighers, shows a difference, the presumption is that there has 
been a leakage en route and that his claim is, accordingly, a 
valid one. It is between these two opinions that there has 
been so much argument and controversy in connection with this 
class of claims. 

The correctness of the country elevator scale weights has 
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also been a factor that has entered into this proposition to a 
considerable extent, and from the investigations that have been 
made at a great number of these elevators there seems to be 
some ground for feeling that these country elevator weights 
should not, in all cases, be considered infallible. The large 
majority of small elevator scales used for weighing grain into 
cars are hopper scales, either automatic dump or otherwise, and 
on account of their size require a large number of hoppers 
to the carload; and where the scales are off even a trifling 
amount per hopper there can easily be a considerable variation 
in weighing out a car of from thirty to forty tons. 

It is readily understood, where there are so many different 
possibilities for error entering into this subject, as well as so 
many possibilities for loss through the various handlings of the 
cars in transit, that there is a corresponding number of argu- 
ments raised when these claims come up for adjustment, and it 
has been my experience that it requires a spirit of fairness on 
the part of both sides in order to keep the adjustment of these 
claims in a satisfactory condition. 

In looking at the subject purely from the viewpoint of a 
freieht claim officer, I have always believed that in making 
adjustment of this class of claims it is unfair to single out any 
one or more cars showing an apparent loss in transit and attempt 
to settle for this loss on the basis of the investigation of the 
movement of these particular cars from point of origin to des- 
tination; and this is true, in my judgment, whether the cars 
show evidence of leakage in transit or not, for it has been 
clearly demonstrated that it is almost an impossibility to arrive 
at any conclusion as to whether a loss has been extensive or 
slight from the evidence of leakage in transit alone. A car may 
leak freely on arrival at its destination elevator, but the leak 
may have started a short time previous, and the loss be of no 
consequence. On the other hand, a leakage that is searcely 
noticeable may have been running for a week or ten days and 
the loss prove really extensive. It has, accordingly, seemed to 
me that the only fair plan of adjusting this class of claims is 
for the shipper and carriers’ representatives to meet at the ship- 
per’s elevator and check up the business moved in the preceding 
season or for anv certain period of time that may be agreeable, 
and by this method ascertain how all of the cars shipped have 
turned out at destination as compared to the record of loading 
weights at point of origin. For example, a small elevator has 
shipped twenty cars in the season, ten of which show a loss, the 
other ten show an overrun, and the net difference between the 
loss and the overrun amounts to little, if anything. It would 
seem to me to be a fair proposition that in a case of this kind 
there is substantial evidence that the loading weights are not 
reliable, and where this is demonstrated to the shipper’s satis- 
faction from his own records there should be no hesitation on 
his part to conclude that his apparent losses did not in reality 
occur. If. however, a conference of this nature conclusively 
indicates that the large majority of the cars shipped turn out at 
destination approximately in accordance with the record of load- 
ing weights, it should be accented as indicating that the scaling 
at that elevator was dependable, and where, out of a consider- 
able number of cars shipped, a comparatively few outturn short 
at destination, and especially where there is evidence of leakage, 
the actual loss is, it would appear, quite well substantiated. 
The principal objection to this plan, of course, lies in the fact 
that it necessitates withholding settlement on such claims until 
the season’s business is finished and the records are in shape to 
make a check of this kind, but the benefits derived from the 
plan seem to be sufficient to overcome any possible objection. 

There is an entirely different phase of this matter to be 
considered on cars that are not weighed at all at point of origin, 
but instead are measured—that is the dimensions of the car 
are known or can be had from the Official Equipment Guide, and 
the depth of the grain loaded is measured with a measuring 
stick and from these dimensions the cubical content is found, 
and to this is applied the test weight of the grain, and the 
approximate load is calculated on this basis. 

There is much to be said about weights arrived at in this 
manner from both points of view, but, naturally, the scheme does 
not appeal strongly to the claim adjuster from the fact that there 
are such wide possibilities: of error in trying to arrive at the 
weight of a car of grain in this manner; nevertheless we have 
these claims to contend with and they are one of the several 
stumbling blocks that cause dissension and complaint, and I 
presume they always will. 

While I have measured a considerable number of cars in 
this manner and immediately passed them over accurate track 
scales and in this way proved or disproved my measurements 
and have found that it is possible to arrive very close to the 
actual weight found by scaling the car, it requires almost ideal 
conditions and the closest attention in order to reach these actual 
results: a difference of even one or two inches in the depth of 
the load will throw the calculation considerably out of line, and 
it is not the easiest matter in the world to level off a car of grain 
and obtain the actual average depth of it, particularly when the 
load is within a foot or two of the car roof. 

The important thing, as I see it, in connection with grain 
claims is to look to our equipment, spend the time in putting 
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the cars in good condition, and having them well cooper 

’ , pered a 
boarded and thereby get the shipments to market without — 
and it will not be necessary to spend so much time arguing 
and disputing over the claim. 


ACCIDENT CASE DECISION 
The Trafic World Washington Bureay 


A decision of the Supreme Court of New York reversing 
lower court decisions and dismissing the complaint was affirmed 
by the United States Supreme Court, March 28, in No. 290, Anna 
Lang, as administratrix of the estate of Oscar G. Lang, deceased 
vs. New York Central Railroad Company. A trial jury gave 
Mrs. Lang judgment for $18,000. Lang, a brakeman employed 
by the New York Central, lost his life while engaged in switch. 
ing cars. This judgment was reversed by the higher courts 
The effect of the U. S. Supreme Court’s decision was that the 
plaintiff could not recover under the federal safety appliance 
acts. The defense of the company was that Lang had assumed 
risk of injury. 7 

In a dissenting opinion, concurred in by Associate Justice 
Day, Associate Justice Clarke said that Lang lost his life be. 
cause a freight car into which a cut of cars bumped was not 
equipped with an automatic coupler as provided by law. Lang 
was a member of a local freight train crew running from Erie 
to Buffalo and the accident occurred when a stop was made at 
an intermediate point to pick up a ear. 

“Here Lang was injured,” said Justice Clarke, “when in the 
discharge of his duty, because a defective car had been placed 
upon a much used track in a busy yard in such a position that 
it was impossible for him, in the exercise of due care, to pre 
vent the cars he was seeking to control from coming in contact 
with it. It would be difficult to conceive of a case in which the 
negligence of the master could be a more immediate and proxi- 
mate cause of injury to a servant than it was in this case.” 


RELIEF FOR SOME COMPANIES 
The Trafic World Washington Bureau 


am The Commission has relieved union station, terminal, and 
joint facility companies of some of the detail required by it 
from other companies that accepted the benefits of section 209 
of the transportation act. The reasons for such relief are set 
forth in a memorandum on the subject given out by the Com- 
mission March 28, as follows: . 

a number of letters have been received from union sta- 
tion, terminal and joint facility companies which filed state. 
ments prior to March 15, 1920, that they accepted the provisions 
of section 209 of the transportation act, 1920, inquiring as to 
their status under said section, and requesting that they be re 
lieved of filing returns to our order of October 18, 1920, as 
supplemented by order of January 5, 1921, in the detail required, 
for the reason that their operating expenses and revenues are 
cleared through the accounts of the tenant companies. 

Paragraph (2) of the Commission’s order of October 18, 
1920, reads as follows: 

It is ordered that each carrier or its success * whie , ore 
March 15, 1920, filed ar ere a ee sucennees ee ae fae it 
accepted all the provisions of said Section 209 be, and it is hereby, 
required on or before January 1, 1921, to file with this Commission 
true and correct returns to the questionnaire or form of statement 
which accompanies this order and is made a part hereof. 

“Each of said companies should, therefore, file a return to 
the order of October 18, 1920, by answering the interrogatories 
on page 2 and 3 of statement accompanying said order, in so far 
as such interrogatories are applicable, and in addition file a 
statement setting forth all other facts that may be pertinent as 
to the handling of the operating expenses and revenues of said 
companies, explaining fully the absence of a showing of rail- 
way operating income or deficit. 

“An original and six copies of such information should be 
filed with the Commission, verified in the form and manner re 
quired in our order of October 18, 1920, aforesaid.” 


RICHMOND TERMINAL NOTES 


The Richmond Terminal Railway Company has been author 
ized by the Commission to issue, under date of January 1, 1921, 
two 6 per cent promissory notes of $12,500 each, payable to the 
Richmond, Fredericksburg & Potomac Railroad Company and 
the Atlantic Coast Line Railroad Company, respectively, on 0 
before January 1, 1924. The proceeds from the notes will be 
used to pay in cash $19,140 to the Richmond, Fredericksburg & 
Potomac in connection with an exchange of real estate involved 
in the development of the terminal company’s passenger ter 
minal in Richmond, Va., and to pay $5,860 on account of indebt 
edness to the Railroad Administration for additions and better 
ments made during federal control. 


-_—— 


LOAN TO FT. DODGE, DES MOINES & SOUTHERN 


The Commission has approved a loan of $200,000 to the For! 
Dodge, Des Moines & Southern to aid the carrier in providing 
itself with additions and betterments to equipment. 
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Personal Notes 





R. D. Pinneo, general traffic manager, Port of Astoria, Astoria, 
Ore., began his career as a telegraph operator in 1888 on the Chi- 
cago, Milwaukee & St. Paul 
Railway in Illinois. He 
later went to the head of 
the lakes and was con- 
nected with the Northern 
Pacific, and later had di- 
rect charge at dock, West 
Superior, for the Hill line 
of steamships. He left 
there in 1898 and went to 
Seattle, where he was em- 
Ployed by the Pacific 
Coast Steamship Company 
as cashier on the dock. 
Then he was appointed in 
the traffic department of 
the White Pass & Yukon 
Railroad and went to 
Alaska, returning in the 
spring of 1906 as general 
freight and passenger 
agent at Vancouver, B. C. 
In May, 1906, he accepted 
service as assistant gen- 
eral freight agent with the 
Pacific Coast Steamship 
Company, at Seattle, final- 
ly being appointed freight 
iraffie manager for the Pacific Coast Steamship Company in 1920. 
He has traveled extensively in the Far East in connection with 
the organization of the Admiral Line foreign department. On 
invitation of the Port of Astoria Commission he went there for 
the purpose of launching a campaign to develop a share of the 
world’s shipping through that port. 








H. D. Bussing has been appointed Philadelphia agent for the 
New York Despatch Refrigerator Line and the National Despatch 
Refrigerator Line. 

J. D, Collier, former traffic manager for Montgomery Ward 
& Co. and prior to that with the Pennsylvania Lines for fifteen 
years, has become associated with W. M. Hopkins for the prac- 
tice of law in Chicago. 

V. C. Baughn has been appointed commercial agent for the 
Detroit, Toledo & Ironton Railroad at Detroit, vice Will G. How- 
ard, transferred to Pittsburgh. Mr. Baughn will be succeeded 
at Ironton, O., by L. H. Welch as traffic representative. W. C. 
Jacobs has been appointed traveling freight agent for the same 
line at Cincinnati. 

Henry J. St. Aubin has been appointed traveling freight 
agent for the Carolina, Clinchfield & Ohio Railway at Detroit, 
vice E. H. Smith, promoted. 

The New York Central has announced the appointment of 

F, L. Talcott as general agent at Erie, Pa. Division freight 
agencies at Erie, Pa., and Hillsdale, Mich., have been discon- 
tinued. The Erie territory has been placed under the jurisdic- 
ton of Cleveland and the Hillsdale under Toledo. 
; _W. H. Andrews has been appointed general agent of the 
freight department for the Toledo, St. Louis & Western Rail- 
toad at Los Angeles. J, R. Holcomb has been appointed to a 
Similar position at San Francisco. 

C. P. Wileox has been appointed traveling passenger agent 
for the Wabash Railway at Chicago, vice H. E. Dixon, who has 
been promoted. 

Frank H. Baer, traffic commissioner for the Cleveland Cham- 
ber of Commerce, has returned to his office after an absence 
of four months, due to illness. 

The Canadian Pacific Railway has announced the following 
changes and appointments: C. S. Morse, district freight agent, 
transferred from London, Ont., to Toronto, vice W. B. Bamford, 
eran to Nelson, B. C. Mr. Morse is succeeded at London 
= H. G. Buchanan. John Halstead replaces A. T. McKean as 
strict freight agent at Winnepeg, and Mr. McKean has been 
lransferred to Calgary, the post formerly held by Mr. Halstead. 
: H. Fox has been appointed district freight agent at Edmonton. 
- H. Carey has been appointed district freight agent at Mem- 


vhis and C. P, MeGhee has been appointed to a similar position 
at Los Angeles. 


DOINGS OF THE TRAFFIC CLUBS 


Rng Traffic Club of Fort Worth adopted a constitution and 
— at a meeting March 25. Regular meetings will be held 
to samnage The following officers were elected: President, I. S. 
Pit onnell, traffic manager, Armour & Co.; vice-presidents, H. J. 

zgerald, district freight agent, Southern Pacific Lines; H. W. 
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Landman, district freight agent, M. K. & T. Lines; and A. J. 
Scrivner, traffic manager, Waples Platter Grocery Co.; secretary, 
E. E. Wyatt, traffic manager, The Fort Worth Elevators Co.; 
treasurer, A. B. Waldron, district freight agent, I. & G. N. 
Railway. : 





At the meeting of the Traffic Council of the Rochester 
Chamber of Commerce, March 23, an address on “Electric Rail- 
way Freight Haulage” was delivered by T. H. Stoffel of the rail- 
way department of the Westinghouse Electric & Manufacturing 
Co. Other speakers were, H. C. Stanton, general freight and 
passenger agent of the Rochester & Syracuse Railroad, and T. H. 
Sperry, assistant general freight and passenger agent of the 
New York State Railways. 

At the monthly meeting of the Traffic Club of Denver, March 
25, I. I. Boak, president of the Denver Civic Association, spoke 
on the value of organization. Transportation conditions in the 
Philippines, Japan and China were described by George Vallery, 
and R. F. Ray, assistant general manager of the Denver & Rio 
Grande Railroad, spoke on the national agreements between the 
railroads and their employes. 

The March meeting of the Traffic Club of New York was 
held at the Waldorf-Astoria, March 29. H. V. Kaltenborn, as- 
sistant managing editor of the Brooklyn Eagle, spoke on “Amer- 
ica as a World Power Today and Tomorrow.” 





The annual election of the Traffic Club of Chicago, March 
29, resulted in the election of the nominees whose names have 
already been printed in this column. They were installed at 
the annual business meeting in the evening. There was a din- 
ner and a vaudeville entertainment. 

The newly elected officers of the Transportation Club of 
Detroit are: President, W. J. Dibble, traffic manager for the Hud- 
son Motor Car Company; secretary, T. R. Cochrane, district 
freight agent for the Wabash at Detroit. 


CO-OPERATION OF YARDMASTERS WITH SHIPPERS 


Closer co-operation between yard masters and industrial 
traffic men was recommended by William Corl, traffic manager 
for the Elliot-Fisher Company, in a speech before a conference 
of representatives of the American Railways Association of 
Yardmasters and members of the office committee of the Har- 
risburg, Pennsylvania, Chamber of Commerce, March 25. 

“Let me assure you, gentlemen,” said Mr. Corl, “that no 
concern has traffic men traveling about unnecessarily, trying to 
hasten delivery, unless the commodity is most urgently needed. 
The length of time consumed in the transportation of material 
is often taken into consideration when placing a contract. My 
contention is that each yardmaster should know the nature of 
the business of each patrcn in his territory and keep himself 
in a position to meet the required needs of these industries. 

“The traffic manager is the agency through which your 
freight solicitors work in order to procure business for your com- 
pany. The same traffic manager appears before you yardmasters 
from time to time enlisting your services for the expeditious 
handling of certain consignments. The shirking of a duty or 
any indifference shown on the part of a yardmaster in assisting 
a patron in hastening a shipment through, after its urgent need 
has been made known, may work out to the detriment of the 
participating carrier in the soliciting of future business. The 
duty of each and every railroad employe, whether he be presi- 
dent or trackman, is to render service and keep shippers and re- 
ceivers of freight satisfied with methods and routes of trans- 
portation.” 


A. R. A. COMMITTEE APPOINTED 


At a meeting of the American Railway Association in Chicago 
last November, the president was directed to appoint a committee 
on relations of railway operation to legislation and that the com- 
mittee be directed to work in close accord with A. P. Thom and 
the legal committee of the Association of Railway Executives in 
charge of legislation at Washington, both federal and state, and 
that the work of the committee be generally along the lines 
adopted by the constituent railroads in May, 1910. In accordance 
with that action, the following committee has been appointed: 
W. J. Jackson (chairman), receiver, Chicago & Eastern Illinois 
R. R.; L. W. Baldwin, vice-president, Illinois Central R. R.; E. P. 
Bracken, vice-president, Chicago, Burlington & Quincy R. R. It 
is expected that the committee will function along somewhat the 
same lines as the former special committee on relations of rail- 
way operation to legislation. 





AISHTON FOR POSTOFFFICE JOB 


Will H. Hays, Postmaster-General, is making an effort to get 
R. H. Aishton, president of the American Railway Association, 
to take an appointment as second assistant postmaster-general. 
Mr. Hays desires to get a man of Mr. Aishton’s qualifications fo 
assist in building up the postal service. 











726 


DAVIS SUCCEEDS PAYNE 


The Trafic World Washington Bureau 


Appointment by President Harding of James C. Davis, gen- 
eral counsel of the Railroad Administration, as successor to 
John Barton Payne, Director-General of Railroads and as agent 
of the President, under Section 206 of the transportation act, 
was announced at the White House late March 26. The appoint- 
ment became effective at noon March 28 under the proclamations 
designating Mr. Davis as Director-General and as agent under 
the terms of the transportation act. 

The following letter from the President to Mr. Payne was 
given out when the announcement of the appointment was made: 


I have inquired for you several times this week because I wished 
to have a conference with you respecting the appointment of your 
successor. I came to the conclusion today that the matter ought not 
to remain open longer and I have this day issued a proclamation 
naming Mr. Davis for your successor as Director of Railroads. I can- 
not allow this action to pass without conveying to you my gratitude 
for the signal service you have rendered the country, not only in the 
important work you have done in connection with the administration 
of the railways, but also your notable contributions to the govern- 
ment service in one of the most difficult periods of all our history. 
I am quite sure the country shares the gratitude which I so willingly 
express. 

I trust your retirement from direct responsibility will not make it 
impossible for your successor and the Executive to avail themselves 
of your vast knowledge and helpful experience. 

Mr. Davis became general counsel of the Railroad Adminis- 
tration in July, 1920. He was born in Keokuk, Ia., September 
2, 1857. He was admitted to the bar in 1877 and practiced law 
at Keokuk until 1903. In the period from 1881-83, he was city 
solicitor in Keokuk. January 3, 1903, he was appointed general 
attorney for the Chicago & North Western for the state of Iowa, 
with headquarters at Des Moines. He served in that capacity 
until May, 1918, when he was appointed general solicitor of the 
North Western at Chicago. 

Mr. Davis has been in close touch with the affairs of the 
Railroad Administration and has, in fact, done the actual work 
of supervising the matters being handled by the Railroad Ad- 
ministration in liquidating the affairs of federal control. He 
had been mentioned as a successor to Mr. Payne. White House 
officials said there was no foundation for the reports to the 
effect that the President had considered appointing Herbert 
Hoover, secretary of commerce, as director-general. 


TRANSPORTATION OF COAL 


The Trafic World Washington Bureau 


In the view of Dr. George Otis Smith, director of the United 
States Geological Survey, and F. G. Tyron, coal statistician of 
the Survey, who have made an analysis of the obvious facts in 
the present coal depression, the railroads are able to furnish 
transportation for an output of coal greatly in excess of the 
present output and the controlling factor of present low preduc- 
tion is the consumer. 

“It may be charged that even in times of active demand the 
railroads can not provide cars to keep the mines busy con- 
tinuously,” Dr. Smith and Mr. Tyron say in their analysis. 
“Very well, then, measure the present depression against what 
we know the railroads can do. In the first week of March the 
output was 7,263,000 tons. The next week it dropped to 6,891,- 
000. The preliminary figure for the third week of March (14-19) 
is 6,525,000. Now, four months ago, before the market broke, 
the railroads were furnishing cars enough for an output of over 
12,800,000 tons a week. Indeed, on two occasions in the past, 
when extraordinary measures were invoked to stimulate car 
supply at the mines, the railroads provided transportation suffi- 
cient to get out a total of 13,100,000 tons. Thus, the present 
rate of output is less than half what the carriers can handle 
under pressure, and a good 6,000,000 tons short of what they were 
doing only last December. The best demonstration that the roads 
stand ready to handle more coal is that they have some 204,000 
open cars lying around idle on sidings, according to the Amer- 
ican Railway Association. Because these cars are idle the roads 
are discharging men by the thousands. And, as in the case of 
the idle mines and machinery, so with the idle cars; not only 
are they bringing the roads no revenue, when revenue is badly 
needed, but they are steadily eating up other earnings with 
capital and maintenance charges. 

“All signs, then, point to the consumer as the controlling 
factor in the present situation. Of course, the coal man has 
come to expect a period of dullness in early spring as one of the 
drawbacks of his seasonal business. But this year the slump is 
far worse than the normal, even considering the mild winter. 
For the consumer is having troubles of his own; the business 
depression has reduced his requirements. In December last, the 
beehive coke ovens, for example, were taking 600,000 tons of 
coal a week. Today they are using only 270,000 tons. Some- 
what the same reduction has been going on in other domestic 
industries and at the same time exports have also fallen sharply. 
With current consumption curtailed in this manner it is clear 
that the mere fact that production is down to six and a half 
million tons a week does not of itself prove that consumers are 
purchasing less than their requirements. Indeed, the rate of 
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output has not yet touched the low point reached during our 
latest real business depression in 1914. That, however, was sevey 
years ago, and our normal rate of growth has been such that 
7,000,000 tons in 1921 would be as low as 6,000,000 was in 1914 
If the business depression proves to be long-sustained, then the 
present low rate of production carries no threat of an approach. 
ing shortage of coal. If, on the other hand, business should 
suddenly resume at full blast we know that the railroads wil! 
hardly be in a position to haul coal enough to rebuild stocks, 
meet current consumption, and handle other freight at the same 
time without signs of distress.” 


COAL PRODUCTION REPORT 
The Trafic World Washington Bureay 


“Production of soft coal plunged downward again during the 
third week of March,” the Geological Survey, Department of the 
Interior, said in its weekly report under date of March 26. “The 
total output, including lignite and coal coked, is estimated at 
6,468,000 tons, a decrease of 433,000, or 6 per cent, when conm.- 
pared with the week preceding. The output was nearly 6,400,000 
tons short of the weekly rate attained last December, before the 
market broke, 

“The average production per working day was 1,078,000 tons, 
quite the lowest figure touched in the period covered by the dia- 
gram above except during the six weeks of the great strike. The 
present rate is 13 per cent lower than that during the post- 
armistice depression of early 1919, and yet consumers have now 
no such enormous stocks as they then possessed carried over 
from the year before. The present rate is 7 per cent lower than 
that of May, 1915. It is almost as low as the 1,003,000 ton aver. 
aged in April and May, 1914. In this connection it must be re. 
membered that the country’s normal rate of consumption has 
so increased in the seven years since 1914 that the equivalent of 
what was then 1,003,000 tons per day would now be 1,150,000 tons. 

“The following statement furnished by the American Rail- 
way Association shows the number of cars loaded daily: March 
14, 23,495; March 15, 21,906; March 16, 21,805; March 17, 20,190; 
March 18, 19,671; March 19, 12,309. 

“Loading on Monday of this week (March 21-26), according 
to preliminary reports, were 23,543 cars, and on Tuesday, 21,371. 
The total for the two days—44,914—-was 487 cars less than for 
the corresponding days of the week of March 5. This indicates 
a further decrease in production. 

“All-rail shipments to New England declined somewhat dur- 
ing the week ended March 19. Reports furnished through the 
courtesy of the American Railway Association show that 3,006 
cars were forwarded through the five rail gateways, Harlem 
River, Maybrook, Albany, Rotterdam, and Mechanicsville. Com- 
pared with the preceding week this was a decrease of 202 cars. 
During the corresponding weeks in 1920 and 1919, shipments 
were 3,351 and 2,193 cars, respectively. This is the first time 
since early October that the movement in any week of the 
present coal year has fallen below that of the corresponding 
week of the coal year 1919-20.” 


c.1.& L. BONDS 


The Chicago, Indianapolis & Louisville Railway Company 
has applied to the Commission for authority to issue $3,493,000 
of its first and general mortgage 5 per cent gold bonds repre 
senting the unsold portion of its first and general mortgage 5 
per cent gold bonds. Bonds to the amount of $3,261,000 have 
been sold. The applicant does not propose to sell the bonds at 
this time but to pledge them in part for loans from the gov 
ernment. 


B. & A. OPERATING CONTRACT 


The Boston & Albany Railroad Company, in a petition filed 
with the Commission, asks for approval of an operating contract 
between it and the Providence, Webster & Springfield Railroad 
Company under which the applicant operates the P. W. & S. 
railroad between Webster, Mass., and Webster Junction, Mass. 
The applicant states that since 1884, when the line of road it 
volved was built, it has operated the property under contract. 
A new agreement was entered into February 1, 1921, under 
which the Boston & Albany agrees to pay as rental 25 per cent 
of the gross revenues but not exceeding $15,000 annually. The 
Commission is asked to approve this agreement. 


LOAN TO S. A. L. 


The Commission has approved a loan of $1,451,500 to the 
Seaboard Air Line to aid that carrier in meeting maturing 1 
debtedness and to provide itself with additions and betterments. 
It is provided that the loan shall be made in five parts as fol- 
lows: $500,000 for additions and betterments to be paid to the 
company as soon as practicable; $143,000 for maturing indebted: 
ness on or after June 15, 1921; $293,500 for maturing indebtet 
ness on or after August 1, 1921; $375,000 for additions and bet 
terments on or after September 1, 1921, and $139,500 for matur 
ing indebtedness on or after December 15, 1921. The dates = 
are those upon which the government will pay the severa 
amounts to the carrier. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Interest to Traffic Men 


-_——— 


MEANING OF “CWT.” 


Editor The Traffic World: 

What does “cwt.” stand for? If it stands for a hundred 
weight, how many pounds is a hundred weight? If a hundred 
weight is 112 pounds, why do so many people write cwt. when 
they mean 100 pounds? 

Why did some tariffs formerly and probably now quote rates 
in “cwt.” when the usual and customary basis is 100 pounds? 
Don’t you think this confusing? Since the Shipping Board has 
put the American short ton on the seven seas, why cannot we 
of the United States (in the absence of the metric system) 
adhere to the American short ton and its equivalents? 

Willits & Patterson, 
Victor Labadie, Traffic Manager. 
San Francisco, Calif., March 23, 1921. 


EFFICIENCY IN CAR MOVEMENT 


Editor The Traffic World: 

Have noted with interest the several items appearing in your 
Open Forum of recent issues giving reference to efforts made 
by the carriers to speed up the movement of the freight traffic 
of the country and what has actually been accomplished in that 
direction. 

In co-operation with the Traffic Club, Inc., Troy, N. Y., and 
the traffic bureau of the Troy Chamber of Commerce, it was 
possible to forward a merchandise package car from Troy to 
San Francisco under date of February 14, 1921. 

The car was routed via the Delaware & Hudson Co., Dela- 
ware, Lackawanna & Western Railroad, New York, Chicago & 
St. Louis Railway, Chicago & Northwestern Railway, Union 
Pacific Railroad and Southern Pacific Company, and made a 
remarkable run to the coast, arriving at San Francisco at 10 
p.m., March 2, 1921, and made ready for delivery at 8 a. m. the 
following morning. 

We believe that our local traffic representatives were among 
the pioneers in developing a service of this character to many 
points, largely through the initiative and energy of W. J. Cip- 
berly, traffic manager of Cluett, Peabody & Co., Troy, N. Y., 
who is also president of the Traffic Club, Troy, N. Y., and this 
item is submitted as of probable interest to your readers, espe- 
cially those who are making a study of package car service. 

Geo. T. Russell, Traffic Manager, Ludlum Steel Co. 

Watervliet, N. Y., March 24, 1921. 


ACCURACY OF RAILWAY SCALES 


Editor The Traffic World: 

Recent articles in the Open Forum having reference to the 
accuracy of railway scales are very interesting, and bring up 
the question: “Is it in all cases necessary to depend upon scale 
Weights as obtained by carriers and have shippers used available 
means at hand to handle on basis of correct weights? We won- 
der if some of the shippers who seem to have complaints to 
make could not avail themselves of the service of the inspection 
bureaus and, where feasible, handle their shipments at actual 
or average weight under the supervision of the bureau in whose 
jurisdiction shipper is located. Such handling would avoid the 
alnoyance of overcharge claims. 

Chas. M. Long, District Traveling Inspector, 
Central Inspection and Weighing Bureau. 
Goshen, Ind., March 28, 1921. 


STARTING SHIPMENTS RIGHT 


Editor The Traffic World: 

Personally, I believe that when Mr. A. J. Kruse, of the Gen- 
eral Electric Company, Fort Wayne, Ind., reads the article in 
your March 26 issue (page 671) under the heading, “Uneducated 
— he will be convinced that the express company has 
oseny on itself an unnecessary burden (the On Hand Depart- 
bili In short, I believe that if shippers would take that responsi- 
‘uity of informing the consignee with a postal notice, giving full 





mermation as to case and invoice number and date shipped, the 
a wd wing to be made on a properly packed and marked case 
hand ‘a age, in time it would do away with the unnecessary on 
wae epartment of any transportation company, as the depart- 

mentioned is mostly composed of incorrect addresses and 





poor packing with a few dishonest shippers unloading their 
worthless stock on the transportation company for disposal. 

With a postal notice from the shipper giving us the truthful 
date of shipment, etc., I guarantee that the transportation com- 
pany has no rest until I have shipment at our door. 

I believe the time is ripe for all shippers to start their ship- 
ments right at the right time, and I am positive that they will 
land at the right place—the consignee’s door. 

The Thompson-Hudson Company, 
By F. D. Homer, Traffic Manager. 
Toledo, O., March 29, 1921. 


SOLUTION OF RAILROAD PROBLEM 


Editor The Traffic World: 

Representatives of the shipping public and the railroad ex- 
ecutives are concentrating every thought on the vexing problem 
of transportation rates and service. The shipper and traveler 
are asking why rail rates are not being reduced along with com- 
modity prices and the carriers’ officials are lying awake nights 
endeavoring to solve the riddle of stretching the income to cover 
expenses and leave a margin for betterments, interest on the 
bonded indebtedness, and return on investment, at the same 
time realizing the necessity for making rates that will permit 
the movement of a volume of traffic sufficient to utilize the car- 
riers’ facilities to the maximum capacity. 

The question is one of paramount importance to every citizen 
of these United States who travels a mile. We are all depend- 
ent, to a more or less degree, on rail transportation. Unless 
rail transportation can be economically produced high prices are 
inevitable. With transportation rates high many things neces- 
sary to our well being cannot be moved from points of produc- 
tion to places of consumption except at prices that make their 
use prohibitive. 

The shipper’s dollar buys less transportation service today 
than ever before. With prices of hundreds of commodities at 
or closely approaching pre-war levels transportation service is 
being furnished at rates 100 per cent higher than five years ago. 
The record is replete with instances that show rail rates con- 
sume the entire profit of the producer. So-called low-grade com- 
modities such as hay when shipped to comparatively near-by 
markets, bring prices that leave the producer little, if anything, 
after transportation charges are deducted. Thousands of tons 
of food products are not moving under existing rates, as experi- 
ence has shown that the freight charge exceeds the value of the 
produce. Both the carriers and shippers are in agreement that 
rates have reached the saturation point—in other words, are 
greater than the traffic will bear. Many railroad traffic men 
now fear that before expenses can be reduced so as to permit 
lower rates many lines of production will be localized to such 
an extent that lower rates will not restore traffic movements to 
former volume over the old distances. Railroad profits are 
gleaned from the long haul. Excessive terminal expenses in our 
congested trade centers render short-haul transportation unre- 
munerative and the carriers are generally willing to leave that 
business for the gasoline truck. With high rates tending to 
localize production, the carriers are worrying over the prospect 
of losing the long-haul business. Many sections of the country 
are already reducing the acreage planted to crops which have 
heretofore produced a surplus for shipment and are planting 
instead such crops as have formerly been imported. A striking 
example is the shortening of the cotton crop in the southern 
states, which are by nature best suited to producing cotton. The 
northern states cannot produce it, but they can and do produce 
a surplus of grain and hay, which has, until the present, found 
a ready market in the southern states from Georgia to Arizona. 
Transportation rates during the past six months have added to 
the cost of delivering these products in the South until the 
southerner is, for his self-preservation, curtailing the production 
of cotton and raising his own grain and alfalfa. The records of 
the Cincinnati Grain and Hay Exchange, which serves as a con- 
necting link in the merchandising of grain and hay into the 
South, show a decrease in volume of business moving into that 
section. At a recent conference of traffic men in St. Louis testi- 
mony was introduced to the effect that one shipper from Iowa 
had moved some 350 carloads of grain products into the Mis- 
sissippi Valley territory in the six months prior to August 20; 
1921, the date of the last rate advance, while subsequent to that 
date not a single carload had moved. Many manufacturing busi- 
nesses are relocating nearer sources of production and sale, all 
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of which will shorten the haul of raw materials and product. 
The increased consumption of canned milk in the East has been 
noted. This has been made necessary owing to the excessive 
cost of importing feed for dairy cattle. These and hundreds 
of typical instances offer a reason why there are today approxi- 
mately 400,000 idle freight cars standing on sidetracks accumu- 
lating rust; they also explain why the operating forces of the 
carriers are being reduced as rapidly as possible. 

As it is the shipper’s dollar that pays railroad expenses, 
including wages, he is naturally curious to know what said dollar 
really buys. Let’s have a look and learn how said dollar is 
distributed according to present methods. Based on the latest 
returns to the Commission for 1920, approximately 60 cents went 
to cover the compensation of the operatives, 30 cents to cover 
materials and supplies, 7 cents to cover taxes, rentals, claims, 
etc., and the balance to cover return on capital investment. It 
is apparent where to look for the cause of high rates. 

The shipping public is primarily interested in obtaining 
transportation service adequate to meet its needs at rates that 
will permit economical distribution of the products of the soil, 
mine and factory; but with operating expenses equaling 93.59 per 
cent of operating revenue it does not require a computing ma- 
chine to determine what the shipper’s chances are for properly 
adjusted rates. 

At the conclusion of government control, the roads were 
handed back to their owners in a badly run-down condition, re- 
quiring millions for rehabilitation. The 1920 transportation act 
was passed by Congress, instructing the Commission to make 
rates that would place the carriers on their feet. A revolving 
fund was created from which the carriers could borrow funds 
needed for betterments and repairs. This fund was to have 
been augmented by the surplus from carriers earning over 6 
per cent. The fund, however, is threatened with extinction in 
view of the fact that the carriers, as a whole, failed to earn even 
the so-called guaranty of 5% per cent. That the roads sorely 
need the necessary funds for rehabilitation none can deny. That 
the advanced rates have failed to produce the necessary coin is 
apparent. The carriers could readily absorb from five to seven 
billion dollars added capital, but who is to supply it? Certainly 
not the average investor with some loose change lying around 
who can earn at least 4144 per cent on government bonds, while 
the carriers cannot assure an earning power to exceed 2 per 
cent under present conditions. 

Rehabilitation and reduced rates are impossible under pres- 
ent methods of disbursing the shipper’s dollar. With operating 
expenses within about $400,000,000 of operating revenue, there 
is but one answer—expenses, including labor costs, must be ma- 
terially reduced. The radical rail labor leaders assert, however, 
that they will not willingly give up any part of the 60 cents 
they get out of the dollar. The 30 cents expended for materials 
and supplies cannot be materially curtailed until the price of 
coal, the largest item of expense, is lowered. The miners have 
a wage contract running into 1922, so there is little saving to 
be expected from that source for many months. But expenses 
must be reduced, not only to enable rate reductions, but, in many 
cases, to enable the carriers to meet their bills, which, if not 
accomplished, will throw them into the bankruptcy courts or 
government ownership. After two years’ experience with gov- 
ernment control the shippers believe the former alternative 
preferable. The business world is not keen for having our car- 
riers thrown into the political pork barrel to become the prey 
for the party henchmen and the radical rail labor element. The 
two trotting in harness together would soon have a noose around 
the neck of the shipping public that could not be easily loosened. 
Will the American spirit of justice allow our transportation lines 
to face either of these alternatives? 

It is hard to conceive that the people of this great and pro- 
gressive nation would ever submit to assume a bonded indebted- 
ness of twenty billions of dollars in order that our carriers might 
be brought under the bureaucratic control of party politics or 
the Bolshevistic element in our labor unions. The official report 
of the Canadian government-owned railroads that appeared re- 
cently shows that labor absorbed 75 per cent of the roads’ op- 
erating revenues, causing a deficit for 1920 of some seventy 
million dollars. Do the American people wish to assume a pro- 
portionate burden and make good a deficit caused by organized 
railway labor having taken the lion’s share of the shipper’s 
dollar? Yet Canada’s plight demonstrated what would happen 
were the American roads to become nationalized. 

There is, however, a better way out of the woods, and the 
writer is sanguine enough to believe that, with the radical anar- 
chistic and un-American element eliminated from control of the 
councils of the railroad brotherhoods and clearing the hoggish 
element from the boards of directors of carriers, there is an 
excellent prospect for a sane and reasonable solution of the 
problem whereby the two classes can work together to serve 
the public whose servants they are, and enjoy a just and equita- 
ble distribution of the results of their joint effort. 

A proper combination of money, brains and brawn, as repre- 
sented by the stockholder, the management and the workers, is 
absolutely essential to the successful operation of a railroad or, 
in fact, any other business enterprise. There must be money 
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to provide a suitable plant and supply working capital; brains 
are necessary to plan and direct the operation of the property 
that profit may result. A combination of brains and money with. 
out workers willing to co-operate in the execution of the plang 
of management is worthless. As each class is indispensable to 
the other to the end that the business may be profitably con. 
ducted, it follows that each class is entitled to a fair share of 
the resultant profits. When either class attempts to take from 
the business more than its equitable share, disaster is bound 
to follow. The investor who puts his money into a railroad igs 
entitled to a fair return on his investment and no more; like. 
wise, brain and brawn must receive a fair and just compensation, 
and no more, but neither element should exact more than an 
equitable portion to the detriment of the other and a com- 
bination of the two cannot be allowed to draw down unwar-. 
ranted profits to the detriment of the shipping public, whose 
dollars foot the bills. Dividends to capital and labor alike must 
be predicated on fair and reasonable rates, instead of making 
rates that will produce unreasonable compensation to either or 
both. The Commission, under the 1920 transportation act, is 
charged with the duty of making rates that will produce 5% 
per cent on the value of railroad property devoted to public use. 
The same act created the U. S. Railroad Labor Board, charged 
with the duty of adjusting rail wages; the act, however, fails to 
charge that body with the responsibility for so adjusting wages 
as to come within the confines of the carriers’ ability to earn. 
The result of this maladjustment proves that the garment must 
be cut according to the available cloth. The Commission has 
made the rates, the Labor Board has ‘‘adjusted” wages, but it 
proves to be the same old proposition of driving the horse to 
water. The shipping public simply cannot or will not move the 
tonnage on which to apply said high and unreasonable rates— 
hence the 400,000 idle cars and the carriers’ shrunken dividends 
which were on the average but slightly in excess of 1% per cent 
on the $18,900,000 invested. 

The writer believes that constructive criticism would be 
welcomed by both investors and workers to the end of adopting 
some workable plan, under which both elements can join in 
producing transportation, that will be acceptable to themselves 
and the shipping public. With that idea in mind, he offers the 
following: 

Money capital has always insisted on demanding the lion's 
share because it has taken all the chances and pocketed all the 
losses in the business game. It has taken the bulk of the profits 
in the fat years to compensate for its losses in the lean ones. 
Labor demands, and recently has been getting, said lion’s share, 
and even now is unwilling to bear a proportionate share of the 
losses; in fact, it is today insisting on receiving its demands 
even though to comply means rates greater than the traffic will 
bear. It took a Roosevelt and his “big stick” to whip organized 
capital into a realization of its duties to the public. Some such 
drastic measures are necessary to compel organized labor to 
divest itself of the hyphenated Bolshevistic and un-American ele: 
ment that would control its policies to the detriment of the 
working classes as a whole. 

As money, brains and brawn are necessary to the railroad 
business, they should each be capitalized and receive their re 
ward in proportion to their respective capital investment in the 
business of producing transportation. The Commission has 
tentatively placed a value of $18,900,000,000 on the money capital 
of the carriers. Let us approximate the capitalized value of the 
brains and brawn invested in our railroads. In 1920 there were 
1,993,524 employes, from presidents to section men, serving the 
class I carriers, to whom an average compensation of $1,806 per 
annum was paid. This average was more than 18 per cent ol 
the average for 1917, which was $1,004. The real value of these 
employes lies somewhere between these two figures. Labor has 
insisted on compensation in proportion to the cost of living; by 
this token a reduction is in order now. The index figure pub- 
lished by Rosenbaum’s Review of Chicago covering 37 commodi- 
ties, was, on January 22, 1921, at 200 while on March 26 it stood 
at 151.5, an approximate decrease of 25 per cent in about three 
months. The index figure published by the Alexander Hamilton 
Institute of New York a year ago was 296.6, while at the end ol 
February it was 189.7, a decline of approximately 35 per cent 
for the year. The pre-war figure was around 150. If we adjust 
the $1,944 on the basis of the decline in living costs, the averag¢ 
compensation of rail employes should be somewhere near $1,930! 
per annum, and then it would be $304, or about 30 per cent, highe! 
than in 1917. Assuming $1,300 to be a fair figure, it represents 
a return of 5% per cent on $23,600, which is the monetary equiv 
lent of the brains and brawn investment of the average rail 
employe. The 2,157,989 employes, each contributing the equal 
of $23,600, would give a total capitalized investment of $47,041, 
166,400, which, added to the money investment of $18,900,000,00, 
makes a total of $65,947,166,400 invested by money, brains ané 
brawn in the transportation business, which is in the ratio of 
about 3% to 1. 

If the stockholders and brotherhoods wish the support ? 
the shipping and traveling public, they should step out and ed 
press a willingness to permit the making of rates that will ri 
courage the movement of traffic, the utilization of the plant to Ws 


April 


fulles 
basis 
the & 
divide 
their 
could 
to bri 
Comn 
be th 
was § 
cellan 
etc., 
been 
braw! 
202,79 
worke 
strate 
mone: 
a cap 
taxes, 
on th 
the bi 
so thé 
these 
would 
drone: 
pendit 
being 
of tra 
mit a 
result 
larger 
T 
appoir 
labor 
land f 
tion, | 
where 
can be 
lic, th 
thorou 
reconc 
brains 
countr 
a bett 
As 
tion of 
terms 
and pr 
tive ar 
ageme: 
in any 
cause 
plane 
profit 
wisdon 
vestors 
of prof 
So 
“stock’ 
nomic 
of his 
compa! 
capabl 
that is 
per cer 
be issi 
based. 
be can 
of prof 
could & 
dividen 
ing acc 
of the 
“divide 
of Wag 
the vol 
tO cove 
further 


‘ 





‘ains 
erty 
vith- 
lans 
e to 
con- 
e of 
‘rom 
und 
id is 
like- 
tion, 
n an 
com- 
war- 
hose 
nust 
king 
Tr or 
t, is 
aM 
use. 
rged 
ls to 
ages 
arn. 
must 
has 
ut it 
e to 
» the 


ends 
cent 


1 be 
ting 
n in 
slves 
; the 


ion’s 
| the 
‘ofits 
ones. 
hare, 
* the 
ands 
will 
1ized 
such 
r to 
| ele- 
the 


road 
r re- 
1 the 
has 
pital 
f the 
were 
r the 
) per 
it of 
hese 
> has 
; by 
pub- 
nodi- 
tood 
hree 
ilton 
1d of 
cent 
{just 
rage 
1,30 
gher 
sents 
iva: 
rail 
qual 
047, 
),000, 
and 
io of 


rt of 
J ex 
] en: 








April 2, 1921 





fullest extent, and then agree to accept compensation on the 
pasis of a distribution of the net revenues, after deducting from 
the gross receipts the cost of all other expenses, exclusive of 
dividends and wages, in proportion to the capitalized value of 
their contribution to the business, which, as is shown above, 
could be on the basis of 25 per cent to money and 75 per cent 
to brains and brawn. If the figures for 1920, as put out by the 
Commission, were adjusted on this basis, the following would 
be the result: The gross operating revenue of the class I roads 
was $6,225,402,762; the cost of materials, supplies and other mis- 
cellaneous items aggregated $2,919,650,696; taxes, rentals, claims, 
etc. totaled $336,940,867, leaving $2,968,811,199, which, had it 
peen divided on a 3 to 1 basis, would have given the brain and 
prawn investors $2,226,608,400 and the money investors $742,- 
202,799. The actual division was, however, $3,599,746,000 to the 
workers and $62,264,421 to stockholders. This thoroughly demon- 
strates than brains and brawn profiteered at the expense of the 
money investors to the extent of about $1,373,000,000, based on 
a capitalized valuation. Some may criticize the deduction of 
taxes, rental charges, etc., before prorating, but that is justified 
on the ground that money, brains and brawn are partners in 
the business and, as such, should contribute to these expenses 
so that each bears its proper proportion. The compensation of 
these three essential elements on the basis of capitalized value 
would secure closer co-operation looking to the elimination of 
drones, padded expenses, unnecessary overtime, unwarranted ex- 
penditures, burdensome working rules, etc., thus bringing into 
being a more efficient organization capable of reducing the cost 
of transportation and permitting rate reductions that would per- 
wit a resumption of traffic movements over the long haul, the 
result of which would be increased earnings and consequently 
larger amounts to be distributed between the workers. 

The writer does not claim to be a twentieth century Moses 
appointed to bring the carriers out of the bondage of perverted 
labor unionism through a wilderness of rehabilitation into a 
land flowing with just and reasonable dividends and compensa- 
tion, but he does believe he has perfected the details of a plan 
whereby the carriers or, in fact, any other producing enterprise, 
can be so organized as properly and faithfully to serve the pub- 
lic, the investor and the worker. He believes the plan to be 
thoroughly workable and one, if put into operation, that would 
reconcile the heretofore conflicting interests and enable money, 
brains and brawn to conduct the transportation business of this 
country to their mutual advantage and at the same time render 
a better and more economical service to the shipping public. 

As already indicated, the plan contemplates the capitaliza- 
tion of the money, brains and brawn invested in our carriers in 
terms of dollars and cents. Such a system would restore public 
and private confidence in the investment world, promote initia- 
tive among the workers, and accord to each a voice in the man- 
agement without destroying the principle of property rights or 
in any way detracting from the idea of private ownership, be- 
cause they are partners and, as such, are working on the same 
plane to accomplish a common purpose—that of producing a 
profit from the conduct of the business and, with the combined 
wisdom of the best talent drawn from the field of money in- 
vestors and the ranks of the workers, an increased distribution 
of profits would be assured. 

Some of the details of the plan provide for the issuance of 
“stock” to the employe in proportion to a predetermined eco- 
nomic value to the corporation, which would become the measure 
of his participation in the profits so long as he remained in the 
company’s service. For example, if a clerk or mechanic is 
capable of earning $1,200 a year in any other line of business, 
that is his economic worth to the carrier and represents 5% 
per cent on about $21,800; therefore, to such an employe would 
be issued 218 shares of “stock” on which his participation is 
based. Should he be dismissed for any cause the stock is to 
be canceled and reissued to his successor, if any. Distribution 
of profits to the money stockholders and employe stockholders 
could be made quarterly. To money would be given its regular 
dividend. The employe, however, would have a monthly “draw- 
Ing account” equivalent to a fair living wage, but at the end 
of the quarter he would receive the difference between his 
dividend” and the amount advanced on account in the form 
of wages. In the event of the withdrawal of money capital or 
the voluntary resignation of an employe, an amount sufficient 
0 cover the cost of replacement would be withheld. The plan 
further contemplates that money, brains and brawn shall con- 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements ars as follows: First insertion, $1.60 pe 
line: minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
8 point type; payable in advance. Answers to keyed advertisements 
ay han free and all correspondence held in strict confidence. The 
fy FFIC WORLD, 418 South Market Street, Chicago, III. 


POSITION DESIRED—My training and experience make me com- 
petent to perform the duties of either Traffic Manager, Car Service 
Superintendent or assistant thereto. I thoroughly understand and can 
satisfactorily handle rate, claim, tariff matters, etc., with carriers or 
various commissions. 








therefore I fully understand car leasing, A. R. A. Rules of Inter- 
change, also recording and auditing of private car mileage and repair 
bills. I am available right now. Opportunity first consideration, sal- 
ary and location second. I can furnish Al references both as to 
ability and character. If further information or my services are 
desired. address ‘“MBMX.” Traffic World, Chicago, Il. 





WANTED—Man with traffic experience, railroad or industrial, by 
mxanufacturing concern. State experience, age, nationality, references, 
and salary wanted. Address Y. L. O. 349, Traffic World, Chicago, Il. 


POSITION WANTED—Experienced Traffic Man wishes to make 
a change. New England preferred. Address A. Y. L. 339, Traffic 
World, Chicago. 


POSITION WANTED—tTraffic Manager, with fifteen years’ rail- 
read, industrial, Board of Trade and Association of Commerce traffic 
experience, desires change. Reference, present employers and big 
traffic men of country. If interested in securing services of man to 
handle rate prohlems and cases before the Commissions address R. O. 
W.. Traffie World, Chicago. 


POSITION WANTED—Traffic Manager, eleven years’ railroad, 
three years’ industrial experience. Complete knowledge of claims, 
rates, demurrage, tariffs and general traffic work. Diploma Inter- 
national Correspondence Schools, Scranton. Married. Age 35; excel- 
lent eredentials. Address “Tires,’’ Traffic World. Chicago. 


POSITION WANTED—Traffic Manager, thoroughly equipped, con- 
scientious, well versed all phases of traffic work, technically trained. 
Address O. Tu. R. 345. Traffic World, Chicago. 


POSITION WANTED—Traffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks Peed field. Address R. E. E. 301, care Traffic World, Chi- 
cago. TI. 


WANTED—Traffic Manager and auditor for short line railroad in 
Louisiana who is able to handle all the business and accounting 
features but not necessarily experienced in operations of trains or 
keeping up the road. Please state age, give complete list of former 
employers and length of service and position with each and salary 
Address “‘Auditor.”’ care Traffic World, Chicago. 























WANTED—Traffic Manager, hetween ages of 25 and 40 years, for 
manufacturing company. Give full particulars, such as experience, 
— and salary wanted. Address Lock Box 697, Uhrichsville, 

oO. 








FOR SALE—Several thousand first-class 6x8—8 ft. oak railroad 
cross ties. Can also furnish oak switch ties to order. L. E. Pearson, 
Edwardsburge. Mich. 
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FOR EXPERT TRAFFIC MEN. Many concerns now pay their traffic 
managers $5,000 to $10,000 a year. Yet the traffic man who gets this 
big pay must actually know traffic work. You can quickly become a 
real traffic expert—stop losses—earn big money for yourself. Countless 
good openings for trained men. 

LEARN AT HOME—BOOK FREE. New home study Actual Prac- 
tice Method will quickly make you a Certified Traffic Manager. You can very soon 
qualify for a splendid traffic position. Write quick for big, new, illustrated book 
describing this wonderful training in detail. Write today. Address AMERICAN 
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tribute equitably to the losses as well as sharing in the profits. 
This is accomplished through the medium of a sinking fund 
invested in government, state and municipal bonds, in farm 
and urban real estate, mortgages, and in savings banks, where 
employes can borrow at nominal rates of interest. Applying 
this principle to the 1920 figures heretofore quoted, we would 
have set aside 1 per cent, or $29,688.12, out of the net amount 
available for distribution. This fund would accumulate by addi- 
tions and interest accessions from year to year until it assumed 
proportions adequate to tide over the years of depression which 
experience has shown occur with a degree of regularity in the 
cycles of trade. At such times the fund is tapped for a suffi- 
cient amount to stabilize dividend payments to both classes of 
investors and thus render it unnecessary to reduce dividends 
to money or cut wages to the workers until the fund was ex- 
hausted and, if properly constituted, should be large enough to 
meet all demands that could possibly be foreseen over a period 
of three to five years. In event of the dismissal of an employe 
for any cause, his portion of the fund would be returned, minus 
an equitable surrender charge to compensate for the reduction 
of the fund and, should a money investor sell his stock, he 
should likewise take his share of the fund, less a surrender 
charge. 

There areé many minor details which space will not per- 
mit enlarging upon, but the whole plan is one that will merit 
careful consideration by those who are interetsed in a solution 
of the transportation problem. The writer will, within the limits 
of the time at his disposal, be pleased to appear before inter- 
ested boards of directors and by appropriate facts and figures 
demonstrate the complete plan in all its details. 

B. J. Drummond, Traffic Manager, 
Cincinnati Grain and Hay Exchange. 
Cincinnati, O., March 29, 1921. 


A GOVERNMENT OWNERSHIP DREAM 


Editor The Traffic World: 
What is the constant problem before the fruit man? Don’t 
all answer in the same breath. There is but one answer—freight 





rates. The freight rate is the one endless chain which winds 
about us, over us, and under us, and finally gets us. At one 
clip it goes up 25 per cent; then another 33% per cent. Up and 


down and all around, we are kept figuring out these mysteriously 
arranged freight tariffs which might as well be called the Ouija 
boards of commerce—they tell you everything under the sun 
except the identical information you require before you can put 
a sane price on your goods. 

We are wonderfully smart people. Uncle Sam takes over 
the railroads and we start kicking until Uncle Sam lets loose. 
First we get a gentle little dose of 25 per cent increase. We 
wiggle a little, but try and look happy. Along comes a 33% 
per cent jump. Then we discover that, after all, there was no 
special advance in cost of service under Uncle Sam, and we 
start kicking again, and then come about as near stopping ship- 
ping as we can so that we may be able to “bust” the railroads 
if they don’t pay attention to our kicks. And when we bust 
one of them, just as we used to do in the good old days, what 
will be the result? Just a little United States court receiver 
to put said road back on its feet after all of the plugs have been 
taken out and the tire pumped up again for action. And so we 
go on and on and over and over the same old trail. What’s the 
answer? 

Why not wipe our glasses and, getting on the top of the 
hill, see the freight rate situation with a close-up view? Let 
me illustrate: Mahala No. 1 is being drilled on the side of a 
foothill and in the center of a mound. Look north and one gets 
a fine view. Look south and one gets another fine view. Di- 
rectly west one can see only the range of near-by foothills. 
Directly east is one great sloping hill leading down from my 
headquarters to the well site. But get up to the office and one 
gets a wide panorama, including the mountains on the north, the 
beautiful Corona district on the east, and on the south the great 
range of foothills of Orange County. One can get a view for 
forty miles without an obstruction. Get up here and you realize 
what it means to absorb a wider vision. Why not look at the 
freight rate problem the same way? 

The railroads have been for all these years handling many 
thousands of cars each year of California citrus fruit with a 
postage stamp or blanket rate for all points east of Kansas City. 
It was all the same—Chicago or Philadelphia, St. Louis, or New 
York. All right; if they could do this and survive and want 
more citrus tonnage right along, as they have shown they want, 
why couldn’t they make a postage stamp rate on other products 
not only from California to the East, but Florida to the West, 
Michigan to Texas, and Washington to Florida? Why not? 


There can be but one answer—either too many details or such 
a plan would fail to give one side of the continent a preference 
which it now enjoys, apparently, it seems, at the expense of 
the other side; otherwise, the Interstate Commerce Commission 
would not be handing out these 25 per cent increases and then 
torcing the railroads to choke down a 33% per cent increase on 
top of the 25 per cent until it chokes all hands. 


The rate is so 
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infernally high that the increase acts not as a tonic but as a 
dope; the railroads are waking up to the fact that if they are 
handed many more lemons of this type they will be worse off 
than they were before. The sidetracks are choked with empty 
cars and they lose in one day more than they formerly made in 
two. The tonnage evaporates as quickly as a car of cantaloupes 
can go down on an August day. 

When Director-General McAdoo took hold of the: job of han- 
dling traffic his auditors soon knew just how many cars there 
were, how many miles of track, of sidings, how many engines 
and how many train crews in the entire country. It would not 
take very long to know with reasonable accuracy just what it 
costs per car to handle freight. Not all this fantastic per ton 
mile stuff and this per mile haul or per car mile and all those 
technical terms which are dished out to us at every rate hearing 
for the wise-looking lawyers to wrangle over, but the common. 
sense, every-day figures of average costs, taking all distances 
and all freights. Then prorate the cost or expense against these 
cars—the records show just how many cars are shipped per day 
taking in all the country—and taking the figures for a year to 
reach a basis for figuring. 

The transcontinental railroads have all along proved it can 
be done with citrus fruits from California—then why not with 
Florida citrus and so on down the line? If it works—and it has 
been proven, as I have said, with California citrust—why stop at 
citrus and leave out vegetables or cantaloupes? Why cut out 
Michigan or Wisconsin or Texas or Georgia or New York? Each 
has its special crops which are certainly entitled to a square 
deal. What will happen if all get the same sort of square deal 
—more production, more shipments, less complaints of high cost 
of food, less complaints of no outlets, hence losses to producers; 
and, particularly, a minimum of losses from decay and abandoned 
fields and orchards. 

Until everyone has plenty to eat and to spare there is little 
chance for any overproduction. What prevents everyone having 
a chance to have plenty of fruits and vegetables at a living 
price? The inequalities of freight rates. One section goes with- 
out while another is glutted. 

Stand on top of the hill and see what would happen if Uncle 
Sam again took over the roads; remember he had them under 
the most adverse conditions possible. Knowing by accurate 
surveys the actual costs, applying the postage stamp rate every- 
where and on all products, every section of the country would 
be supplied through direct shipments and the law of supply and 
demand would have full sway. If Georgia wanted lemons and 
New York did not, the lemons would go where they were wanted 
and not where they are not wanted—which is the bright way 
we do it at present. What difference would it make to a train 
crew in what state it was working? There would be just so 
many train crews required with a certain volume of tonnage 
and, like other government employes, the crews would have 
no cause to render any less service than is given every day by 
our faithful mail carriers, our expert railway mail clerks, and 
our alert, steady postoffice clerks. When the Christmas mail 
increases, Uncle Sam puts on more help to handle the rush and 
manages to get away with the job with no little credit and, after 
all, shows fully as great an efficiency as we found in the grape 
deal, for example, last season in the San Joaquin Valley during 
the car shortage. 

The more letters you write and mail the better Uncle Sam 
likes it. He carries one clear across the United States for a 
two-cent stamp. He will carry 1,000 or 1,000,000—all at the 
same rate per letter. Transportation is the fundamental behind 
this service. Transportation is the fundamental behind the 
movement of freights and vegetables and other food products 
and there is no sane reason why the “average” rate system 
could not be made to apply to these. The cars are in existence 
and more can readily be built as needed; the trackage is laid 
and seasoned; the motive power is developed; the trained men 
are enrolled and have had long experience; the change could 
be made just as easily as the roads went under Uncle Sam one 
day and many months later tried to creep back into the hands 
of their owners on a fixed day. Ever since then their owners 
have been bewailing their fate and, even with all the increases, 
are still howling for more. 

One car rate everywhere—a blanket rate per car in either 
direction, for one food product the same as another, for one 
manufactured product as for another, would solve this eternal 
freight puzzle, this endless chain which fetters us and blocks 
production, delays distribution, and checks consumption. A crop 
failure in California can thus be quickly relieved through the 
heavier production in Colorado, and vice versa. Prices logically 
will be stabilized so that production, in place of being speculative 
and extremely hazardous, will become uniform. 

What do you think of the propositions? Chew it over and 
consider how steadily Uncle Sam’s mail service handles the mail 
from New York to California in four days for a two-cent stamp, 
whereas it used to take a whole month to get a letter from one 
coast to the other at a cost of a dollar. We have gone forward 
with our mail service, but with our freight service we are just 
where the old pony express service left us. ; ; 

Isn’t it about time to get up the hill and look the situation 
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THE TRAFFIC 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 






We Can Put 


Light On Your 
Shipping Problems 


Campbell Tags possess extra strength and are 
made in all sizes. 


Campbell Deadlocks are made with both sharp 
and blunt points. All of them possess the 
Campbell eyelet which increases the tension. 


CAMPBELL PAPER BOX CO. 


Campbell Wire Specialty Works 
South Bend, Indiana 

















TRAFFIC MANAGERS 


The I. C. C. Special Permission No. 50340, August 5, 1920, Gives the Transportation 
Companies Eighteen Months (1624% to be Issued Every 3 Months) to Publish Their Tariffs. 


We are publishers of the following Standard Loose Leaf All-Rail Freight Rate Guides 
= eg 2 From the Principal Cities 
United States Edition of the United States 
EASTERN EDITION from CANADA EDITION from 
New York, Philadelphia, Boston and New England Montreal, Toronto, Hamilton and London 


GETZLER’S GUIDE, INC., Rochester, N. Y. 


Traffic and Railroad Men wanted to sell these Editions in all cities, on spare time. Liberal commission paid. 





The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


} | ype for immediate delivery. The only authoritative and complete guide for 
exporting manufacturers. Contains accurate detailed information on every 
question which can arise in connection with an export order. 


| CONDENSED TABLE OF CONTENTS 


Alphabetical Index of Ports, Cities and Countries of the Distances from New York (Table). 
World Drawbacks on Export Shipments. 







Sm 8 
EDITION § 





Alphabetical List of Steamship Lines and Agents. Foreign Drafts (Arrangement of). 

Approximate Values of Foreign Coins. Foreign Postage Rates. 

Banks and Bankers in Foreign Trade. Foreign Weights and Measures (American Equivalents). 
Bills of Lading (Arrangement of). Mail Time to Foreign Cities. 

Cable Rates. Marine Insurance. 

Commerce, Industries, etc., of each Country. Metric Weights and Measures. 

Commercial Terms (Explanation of). Minimum Bills of Lading (for each shipping route). 
Consignment of Goods. Parcels Post. 

Consular Invoices (Fac-similes and Instructions). Packing for Export. 

Consular Regulations (in full for each country). Postal Money Order System (Foreign). 

Consuls (American and Foreign). Protection of Trade Marks Abroad. 

Conversion Tables of Foreign Currencies. Selling American Goods Abroad. 


and 
All the Shipping Routes from New York, Philadelphia, Boston, Baltimore, Savannah, New Orleans and Pacific 
Coast Ports to all parts of the world, arranged under countries which they serve. Each section gives complete 
detailed information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


“We have many inquiries from our members engaged in foreign trade for information relative to steamship routes, sail- ¢ 

Ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship POR on 

regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. s Fax a8 
“ 


° Ss 

Our experience in connection with the gathering of export information has developed that your work contains com- a 

plete and up-to-date information in condensed form; your publication is practically our text book on export oy’ 
matters and is in almost daily use.”’ 4 Se 

THE MERCHANTS’ ASSOCIATION OF NEW YORK. 7 Ose * 


&. x 
With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- 4 SH of Pst 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in 7 = & *s 
which they may be conveniently filed. > 


FREE EXAMINATION OFFER 28 SES 


7 i) 
Don't send any money. Mail the coupon and we will send the ENCYCLOPAEDIA for five 4S Ny 
days’ free examination. If you find it valuable, send us your check for $15.00 for the com- Pug 
plete service. If not, send it back, charges collect. It doesn’t cost you a cent, so fill 
in and mail the coupon. 
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full in the face? Several thousand fruit men who would have 
thrown up their hands at any mention of. government owner- 
ship and operation of railroads five years ago are now openly 
Saying there is something radically wrong about the present 
deal. These men are not afraid of government ownership now; 
would they be if the postage stamp car rate was applied in all 
directions and for all distances? They recall that California 
citrus fruits have increased tonnage many-fold under the postage 
stamp rate. If the railroads under private operation prospered 
with such an arrangement, what would happen if the same rule 
applied to all industries and to all products? 

The letter Bill Jones writes to Sam Smith gets the identical 
service the letter I write to you. And yet you never object to 
that—nor do I. Then why not so change our other and greater 
transportation problem to an equitable basis? We can use the 
wire instead of using the mail, but we can’t get our fruit across 
the country another way than by rail or water. Instead of work- 
ing for the railroads why not have the railroads working for us? 

Arthur S. Westfall. 

Los Angeles, Calif., March 19, 1921. 


MINOR COMMISSION ORDERS 


Oscar Mayer & Co., Inc., have been permitted to intervene 
in No. 12176, Morris & Co. vs, Chicago Junction Railroad et al. 

The order in No. 9308, Indianapolis Chamber of Commerce, 
Freight and Traffic Division, et al. vs. C. C. C. & St. L. Ry. et al., 
has been modified to become effective April 15 instead of April 1. 

The order in No. 11764, Texas intrastate rates, has been 
modified so as to permit the San Antonio & Aransas Pass Rail- 
way to establish and maintain a rate of 4 cents per 100 pounds 
on crude and fuel petroleum, carloads, from San Antonio to 
Florine, Tex., on shipments consigned to, for the use of, and 
as to which the charges are paid and finally borne by, the 
Southwestern Insane Asylum. The asylum is a state institution, 
and the railroads, under the law, are not required to apply the 
same rates that they charge to institutions that are not part 
of governmental machinery. 

The Commission has dismissed No. 10276, Pittsburgh Steel 
Co. vs. the Monongahela Railway, Director-General et al., upon 
request of complainant. 

The Commission has dismissed No. 8895, Board of Trade of 
Chicago vs. Lehigh Valley Transportation Co, et al., the matters 
under consideration having been satisfactorily adjusted. 

No. 9599, Earle Cooperage Co. vs. St. L. I. M. & S. Ry. et al., 
has been dismissed on request of complainant. 

The Commission has dismissed No. 9570, Memphis Merchants’ 
Exchange vs. Alexandria & Western Ry. et al., saying that the 
proceeding has been held on the Commission’s suspense docket 
for more than two years at complainant’s request; that the record 
does not afford a basis sufficient to enable the Commission to de- 
termine the issues involved; and that complainant was advised 
that the proceeding would be dismissed unless it should advise 
the Commission on or before January 1, 1921, of its desire to 
prosecute to a conclusion. The complainant has failed so to 
notify the Commission or to further prosecute the complaint. 

On request of the complainant, the Commission has dismissed 
No. 9598, Earle Cooperage Company vs. St. L. I. M. & S. Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to inter- 
vene in No. 12285, Corono Coal Co. vs. T. & P. Ry. et al. 

The Commission has reopened No. 11860, Montana rates and 
fares, solely for the purpose of according hearing on the petition 
of the Butte, Anaconda & Pacific Ry., electrically operated in 
part, asking that it be allowed to benefit by the decision of the 
Commission in the Montana intrastate rate case. 

The Commission has reopened for further hearing No. 10737, 
Monroe Shingle Company vs. Director-General, St. Louis-South- 
western Ry. et al. 

The Commission has dismissed No. 10275, Pittsburgh Steel 
Co. vs. P. & L. E. and Director-General, at the request of the 
complainant. 

The Board of Railroad Commissioners of South Dakota has 
been permitted to intervene in No. 12146, National Live Stock 
Shippers’ League et al. vs. A. T. & S. F. et al. 

The Commission has re-opened No. 11197, Owensboro Wheel 
Co., Ine., vs. Director-General, Southern Ry. et al., with respect 
to the reasonableness of rates on lumber and bent rims. 

The Commission has re-opened No. 9723, Natchez Chamber 
of Commerce et al. vs. St. L. I. M. & S. et al for further hearing 
on the question of prejudice. 

Ables & Rinker et al. have been permitted to intervene in 
No. 12358, Texas Live Stock Shippers’ Protective League et al. 
vs. Abilene & Southern et al. 


LOAN TO M. & ST. L. 

The Commission has approved a loan of $1,382,000 to the 
Minneapolis & St. Louis to aid it in meeting maturing indebted- 
ness. The company asked for a total loan of $4,398,500, the dif- 
ference between that sum and the amount of loan granted to 
have been applied on the purchase of new equipment and for 
additions and betterments. The part of the application relating 





to money for equipment and additions and betterments will be 
considered separately, the Commisison said. 
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GRAIN WEIGHTS AND RULES 


The Trafic World Washington Bureay 


The Commission issued, March 25, Special Permission No. 
52340, permitting carriers to publish on fifteen days’ notice re. 
vised uniform minimum weights and rules applicable to grain 
and grain products for interstate transportation throughout the 
country. 

Uniform rules have generally been applicable since Jan- 
uary 1, 1921, under a permissive order of the Commission. 
The new order makes numerous revisions in the existing basis, 
the most important of which are as follows: 


1. Reduction in the minimum upon grain in sacks from 66,000 
pounds to 40,000 pounds, provided shippers order cars of the latter 
capacity at time of shipment. 

2. Reduction in the minimum on unthreshed feterita, kaffir corm 
and milo maize from marked capacity of car to 80 per cent of marked 
capacity. 

3. The adoption of a charge of 1c per bushel for the transfer of 
shipments by carriers, in cases when cars are overloaded by shippers 
at point of origin. The new rule is a substitute for one requiring the 
payment of the minimum weight applicable to the next larger car in 
such cases and is adopted for the purpose of lessening the penalty for 
overloading cars and thus encouraging maximum loading. 

4. The adoption of a rule permitting at the end of each season 
the shipment of one car of grain from elevators subject to a minimum 
of 30,000 pounds to permit cleaning out of elevators at the end of the 
season’s business without weight penalty. 

5. Provisions permitting the application of point of origin mini- 
mum weights on grain transferred in transit from car to car through 
elevators for the purpose of obtaining weights or grades. Present 
rules permit the application of point of origin weights only when the 
transfer is at the instance of the carrier. 

6. Numerous other changes in wording are made for the purpose 
of clarifying the present rules, particularly as to shipments subject to 
transit privileges and mixed carloads of various kinds of grain and 
grain products. 


The proposed rules have been submitted to state commis- 
sions and are the result of conferences of shippers and carriers 
with the Commission’s bureau of traffic. It is expected that 
practically all carriers throughout the country will make the 
new rules applicable on interstate traffic and will file applica- 
tions with state commissions for authority also to apply the 
rules on intrastate traffic. 


RULE FOR FRACTIONS OBNOXIOUS 


The Trafic World Washington Bureau 


In the eyes of the Lackawanna Steel Company and other big 
users of coal and coke at Buffalo, the rule for disposing of 
fractions in the making of rates on coal and other heavy loading 
commodities is so obnoxious that they have filed a formal com- 
plaint against the rates resulting from the application of that 
rule. The complaint, No. 12560, Lackawanna Steel Co. et al. 
vs. John Barton Payne, as agent, and all the railroads serving 
Buffalo and Buffalo rate points, alleges that the rates on coal 
and coke, particularly from the Connellsville region, were and 
are unjust and unreasonable. They assert that the rates sub- 
sequent to August 26, 1920, should have been made on the basis 
of the increases ordained by General Order No. 28, but without 
use of that rule for disposing of fractions, and plus the 40 per 
cent permitted by the Commission’s decision in Ex Parte No. 74. 

The rule for disposing of fractions to which the complain- 
ants object authorizes the tariff makers, or practically directs 
them, to disregard cents per ton less than five cents and count 
amounts greater than five cents as ten cents. 

While the complaint is based on an allegation that the rule 
for disposing of fractions results in unjust and unreasonable 
rates, the complainants did not confine themselves to that alle 
gation. The complainants said that while they had made the 
allegation about the rule relating to fractions, they did not wish 
to restrict themselves thereto, but that they stated, alleged and 
set forth “that the rates and charges and each of them at the 
times in this complaint alleged, and now and for the future will 
be unjust and unreasonable under all the facts and circum 
stances and under the law and the facts referred to in the 
complaint, and complainants allege, state and set forth that 
under the facts and circumstances and under the law and under 
the acts referred to in this complaint that said rates and charges 
are and were at all times herein alleged and will be for the 
future unjust and unreasonable.” 

Francis B. James, who drew the complaint, said the purpose 
was to bring into question the whole rate structure as to coal 
and coke from the Connellsville region and that other complaints 
attacking it would be filed. On account of the approach of the 
end of the period in which complaints could be filed against 
rates made during federal control the complainants felt com 
strained to put in a general allegation as well as the specific 
one pertaining to the rule for disposing of fractions. 


ANN ARBOR NOTE 


The Commission has authorized the Ann Arbor Railroad 
Company to pledge $100,000 of its improvement and extension 
mortgage bonds with the War Finance Corporation as substitute 
security for a demand note of $50,000. The note was originally 
for $150,000, but the company has arranged to reduce it and ad 
lease collateral notes which had been put up as security therefor. 
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} Old South Bldg., Boston Drexel Bldg., Philadelphia 














The National Industrial 
Traffic League 


As a shipper, you are vitally interested 
in Traffic and Transporta- 
tion Problems 


The National Industrial Traffic League 


is the shippers’ forum for the consider- 
ation and solution of national traffic 
and transportation problems. It merits 
your support. 

A membership in the League will 
increase the efficiency of your Traffic 
Department. 

You are cordially invited to be- 
come a member. 

Write for particulars 
membership. 

We will be glad to tell you about 
the League and its work. 


regarding 


W. H. CHANDLER 


President 


J. H. BEEK 


Executive Secretary 


1207 Conway Bldg., Chicago, III. 
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|Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 
General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Ellicott Square, Buffalo 


R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokere—-Track Connections with all Rallroads and Steamship 
Docke—Members American Chain of Warehouses—Members Amer- 
Ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 





Teaming of Every Description—City Delivery Service and Carload 
Distributors 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


Established in 1868 
General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 

ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 





Hippodrome Bldg., Cleveland 
Union Trust Bldg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 





13th and Kearney Sts., Portland Ore. 
Write the Nearest Office 


Van Nuys Bldg., Los Angeles 





SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carioad Distribution 


Excellent facilities for reshipping without cartage. Insuranee rate 
12 cents. Members of American Warehousemen’s Association ané 
American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING AND MAPLE 8TS8. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO., Ine. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,000 Capital 














N. P. AND G. N. BONDS 


The Trafic World Washington Bureau 


The application of the Great Northern and the. Northern 
Pacific containing the proposal of those companies for meeting 
the maturity of $215,227,000 of Northern Pacific-Great Northern 
four per cent joint bonds, C. B. & Q. collateral, generally referred 
to as Burlington joint 4’s, July 1, was made public by the Com- 
mission late March 25. (See Traffic World, March 26, p. 682.) 

These two companies, which own 97 per cent of the stock 
of the Burlington, ask approval of a joint trust indenture to be 
dated on or before July 1, 1921, to be executed by both applicants 
to the First National Bank of New York City as trustee, to 
secure $230,000,000 of Northern Pacific-Great Northern joint 15- 
year 614 per cent convertible gold bonds, callable in whole or 
in amounts of not less than $5,000,000 principal, on 75 days’ 
notice at 10314 per cent, and with provision for convertibility 
into bonds of either or both the Northern Pacific and the Great 
Northern. 

The issue of $230,000,000 of bonds of which approval is 
asked will be sold through a contract to be made with a syndi- 
cate of bankers to provide the moneys required to pay off the 
Burlington 4’s. The applicants state no arrangements have 
been made for the sale of the bonds. 

As security for the $230,000,000 of joint bonds, the applicants 
propose to pledge 1,658,674 shares of Burlington stock owned by 
them, and also to issue and pledge $33,000,000 of Northern Pacific 
refunding and improvement mortgage 6 per cent bonds, due 
July 1, 2047, callaple after 15 years on any interest date on 
three months’ notice at 110 per cent, and also to issue and pledge 
$33,000,000 of Great Northern general mortgage 7 per cent bonds, 
due July 1, 1936, and non-callable. Approval is asked of a gen- 
eral gold bond mortgage of the Great Northern, to be dated 
January 1, 1921, to the First National Bank of New York City 
as trustee, to secure the bonded indebtedness proposed by that 
company. The Northern Pacific will issue its $33,000,000 of bonds 
under an existing mortgage. 

The 1,658,674 shares of Burlington stock which it is proposed 
shall be put up as collateral includes the Northern Pacific and 
Great Northern companies’ share of the $60,000,000 stock divi- 
dend which the Burlington was recently authorized by the Com- 
mission to issue. The bulk of the $60,000,000 of stock went to 
the two companies as the principal stockholders of the Burlington. 

The application of the Northern Pacific and Great Northern 
was made necessary as the result of the refusal of the Commis- 
sion to authorize the Burlington, in connection with the $60,000,- 
000 stock dividend, to issue $109,000,000 of bonds of which $80,- 
000,000 were to be converted into cash and paid to the stock- 
holders as a cash dividend. The Northern Pacific and the Great 
Northern proposed to take their share of this cash dividend and 
apply it on the maturity of the $215,227,000 of Burlington 4’s. 

The applicants state that being unable to have recourse to 
the plan embraced in the original Burlington application referred 
to above, bankers had advised them that the best and only sure 
method of raising on July 1 the necessary funds to pay off their 
joint indebtedness was to issue the $230,000,000 of joint bonds. 

Collateral trust bonds secured on stock alone as collateral 
are no longer legal investments for insurance companies under 
the laws of New York nor will they be purchased by insurance 
companies, savings banks, trust companies or similar financial 
institutions or trustees, the applicants state, and that therefore 
it is necessary for the applicants, in order to reach that market, 
to offer, either directly, or indirectly through conversion, securi- 
ties which will be legal investments under the insurance laws 
and for savings banks and trustees, and that they have made 
the provisions of their application meet the conditions referred to. 

In view of the fact that representatives of the companies 
conferred with the Commission with regard to the manner in 
which they should meet the maturity of the Burlington 4’s, it 
is assumed that the application is aiong lines which the Commis- 
sion may approve. 

Early action on the application is requested by the applicants 
in order that they may obtain the best prices for the $230,000,- 
000 of joint bonds. The Commission will hold a hearing April 11. 





Statement of the Ownership, Management, Circulation, etec., re- 


quired by the Act of Congress of August 24, 1912, of The Traffic 
World, published weekly at Chicago, IIL, for April 1, 1921: 
State of Illinois, County of Cook—ss. 

Before me, a notary public in and for the state and county afore- 
suid, personally appeared William C. Tyler, who, having heen duly 
sworn according to law, deposes and says that he is the secretary- 
treasurer of The Traffic World and that the following is, to the best 
of his knowledge and belief, a true statement of the ownership, man- 
agement (and if a daily paper, the circulation), ete., of the afore- 
said publication for the date shown in the above caption, required by 
the act of August 24, 1912, embodied in section 443, Postal Laws and 
Regulations, printed on the reverse of this form, to-wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business managers are: Publisher, The Traffic 
Service Corporation, 418 South Market street, Chicago, Ill.; editor, 
Henry A. Palmer, 926 Glengyle Place, Chicago, Ill.; managing editor, 
none; business manager, E. C. Van Arsdel, 9847 Prospect avenue, 
Chicago, Ill. 

2. That the owners are: (Give names and addresses of individ- 
ual owners, or if a corporation, give its name and the names and 
addresses of stockholders owning or holding 1 per cent or more of the 
total amount of stock.) 


The Traffic Service Corporation, 418 South 


Market street, Chicago, Ill: EF. F. Hamm, Kenilworth, Ill.; Wm. 
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Eastman, Evanston, Ill.; William.C. Tyler, La Grange, Il.; C, J, 
Fellows, St. Paul, Minn.; Fred Fellows, St. Paul, Minn. 

3. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount of 
bonds, mortgages, or other securities are: (If there are none, go 
state.) None. 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder oy 
security holder appears upon the books of the company as trustee or 
im any other fiduciary relation, the name of the person or corporation 
for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge ang 
belief as to the circumstances and conditions under which stockhold- 
ers and security holders who do not appear upon the books of the 
company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the said stock, bonds, or other securities 
than as so stated by him. William C. Tyler, 

Secretary-Treasurer, 

Sworn to and subscribed before me this 3lst day of March, 192), 

(Seal.) E. C. Van Arsdel, Notary Public. 
(My commission expires February 16, 1924.) 


MILEAGE ALLOWANCE INQUIRY 


The Trafic World Washington Bureay 


The Commission has instituted a proceeding, docket No, 
12478, “Allowances of Mileage for Mississippi River Crossings,” 
and consolidated it with No. 12009, Natchez Chamber of Com- 
merce vs. Natchez & Southern et al., for hearings at such times 
and places as the Commission may designate. 

Allowances of constructive mileage for the crossings at 
Vicksburg, Natchez, Angola, Baton Rouge, Avondale and New 
Orleans are to be considered for the purpose of determining 
whether they are reasonable and non-discriminatory. At an argu- 
ment in the Louisiana rates, fares and charges case, the fact 
was brought out that some of the railroads, by reason of con- 
structive mileage for Mississippi River crossings, were making 
rates for intrastate hauls in Louisiana higher than those allowed 
by the Commission in Ex Parte No. 74. 


TELEPHONE REVENUE 


The Trafic World Washington Bureau 


A compilation from the reports of revenues and expenses 
of 64 large telephone companies for December, 1920, was given 
out by the Commission March 29. It shows an increase in the 
number of stations in service from 8,600,491, in December, 1919, 
to 9,224,524 in December of 1920. Operating revenues increased 
from $37,302,234 to $42,947,408; expenses from $28,079,051 to 
$32,888,739, and operating income from $6,747,280 to $7,428,178. 

The operating revenue for the twelve months ended with 
December, 1920, contained in the same compilation, shows an 
increase from $409,683,483 to $486,719,378; expenses from $303, 
886,159 to $373,658,316, and the operating income from $77,088,427 
to $81,446,854. 








E. & T. H. BONDS. 


The Evansville, Indianapolis and Terre Haute Railway 
Company has applied to the Commission for authority to issue 
$400,000 of its first mortgage 7 per cent bonds, to be dated as 
of May 1, 1920, and to mature May 1, 1950, for pledging with 
the Secretary of the Treasury for loans aggregating the par 
value of the bonds. The bonds are proposed to be issued in 
respect of capital expenditures of like amount for the pul 
poses of the construction, completion, extension and improve- 
ment of its facilities. 





AUTHORITY TO OPERATE TEXAS CITY LINE. 


The Texas City Terminal Railway Company, in an applica 
tion filed with the Commission, asks authority to operate the 
properties formerly owned by the Texas City Transportation 
Company in Galveston county, Texas. The properties involved 
consist of 35.849 miles of terminal railroad tracks and col- 
nections and other terminal facilities, including wharves, docks 
and warehouses. The applicant was organized to take over the 
properties. 





GA. & FLA. CERTIFICATES 

The Commission has authorized the receivers of the Georgia 
& Florida Railway to issue $1,600,000 of 8 per cent receivers 
certificates to be dated January 31, 1921, and to mature January 
31, 1924. Half of the certificates will be pledged with the Secre 
tary of the Treasury for a loan of $800,000, which has been 
approved by the Commission. Certificates in the amount of 
$600,000 will be sold at par and $200,000 of the certificates will 
be distributed as paymeits on account pro rata of the uncertified 
indebtedness of the receivers incurred prior to January 1, 1921. 

PETITION FOR REHEARING. 

The Director-General has asked the Commision for a T© 
hearing or reargument in Nos. 11498, Indian Refining Company, 
Inc., vs. Director-General, et al., and 11277, Ozark Refining Cou 
pany vs. Same. 
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ROUTE YOUR CARGO VIA 


MOBILE, ALA. 


SHORT LINE EXPORT OUTLET 
From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
We Solicit General Cargo 


*“*WALLKILL’’—Hamburg and Hull. In Port loading. Due to sail early April 
“EASTERN SUN’’—Liverpool and Manchester. Due early April 

A-1 STEAMER—Bristol City and Cardiff. Due early April 

‘“‘MAIDEN CREEK”’ or Sub.—Glasgow. Due Mobile late April 
‘*‘AFOUNDRIA” or Sub.—Liverpool and Manchester Due late April 


Waterman Steamship Corporation, “9?iL*: 
Our Service Backed by 18 Years’ Experience 


EXPRESS FREIGHT and 


De Luxe Passenger Service 


S. S. HAWKEYE STATE 


Sailing from BALTIMORE, MD. 
April 30th, 1921 


DIRECT SERVICE TO 


Port of Los Angeles, San Francisco and Hawaiian Islands 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents: United States Shipping Board 


BALTIMORE, MD. SAN FRANCISCO HONOLULU 
26 South Gay St. 120 Market St. Castle & Cooke, Ltd. 


CUNARD 


ANCHOR 
ANCHOR-DONALDSON ‘ 


Regular Services 
Between 


BOSTON 
PHILADELPHIA 
PORTLAND, ME. 


LIVERPOOL 
SOUTHAMPTON 
BRISTOL 
GLASGOW 
HAVRE 
ROTTERDAM 


_ NEW YORK 
BALTIMORE 
MONTREAL 


QUEENSTOWN 
PLYMOUTH | 
LONDON 
LONDONDERRY 
CHERBOURG 
ANTWERP 
HAMBURG DANZIG 
MEDITERRANEAN LEVANT 


General Offices: 21-24 State St., N. Y. City 


Chicago Office: 
Cunard Bidg., 140 N. Dearborn Street 


Atlanta, 55 N. Fersythe Phitadetphia, 1300 Wal- 
Baltimore, 107 E. Balti- Pittsburgh, 712 Smithfield 
m St. St. 


ore St. q 
Boston, 126 State St. St. Louls, 1135 Olive St 
Cleveland, Hotel Cleve- San Franelsco, 501 Mar- 


dand Bldg. ket St. 
Detroit, 35 Washington Seattle, 621 Seeond Ave. 
l Bivd. Vancouver, 622 Hastings 
ii Minneapolls, Third St. . 
and Second Ave., Se. mn, D. C., 517 
Montreal, 20 Hospital St. {4th St. N. W. 
New Orleans, 206 St. Winnipeg, 270 Main St. 
Charles Or Leeal Agents 


North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service between Pacific Coast 
and Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama, Kobe and Shanghai 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 
SS “WEST NOMENTUM” April 4 
SS “WEST KEATS” April 25 
SS “WEST NIVARIA” May 16 
SS “BEARPORT” June 6 


Transhipment at Shanghai to American River steamers for 
Hankow, Pukow, Nanking and other open Yangtsekiang 
River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 
Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 


Pacific Mail Steamship Co. 


Under American Flag~-PASSENGERS AND FREIGHT-Established 1848 


TRANS-PACIFIC SERVICE 
‘*The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
ongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamers Golden State (May 28th); and Empire State (July 
23rd); and pending delivery 3 other U.S.S.B. steamers by the 
,popular S.S. Ecuador (June 25th) and S. S. Colombia 


MANILA-EAST INDIA SERVICE] 
San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly by S. S. Creole State (May 12th); 
S.S. Wolverine State (June ||th); Granite State (July 12th). 


PANAMA SERVICE 


San Francisco, Los Angeles Harbor to Mexico, Guatemala, Salvador, 
Nicaragua, Costa Rica, Canal Zone 
Passenger and freight sailings every 2 weeks 


SAN FRANCISCO-BALTIMORE SERVICE 


San Francisco, Los Angeles Harbor to Central America, 
Norfolk and Baltimore 
Freight only (via Panama Canal) 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, ne Singapore, Penang, Rangoon, 
alcutta 
Freight only. Sailings every ten days—eight U.S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 
Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 
Ceneral Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 
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- 12400, Sub. No. 1. J. 


- 12460. 


- 12462. 


- 12464, 


. 12467. 


. 12473. 


- 12474, 


Digest of New Complaints 


12206. Wisconsin Dairy Products Co. vs. C. M. & St. P. et al. 

Unjust and unreasonable rates on tin cans from Cragin, IIl., to 
Stoughton, Wis. Asks reparation. 

12232, Sub. No. 1. F. E. Nelson, trading as Nelson-Jacks Lumber 
Co., vs. Director General Payne, as agent. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on lumber from Logansport, La., to Ranger, Tex. Asks repara- 
tion. 

Hungerford Smith Grape Juice Co., Lawton, 
Mich., vs. Alabama Great Southern, Payne et al. 

Unjust and unreasonable rates on unfermented grape juice from 
Lawton, Mich., to points in Southern, Southeastern and Carolina 
territories. Asks just and reasonable rates and reparation. 

12457. W.™M. Evans Dairy Co., Inc., Brooklyn, N. Y., vs. Director 
General .Payne, as agent. 

Unjust, unreasonable and unjustly discriminatory rates on ice 
from White Lake, N. Y., to Scriba, N. Y. Asks cease and desist 
order, just and reasonable rates and reparation. 
12458. Capital Warehouse Co., Indianapolis, 
Central and Payne. 

Against a switching charge of $2 per car at Indianapolis on sisal 
shipped from New Orleans to Indianapolis, there stored for six 
months and reshipped from Indianapolis to points in C. F. A. 
territory. Asks reparation. 

12459. The White Pine Association of the Tonawandas et al., 
North Tonawanda, N. Y, vs. New York Central, Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on lumber and forest products from North Tonawanda, 
N. Y., to destinations in New York, New Jersey, Pennsylvania, 
Maryland and New England and Eastern Trunk Line territories. 
Asks reparation. 

The Oklahoma National Live Stock Exchange et al., Okla- 
homa City, Okla., vs. Abilene & Southern, Payne et al. 

Excessive, unjust, unreasonable, unduly preferential and preju- 
dicial rates on mixed carload shipments of cattle and calves from 
all points in Arkansas, Texas and Oklahoma, and from stations in 
New Mexico to Oklahoma City. Asks for just and reasonable 
single line and joint through rates and minimum weights, cease 
and desist order and reparation. 

12461. Peninsular Portland Cement Co., Cement City, Mich., vs. 
Director General Payne, as agent, Cincinnati Northern. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on clay from Bryan, O., to Cement City, 
Mich. Asks cease and desist order, just and reasonable rates and 
reparation. 

Peninsular Portland Cement Co., Cement City, Mich., vs. 
Director General Payne, as agent, Cincinnati Northern. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudicial rates on quarry waste or screenings from 
Lewisburg, O., to Cement City, Mich. Asks cease and desist order, 
just and reasonable rates and reparation. 

Mo., vs. B. & O., 


12463. Monsanto Chemical Works, St. Louis, 
Payne et al. 
Unjust and unreasonable rates on tea waste from New York, 
Asks cease and desist order, just and reason- 
able rates and reparation. 
hh Fs Be Be 


Ind., vs. Illinois 


N. Y., to St. Louis. 
Monsanto Chemical Works, St. Louis, vs. 
Payne et al. 

Unjust and unreasonable rates on tea 
cisco to St. Louis. Asks cease and desist order, 
able rates and reparation. 

12465. The Silica Sand Producers’ Traffic Assn. et al., Chicago 
and Syracuse, N. Y., vs. C. B. & Q., Payne et al. 

Unjust and unreasonable rates on sand from Ottawa, Oregon, 
Millington and Wedron, Ill., to Syracuse, N. Y. Asks cease and 
desist order, just and reasonable rates and reparation. 

12466. Mid-Co. Gasoline Co., Tulsa, Okla., vs. M. K. & T. of 
Texas, Payne et al. 

Unjust, unreasonable rates on petroleum oil and its products 
from Wichita Falls, Tex., to Dewey and Oilton, Okla. Asfis Com- 
mission to authorize defendants to waiver charges claimed to be 
unreasonable and for a rate of 39%c per 100 Ibs. 

Los Angeles Ice and Cold Storage Co., Los Angeles, Calif., 
vs. Central R. R. of N. J., Payne et al. 

Unjust and unreasonable rates on corrugated or indented paper 
bottle neck covers from Vineland, N. to Los Angeles. Asks 
cease and desist order, just and reasonable rates and reparation. 

12468. The Silica Sand Producers’ Traffic Assn., Chicago, vs. 
Pennsylvania, Payne et al. 

Alleges that rates on sand from Ottawa, Oregon, Millington and 
Wedron, Ill., to Anderson, Ind., are in violation of section 4, Inter- 
state Commerce Act, in that through rates exceed aggregate of 
intermediates. Asks cease and desist order, just and reasonable 
rates and reparation. 


waste from San Fran- 
just and reason- 


. 12469. The Silica Sand Producers’ Traffic Assn., Chicago, vs. Mo. 


Pac., Payne et al. 

Unreasonable and unduly prejudicial rates on sand from Ottawa, 
Oregon, Millington and Wedron, Ill., to Armourdale, Kan. Asks 
cease and desist order, just and reasonable rates and reparation. 
12470. The Rock Products T'raffic League, Chicago, vs. B. & O., 
Payne et al. 

Unjust and unreasonable rates on flint pebbles and flint brick 
from Atlantic ports of entry of Boston, New York and Baltimore 
to Silica, East Liverpool and Laughlin, O. Asks cease and desist 
order, rates which will not exceed those contemporaneously applied 
to glass sand and pulverized flint and reparation. 

12471. - V. Nicholas Oil Co. et al., Omaha, Neb., vs. A. T. & 
S. F. et al. 

Excessive, unjust and unreasonable rates on petroleum distil- 
late, petroleum road oil and petroleum fuel oil from Cushing, 
Okla., Independence, Kan., Coffeyville, Kan.,° LeRoy, Kan., to 
Omaha, Neb., Council Bluffs, Ia., Florence, Neb. and Ralston. 
Neb. Asks cease and desist order, just and reasonable rates and 
reparation. 

12472. The Miller 
A. T. & S. F. et al. 

Unjust, unreasonable and unjustly discriminatory rates on fuel 
oil and crude oil from Lazarus, Vernon and LeRoy, Kan., to Smith 
Center, Kan. Asks reparation. 

Keokuk (la.) Electric Co. vs. Arkansas Central, Payne et al. 

Unjust and unreasonable, unjustly discriminatory, unduly and 
unreasonably prejudicial rates on gas oil from Kansas City, Mo., 
and from Kansas and Oklahoma refineries to Keokuk, Ia. Asks 
cease and desist order, just and reasonable rates and reparation. 
Texas Live Stock Shippers’ Protective League, Ft. Worth, 
Chicago, Rock Island & Gulf, Payne et al. 


Petroleum Co. et al., Kansas City, Mo., vs. 


Tex., vs. 


THE TRAFFIC WORLD 


= 


oO. 


No, 


No, 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


- 12479, Sub. No. 1. 


. 12486. 


. 12493. 
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Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or rejudicial charges for the transporation of stock cattle 
due to unreasonable and unjust weights. Asks reparation. 
12475. Murray & Layne Co., Deming, N. M., vs. A. T. & S. P 
Payne et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on apples from Monitor, Wash., and Wenatchee, Wash., to Dem- 
ing, N. M. Asks reparation. 

12476. Rogers-Brown Iron Co., Buffalo, N. Y., vs. D. L. & W. 
Payne et al. ’ 

Complaints of defendants’ refusal to perform switching services 
similar to those furnished and provided for complainant’s competi- 
tors or to allow and pay to complainant the cost of performing 
such services with its own facilities. Asks that defendants be 
required to make allowance for switching services or that they be 
required to perform such services and reparation of $73,294.56. 
12477. Massachusetts Oil Refining Co., New York, N. Y., ys, 
Boston & Albany et al. 

Unjust, unreasonable and unduly prejudicial rates on_fuel oil, 
petroleum and petroleum products from East Braintree, Mass., to 
various points in New England. Asks for just and reasonable 
through joint routes and joint rates and reparation. 

12479. The American Shipbuilding Co. et al., Cleveland, O., ys, 
B. & O., Payne et al. 

Unjust, unreasonable, unduly preferential rates which also yvio- 
late Section 4 on iron and steel articles from various points in 
western Pennsylvania to Cleveland and Lorain, O., and Buffalo, 
N. Y., because in excess of the combination of intermediate rates, 
Asks for just and reasonable rates and reparation of $250,000. 
Frank A. Scott and J. O. Eaton, receivers for 
the Standard Parts Co., Cleveland, O., vs. B. & O., Payne et al. 

Same complaint and same prayer as to rates on iron and steel 
articles from points in western Pennsylvania to Cleveland and 
Canton, C. Asks reparation of $15,000. 

12480. Davison & Namack Foundry Co., Ballston Spa, N. 
Pennsylvania, Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on sand and gravel from Millville and Clayville, N. J., 
bs Ballston Spa, N. Y. Asks just and reasonable rates and repara- 
ion. 

12481. H. J. 
Payne. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial rates on tomatoes from the Silver Creek 
district in New York to Pittsburgh. Asks just and reasonable 
ay exceeding 60 per cent of fourth class and reparation of 
95,000. 

12482. Ogden Packing & Provision Co., Ogden, Utah, vs. A. T. 
& S. F., Payne et al. 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial rates on fresh meat and packing house products from 
Ogden, Utah, to Omaha, Neb., Chicago, Ill., New York, N. Y., and 
other eastern points. Asks cease and desist order, just and rea- 
sonable rates and reparation of $42,367.87. 

12483. J. Hungerford Smith Grape Juice Co., Lawton, Mich., vs. 
A. T. & S. F., Payne et al. 

Unjust and unreasonable rates on unfermented grape juice from 
Lawton, Mich., to points in Arkansas, Oklahoma, Louisiana and 
Texas. Asks cease and desist order, rates not in excess of com- 
modity rates contemporaneously in effect on non-alcoholic bever- 
ages between the same points, and reparation of $20,000. 

12484. Inland Crystal Salt Co., Salt Lake City, Utah, vs. Butte, 
Anaconda & Pacific, Payne et al. 

Unjust, unreasonable and prejudicial rates on salt from Crystal 
and Saltair, Utah, to stations in Montana, Idaho and Washington. 
Asks cease and desist order, just and reasonable rates and repara- 
tion of $11,717.82. 

12485. Southern Products Co., Dallas, Tex., vs. Alabama & Vicks- 
burg, Payne et al. 

Unjust and unreasonable rates on cotton for export to Japan 
from points of origin in Arkansas, Louisiana and Oklahoma to 
Seattle and Tacoma, Wash. Asks reparation of $15,433.26. 
National Supply Co., Lincoln, Neb., vs. C. B. & Q., Payne 


” 


¥.. i 


Heinz Co., Pittsburgh, Pa., vs. Pennsylvania and 


et al. 
Unjust, unreasonable and unjustly discriminatory rates on lump 


coal from West Clinton, Ind., to Ottumwa, Ia., and other destina- 
tions on the C. B. & Q. in Iowa and Nebraska. Asks cease and 
desist order, just and reasonable rates and reparation. 

12487. International Paper Co., New York, N. Y., vs. Maine Cen- 
tral, Payne et al. , 

Unjust and unreasonable rates on newsprint paper from Liver- 
more Falls, Me., to New York, N. Y., for New York Harbor light- 
erage free delivery. Asks reparation. 

12488. Morris & Co., Chicago, vs. L. & N. and Payne. 

Unjust and unreasonable rates on various commodities to and 
from complainant’s packing house at East St. Louis, IIl., due to 
assessment of switching charges not fully absorbed. Asks repara- 
tion. 

12489. The Refinite Co., Omaha, Neb., vs. C. B. & Q. and Payne. 

Excessive, unjust and unreasonable rates on coal from various 
points in Wyoming to Ardmore, S. D. Asks cease and desist 
order, just and reasonable rates and reparation. 
12490. The National Petroleum Assn. et al., 
Pa., Payne et al. ; 

Unjust, unreasonable and prejudicial rates on petroleum and its 
products from Rouseville, McClintoc, Reno and Franklin, Pa., to 
Oil City, Pa., and various interstate destinations. Asks reasonable 
rates and reparation. 

12491. Kohan & Falk Co., 


Line et al. es 
Excessive, unlawful, unreasonable and unduly prejudicial rates 


Cleveland, O., VS. 


Spokane, Wash., vs. Oregon Short 


on scrap iron from Richfield, Idaho, to Seattle, Wash. Asks 
reparation. ; 
12492. Maine Spinning Co. et al., Providence, R. I., vs. Maine 


Central, Payne et al. L 

Unjust and unreasonable rates on woolen yarn from Skowhega?, 
Me., to points in Massachusetts, Connecticut and Rhode Island. 
Asks cease and desist order, just and reasonable rates and repara- 


tion. 


F. S. Smith & Son, New York, N. Y., vs. Beaumont, Sour 


Lake & Western, Payne et al. : 
Unjust and unreasonable rates on istle from Brownsville, Laredo 

and Eagle Pass, T'ex., to various interstate destinations. _Asks 

cease and desist order, just and reasonable rates and reparation. 


. 12494. Skinner Mfg. Co., Omaha, Neb., vs. C. B. & Q., Payne et al. 


Unjust and unreasonable rates on macaroni products — 
Omaha, Neb., to destinations in Oklahoma, Texas, Arkansas — 
Louisiana, in that fifth class rates were applied. Asks cease ant 
desist order, just and reasonable rates and reparation. ; ‘ 
12495. The Silica Sand Producers’ Traffic Assn. et al., Chicago, ¥* 
Pennsylvania, Payne et al. ve 

Milling- 


Unjust and unreasonable rates on sand from Ottawa, 
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PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 









Regular Monthly Service A-1 Steamers 


MOBILE to ANTWERP 
HAVRE and BORDEAUX 
and U.S. PACIFIC COAST 
















St. Louis Office: Birmingham Office: 
1217 Pierce Building 324 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager | GEORGE C. McLAUGHLIN, Manager | 































100% American | Premier Fleet 
America’s Coast-to-Coast Direct Fast Freight 
PHILADELPHIA REGULAR SAILINGS 
BALTIMORE FORTNIGHTLY 
SAVANNAH A-1 FAST STEEL 
and MOBILE STEAMERS 
DIRECT TO OFFERING 


SAN FRANCISCO UNEXCELLED 
PORTLAND FACILITIES 
SEATTLE and SERVICE 


FOR RATES AND PARTICULARS APPLY TO 


ATLANTIC-GULF & PACIFIC STEAMSHIP CORP. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO 60 California Street seuniedie 
Philadelphia Savannah, Ga. New York Parr Terminal 
Drexel Building Savanah Bank and Trust Bldg. 42 Broadway Portland, Ore. 
Pittsburgh Los Angeles, Cal. Mobile, Ala. Board of Trade Bldg. 
Union Arcade Bldg. 427 Van Nuys Bldg. S. W. Cor. St. Francis & Water Sts, Seattle, Wash. 
L. C. Smith Bldg., 





LOS ANGELES (San Pedro District) RELIABLE 
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- 12497. 


- 12498. 


- 12507. 


. 12508. 


. 12510. 


. 12511. 


. 12512. 


No. 
No. 


ton, Wedro. and- Oregon<Tif;-to Bethevan and Elwood, Ind., be- 
cause they exceeded and exceed aggregate of intermediates cur- 
rently in effect to and from Gary, Ind. Asks cease and desist 
order, just and reasonable rates and reparation. 

12496. The Silica Sand Prodticers’ Traffic Assn. et al., Chicago, vs. 
Pere Marquette, Payne.et al.. 

Unjust, unreasonable and unduly discriminatory rates on sand 
from Ottawa, Wedron, Millington and Oregon, Ill., to Muskegon, 
Mich., in that they exceed the aggregate of the intermediates 
contemporaneously in effect to and from Joliet, Ill. Asks cease 
and desist order, just and reasonable rates and reparation. 

United States of America vs. B. & O., Payne et al. 

Excessive, unjust and unreasonable rates on various commodi- 
ties, including shells, powder, projectiles, coal and provisions from 
Lake Denmark, N. J., to various points in the United States. and 
Canada, and from said points to Lake Denmark, N. J. Asks-cease 
and desist order, just and reasonable rates and reparation of 


$110,000. 
Far West Clay Co., Tacoma, Wash., vs. -C. M. & St. P., 
Payne et al. 

Unjust and unreasonable rates on coal from Wilkeson group of 
mines in Washington to Clay City, Wash. Asks reparation. 

— Far West Clay Co., Tacoma, Wash., vs. C. M. & St. P. and 

-ayne. 

Unjust, unreasonable and unjustly discriminatory rates on coal 
from Foran to Clay City, Wash. Asks reparation. 

12500. Chevrolet Motor Co. of New York, New York, N. Y., vs. 
Grand Trunk Western, Payne et al. 

Unjust, unreasonable and discriminatory rates on tire carriers 
from Detroit and Jackson, Mich., to Tarrytown, N. Y., because 
they exceeded those currently in effect and applied on automo- 
bile parts, N. O. I. B. N., iron or steel, C. L. Asks that defendants 
be required to establish and maintain in their classification an 
item to cover tire carriers, loose or in packages, C. L., minimum 
weight 30,000 lbs., at ratings not to exceed those currently in 


effect on automobile parts, N. O. IL B. N., iron or steel, and 
reparation. 4 
12501. Chevrolet Motor Co. of California, New York, N. Y., vs. 


Michigan Central, Payne et al. 

Unjust and unreasonable rates on rims and component parts 
thereof between Jackson, Mich., and Oakland, Calif., in that the 
rates on the component parts exceed those currently in effect on 
rims, C. L. Asks that defendants be required to insert in their 
tariff an item to cover vehicle rims, iron and steel, and component 
parts, viz., bolts, nuts, wedges and wrenches for the same, C. L., 
minimum weight 30,000 lbs., at just and reasonable rates, and 
reparation. 


. 12502. Chevrolet Motor Co. of St. Louis, vs. Chicago & Eastern 


Illinois, Payne et al. 

Unjust and unreasonable rates on axles with attachments, mov- 
ing between Flint, Mich., and St. Louis, Mo., in that they exceeded 
rates on automobile parts, N. O. I. B. N., iron or steel. Asks that 
defendants be required to establish an item to cover vehicle parts, 
automobile parts: axles with attachments, loose or in packages, 
Cc. L., minimum weight 30,000 Ibs., subject to Rule 34, at fifth 
class and reparation. 


. 12503. Chevrolet Motor Co. of New York, vs. Grand Trunk West- 


ern, Payne et al. 

Unjust and unreasonable rates on axles with attachments mov- 
ing between Flint, Mich., and Tarrytown, N. Y., for same reason as 
given in No. 12502. Same prayer. 

12504, Fort Worth Cotton Oil Mill et al., Fort Worth, Tex., vs. 


- Jonesboro, Lake City & Eastern, Payne et al. 


Excessive, unjust and unreasonable rates on cottonsee] from 
points of origin in Arkansas and Louisiana to Fort Worth, Tex., 
because in excess of aggregate of intermediate rates. Asks cease 
and desist order, just and reasonable rates and reparation. 


. 12505. The Grasselli Chemical Co., Cleveland, O., vs. C. R. R. of 


N. J. and Payne. 

Unjust and unreasonable rates on coal and coke because of un- 
reasonable switching charges at complainant’s plant at Grasselli, 
N. J. Asks reparation. 


. 12506. Greater Des Moines Committee, Inc., et al., Des Moines, 


Ia., vs. Arkansas Central, Payne et al. 

Unjust, unreasonable and unduly prejudicial rates on petroleum 
gas oil and fuel oil to Des Moines from the mid-continent field 
and Kansas City, Mo.-Kan. district. Asks cease and desist order, 
just and reasonable rates and reparation. 

Carnation Milk Products Co., Chicago, vs. A. T. & S. F., 
Payne et al. 

Unjust, unreasonable, unduly preferential or prejudicial rates on 
paper labels from Groups A, B, C, D, E and F to the Pacific coast. 
Asks cease and desist order, just and reasonable rates and repara- 


tion. 
Illinois Brick Co., Chicago, vs. C. M. & St. P. and Payne. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates on common brick from Shermerville, 
Ill., to destinations in and about Chicago, located on C. M. & St. 
P. Asks cease and desist order, just and reasonable rates and 
reparation. 

12509. Anaconda Copper Mining Co., Anaconda, Mont., vs. A. T. 
& S. F., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unjustly pref- 
erential and prejudicial rates on grinding pebbles from various 
shipping points in California to Anaconda, Mont. Asks reparation. 
Bergman Produce Co. et al., Fort Worth, Tex., vs. Beau- 
mont, Sour Lake & Western, Payne et al. 

Unjust, unreasonable and illegal rates on sweet potatoes from 
various points in Texas to various points in Louisiana, and from 
Louisiana points to Texas points. Asks cease and desist order, 
just and reasonable rates and reparation. 


Carnation Milk Products Co., Chicago, vs. Great Northern 
and Payne. 

Unjust and unreasonable rates on tinplate from St. Paul, Minn., 
to Kent, Wash., because of unjust and unreasonable demurrage 
charges. Asks cease and desist order, just and reasonable demur- 
rage rules and regulations and reparation. 


Feeders’ Supply Co., Kansas City, Mo., vs. C. B. & Q. et al. 

Unjust and unreasonable rates on ground cottonseed hulls from 
East St. Louis, Ill., to Kansas City, Mo. Asks cease and desist 
order and reparation. 

sears. Catnte-Goutio Mfg. Co., Kansas City, Mo., vs. A. T. & 
S. F. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on canvas in the form of tents, but unserviceable for 
use as such, because based on third class rates in all classification 
territories. Asks Class 6 rating in Official and Southern and Class 
A_rating in Western Classification territories, and reparation. 


12513, Sub. No. 1. Same vs. Ohio Electric Ry. and Payne. 
Same complaint and prayer. 
12514. Frank G. Day, doing business as Frank G. Day & Co., Cin- 


cinnati, vs. Mobile & Ohio, Payne et al. 
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. 12526. 


» 12531. 





Vol. XXVII, No. 14 







Unjust and unreasonable rates on crate material- from Dyer, 
Tenn., to Cincinnati, in that charges were collected on basis of 
Southern Classification rating of 5th class. Asks cease and desist 
order, rate of 19%c and reparation. ; 

12515. Swift & Co:, Chicago, vs. Kansas City Terminal Ry. Co, 
Payne et al. ' 

Unjust and unreasonable rates on fresh meat and packing house 
products in straight or mixed C. L. from Kansas City, Kan., St, 
Joseph, Mo., and Omaha, Neb., to Ardmore, Muskogee, Oklahoma 
City and Tulsa, Okla. Asks cease and desist order, just and 
reasonable rates and reparation of $15,000. 

12516. David J. Ward and Arthur M. Northrup, partners trad: 
ing as the John Bowden Co., Ashley, Pa., and Salisbury, Md., ys, 
New York, Philadelphia & Norfolk, Payne et al. 

Unjust and unreasonable rates on mine props from points on 
the so-called eastern shore in Virginia, Maryland and Delaware to 
points in Pennsylvania. Asks reparation. 

12517. El Paso Chamber of Commerce, El Paso, Tex., vs. A. T 
& S. F., Payne et al. 

Unjust, unreasonable, unduly preferential and prejudicial rates 
on fresh fruits and vegetables in straight or mixed C. L. from 
points of origin in California to El Paso, Tex. Asks cease and 
desist order, just and reasonable rates and reparation. 
12518. Duluth (Minn.) Brewing and Malting Co. vs. 
Pacific, Payne et al. 

Unreasonable, unlawful and discriminatory rates on 42 carloads 
of beer from Duluth, Minn., to Fulton and East Dubuque, Ill, 
between July 6, 1916, and May 1, 1918. Asks cease and desist 
order, just and reasonable rates and reparation. 

12519. The Central Iron and Steel Co., Harrisburg, Pa., vs. Penn- 
sylvania and Payne. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on slabs from Claymont, Del., to Harrisburg, Pa, 
Asks reparation. 

12520. A. M. Castle & Co. et al., Chicago, vs. C. M. & St. P,, 
Payne et al. 

Unreasonable, unjust, excessive and unduly discriminatory 
rates on iron and steel articles from Chicago to Bakersfield, Calif. 
Asks cease and desist order, just, reasonable and non-discrim- 
inatory rates and reparation. 

12521. Clinchfield Portland Cement Co., 
Southern, Payne et al. 

Excessive, unjust and unreasonable rates on lime rock from 
Marcem and Speers Ferry, Va., to Kingsport, Tenn. Asks just 
and reasonable rates, cease and desist order and reparation. 
12522. George M. Champlin, receiver, Ekenburg Co., Cortland, 
N. Y., vs. Lehigh Valley, Payne et al. 

Unjust, unreasonable, prejudicial and discriminatory rates on 
compound flour (self-rising) from Cortland, N. Y., to various des- 
tinations in Official Classification territory. Asks reparation. 

12523. Beaumont (Tex.) Chamber of Commerce vs. Louisiana 
Western, Payne et al. 

Unjust and unreasonable rates on coke from Beaumont, Tex., to 
Lake Charles, La. Asks cease and desist order, just and reason- 
able rates and reparation. 

— Indiana Cotton Mills, Cannelton, Ind., vs. Southern and 
ayne. 

Unjust and unreasonable rates on bituminous coal from mines 
on Southern, near Oakland City and Boonville, Ind., and from 
Winslow, Ind., to Cannelton, Ind. Asks just and reasonable rates 


and reparation. 
John Obrecht Sons’ Mfg. Co., Tell City, Ind., vs. 


Northern 


Kingsport, Tenn., vs. 


Same. 
, a complaint and prayer as to shipments of coal to Tell City, 
nd. 


. 12524, Sub. No. 2. Tell City Woolen Mills, Tell City, Ind., vs. Same. 


. complaint and prayer as to shipments of coal to Tell City, 
n 


. 12525. Standard Rail and Steel Co., St. Louis, vs. Mo. Pac., Payne 


et al. 
Unjust and unreasonable rates on scrap iron from Hot Springs, 
Ark., to Quincy, Ill. Asks just and reasonable rates and repara- 


tion. 
Standard Rail and Steel Co., St. Louis, vs. C. R. I. & P. 
and Payne. 

Unjust and unreasonable rates on scrap iron from Silvis, IIL, 
to Moline, Ill. Asks reparation down to basis of subsequently 
established rate. 

12527. Standard Rail and Steel Co., St. Wabash, 
Payne et al. 

Unjust and unreasonable rates on scrap iron from Pine Bluff, 
Ark., to Quincy, Ill. Asks just and reasonable rates and repara- 
tion. 


— Standard Rail and Steel Co., St. Louis, vs. L. & N., Payne 
et al. 

Unjust and unreasonable rates on old rails from Lafayette, Ind., 
to Mobile, Ala. Asks just and reasonable rates and reparation. 
12529. Wayne Coal Co. vs. Pittsburgh & West Virginia and Payne. 

Unjust and discriminatory ratings in connection with distribu: 
tion of coal cars at complainant’s mines on line of Pittsburgh & 
West Virginia. Asks for just and reasonable ratings and repara- 


tion. 
12529, Sub. 1. Same vs. Pittsburgh & West Virginia. | 
Same complaint and prayer as to discrimination in favor of 
Pittsburgh Terminal Railroad and Coal Co. rae 
Arkansas Natural Gas Co., Pittsburgh, Pa., vs. Louisiana 
& Arkansas, Payne et al. : 
Unjust and unreasonable, unjustly discriminatory, preferential 
and prejudicial rates on iron and steel plates from Leetsdale, Pa., 
to Minden, La. Asks for just and reasonable rates and reparation. 
12532. The Fairmont Creamery Co., Omaha, Neb., vs. C. B. & Q. 
Unjust, unreasonable rates on cream shipped to Concordia, Kes. 
in L. C. L. quantities, there concentrated into C. L. and forwarde 
to Crete, Neb., by reason of concellation of C. L. rates. Asks for 
reparation. : 
12533. American Fluorspar Mining, Leasing and Transportation 
Co., Wagon Wheel Gap, Colo., vs. Denver & Rio Grande et al. . ' 
Unjust, unreasonable, discriminatory and unduly prejudicia 
rates on fluorspar between Wagon Wheel Gap, Colo., and eastern 
consuming points. Asks just and reasonable rates and reparation. 
ery Satins Lumber Co. et al., Birmingham, Ala., VS. 
. et al. ; 
Unjust and unreasonable rates on lumber from Birmingham, 
Ala., to Bunker Hill, Ill., reconsigned to Canton, O., also from 
Perry’s Mill., Ala., to East St. Louis, reconsigned to Detroit; als 
from Wetumpka, Ala., to Herrick, Ill., reconsigned to Dayton, 
Asks reparation. &S 
12535. The Fairmont Creamery Co., Omaha, Neb., vs. A. T: : 
S._F., Payne et al. Ok- 
Unjust and unreasonable rates on fuel oil from Kansas and Oy 
lahoma points to Grand Island and Crete, Neb., and Sioux Clty, 
Ia. Asks just and reasonable rates and reparation. 
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Ask for Our Advice 
on Tags 


We will give it at our plant 
or through our representa- 
tive gladly and without 
obligation. It is the way 
we have built our business 
as tap, specialists. 
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every dollar 
\\ lost to shippers 


4 nae 
———— tO Cleveland, Ohio 


(y= of every dollar of freight rev- 


enue the carriers pay 3.2 cents in 
loss and damage claims. 


This loss must be charged against all 
shippers, since it has to $0 against the 
cost of doin, business. 


If you pay the “insurance” why not be 
insured? 


Duo-Safety 
Shipping Tags 


Your Insurance Against Lost Shipments 


TH type of taxis our exclusive product. 
It costs more than the ordinary tag. Yet 
its cost, per shipment, cannot be more than 
one, two or three mills—a cheap insurance 
against loss. 


The Tag with the Safe 
Identification Stab 


The identification stub of this ta, cannot be 
destroyed. (See illustration). The stub carries 
your return address or any directions you 
want. If the ta is destroyed most carriers 
merely notify you, asking for further shippin3, 
instructions. 


The 3o00ds 30 forward promptly and you 
are saved a disappointed customer as well 
as saved from loss. 


More than 600 firms adopted the 
Duo-Safety Shipping Taz the first 
year we brought it out—a tribute to 
our form of service, which extends 
also to work ta%s, coupon tags and 
every known kind of tap. 
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New York City 
St. Louis, Mo. 
Denver, Colo. 
Los Angeles, Cal. 


Kansas City, Mo. 
Detroit, Mich. 
Boston, Mass. 





INTERNATIONAL Tac COMPANY 


"Tac SERVICE 
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No. 12536. The Automobile Gasoline Co., St. Louis, vs. C. C. C. & 
St. L., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on petroleum and petroleum products from Roxana, 
lll., to St. Louis. Asks for reparation. 

No. 12537. Swift & Co., Chicago, vs. C. B. & Q., Payne et al. 

Unjust and unreasonable rates on eggs from Clinton, Ia., to El 
Paso, Tex., because in excess of combination of locals. Asks just 
and reasonable rates and reparation. 

No. 12538. Builders’ Brick Co. et al., Chicago, vs. A. T. & S. F. et al. 

Unjust and unreasonable, unjustly prejudicial and preferential 
rates on common brick from complainants’ plants near limits of 
Chicago switching district to points within that district by reason 
of Commission's decision in Increased Rates, 1920, and application 
of that decision within Illinois. Asks just, reasonable and non- 
discriminatory rates and reparation. 

No, 12539. Arizona Packing Co., Cactus, Ariz., vs. Arizona Eastern 
and Payne. 

Unjust and unreasonable switching charges on shipments be- 
tween Cactus Station and complainant’s plant. Asks cease and 
desist order, just and reasonable charges and reparation. 

No. 12540. E. W. Fallini, Arrowhead, Nev., vs. Southern Pacific et al. 

Unjust and unreasonable rates on animal manure from Fernley, 
Lovelock and Rye Patch, Nev., to various destinations in Cali- 
fornia. Asks cease and desist order and just and reasonable rates. 

No, 12541. Midland Linseed Products Co., Edgewater, N. J., vs. New 
York, Susquehanna & Western, Payne et al. 

Unreasonable, unjustly discriminatory, unduly prejudicial and 
unlawful rates on linseed oil from Edgewater, N. J., to Newark, 
N. J. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 12542. Arizona Copper Co., Ltd., Clifton, Ariz., vs. Arizona & New 
Mexico et al. 

Unjust and unreasonable rates on fresh fruit and fresh vege- 
tables from points in California to Clifton, Ariz. Asks for repara- 
tion. 

No. 12543. The Colorado Fuel and Iron Co., Denver, vs. Colorado & 
Wyoming Ry. Co. and Payne. 

Unjust and unreasonable rates on 73 carloads of spelter switched 
from plant of U. S. Zinc Co. at Blende, Colo., to Minnequa, Colo. 
Asks reparation. 

No. 12544. Swift & Co., Chicago, vs. Erie, Payne et al. 

Unjust and unreasonable rates on fresh meat and packing house 
products from Jersey City, N. J., to Wilkes-Barre, Pa., from 
Hoboken City, N. J., to Weehawken, N. J., and from complain- 
ant’s western plants to Jersey City, N. J. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 12545. The Hebard Cypress Co., Scranton, Pa., vs. Aberdeen & 
Rockfish; Payne et al. 

Unjust, unreasonable, unduly discriminatory and unduly preju- 
dicial rates on cypress lumber from Hebardville, Ga., Hopkins, 
Ga., and Waycross, Ga., to various interstate destinations. Asks 
cease and desist order, just, reasonable and non-discriminatory 
rates and reparation. 

No. 12546. Ore Carrying Corporation, Port Henry, N. Y., vs. Central 
R. R. of N. J. 

Alleges that defendant refuses to grant to complainant increased 
divisions of joint rates resulting from increases under Ex Parte 
74 on ground that complainant is not a common carrier. Asks 
that Commission adjudge complainant to be common carrier and 
entitled to receive divisions of joint rates. 

No. 12547. Mrs. E. F. Berkley Jones, Kirkwood, Mo., vs. Long Island 
et al. 

Asks that Commission hold unjust and unreasonable paragraph 
(D) of Rule 4, W. L. Pratt's Trf. I. C. C. 10 exempting carriers 
from responsibility for loss of jewelry enclosed in baggage, com- 
plainant having lost jewelry valued at $250 on journey from Man- 
hassett, L. I., to Kirkwood, Mo. 

No. 12548. Beaumont (Tex.) Chamber of Commerce vs. Kansas City 
Southern, Payne et al. 

Unjust and unreasonable rates on iron pipe from Beaumont, 
Tex., to Chidester, Ark. Asks cease and desist order, just and 
reasonable rates and reparation. 

No. 12549. Gulf Refining Co. of Louisiana, Pittsburgh, Pa., vs. Penn- 
sylvania, Payne et al. 

Unjust, unreasonable and discriminatory rates on k. d. iron tank 
material from Leetsdale, Pa., to Dubberly, La. Asks reparation. 

No. 12549, Sub. No. 1. Same vs. Same. 

Same complaint and prayer as to shipments of k. d. steel tank 
material from Leetsdale, Pa., to Mansfield, La. 

No. 12550. The Barrett Co., New York City, vs. Pennsylvania, Payne 
et al. 

Unjust and unreasonable rates on roofing paper from Kingston, 
Pa., to various destinations and on rags and paper stock, includ- 
ing cottonseed hull shavings and linters, to Kingston from various 
destinations by reason of Pennsylvania’s refusal to absorb en- 
tirely the rate from Latrobe, Pa., to complainant’s plant at 
Kingston. Asks for just and reasonable rates and reparation. 


Note, Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


April 4—Philadelphia, Pa.—Examiner Howell: 
* 12266—The Barrett Co. vs. Pennsylvania et al. 
April 4—Indianapolis, Ind.—Examiner Hartman: 


11894—Indiana rates, fares and charges. (Hearing limited to testi- 
mony relative to rates on coal and rates on logs.) 








April 4—Washington, D. C.—Examiner Carter: 
12030—Federal Valley R. R. Co. vs. T. & O. C. et al. 
April 5—Dayton, O.—Examiner Wagner: 
1. and S. 1311—Pulp wood to Kingsport, Tenn., from South Carolina. 


April 5—Philadelphia, Pa.—Examiner Howell: 

12185—E. I. Du Pont de Nemours & Co. vs. Director General. 

12185 (Sub. No. 1)—E. I. Du Pont de Nemours & Co. vs. Ware Shoals 
KR. R. 

12185 (Sub. No. 2)—E. I. Du Pont de Nemours & Co. vs. Laurinburg 
& Southern R. R. et al. 

12185 (Sub. No. 3)—E. I. Du Pont de Nemours & Co. vs. Georgia 
Southwestern & Gulf R. R. et al. 











| Docket of the Commission | 





No. 12551. Melcroft Coal Co., Pittsburgh, Pa., vs. Indian Creek Valley 
Ry. Co., Payne et al. 
Unjust and unreasonable rates on coal from Melcroft, Pa., to 
Jersey City, N. J. Asks reparation. 
No. 12552. The National Petroleum Assn. et al., Cleveland, O., ys 
Pennsylvania and Payne et al. ; 
Unjust, unreasonable and _ unduly prejudicial rates on petroleum 
and its products between Russell and Warren, Pa., and between 
other Pennsylvania points. Asks just and reasonable rates and 
reparation. 
No. 12553. Indiana Board and Filler Co., Decatur, Ind., vs. B. & 0, 
Payne et al. : 
Unjust and unreasonable rates on. bituminous coal from Ojji- 
phant-Johnson Coal Co.’s mine on P. C. C. & St. L. in Indiana to 
Vincennes, Ind. Asks reparation. 
No. 12553, Sub. No. 1. Same vs. B. & O. and Payne. 


Unjust and unreasonable rates on bituminous coal from Wheat-| 


land to Vincennes, Ind. Asks reparation. 
No. 12554. Interstate Oil Co. et al., Sioux City, Ia., vs. A. T. & S. F. 
Payne et al. , 

Unjust and unreasonable rates on fuel oil from points of origin 
in Kansas, Missouri and Oklahoma to Sioux City, Ia. Asks cease 
and desist order and reparation. 

No. 12555. Interstate Rice Milling Co., Eagle Lake, Tex., vs. Houston 
East & West Texas, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial rates, as well as violative of section 4, on rough rice from 
Hunter, Ark., to Eagle Lake, Tex., and from Ulm, Ark., to Eagle 
Lake. Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 12556. J. F. Bloom & Co., Omaha, Neb., vs. Central Vermont, 
Payne et al. 

Excessive, unjust, unreasonabie and unlawful rates on dressed 
marble and granite and granite monuments from Barre and South 
Ryegate, Vt., to Omaha, Neb., and Douglas, Casper and Lander, 
Wyo., and on hammered and chiseled granite from Mt. Airy, 
N. C., to Lander, Wyo. Asks just and reasonable rates and 
reparation. 

No. 12557. Northern West Virginia Coal Operators’ Assn. vs. Pitts- 
burgh & Lake Erie et al. 

Alleges that defendants fail and refuse to accord mines on the 
Monongahela Ry. and the Morgantown & Wheeling Ry. the same 
coal car supply, on the average, as is contemporaneously accorded 
on the average to mines located on the Pennsylvania Central 
region and the Pittsburgh & Lake Erie. Ask just, reasonable and 
non-discriminatory car service. 

No. — Jacobson Bros., Duluth, Minn., vs. Northern Pacific, Payne 
et al. 

Excessive, unreasonable and unlawful rates on one contractor’s 
outfit from Alice, Minn., to New Duluth, Minn. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. 12559. The Kaw River Sand and Material Co. et al., Kansas City, 
Mo., vs. A. T. & S. F. et al. 

Unjust, unreasonable and unjustly discriminatory rates on sand 
from Kansas City, Muncie and Turner, Kan., to all points of des- 
tination on defendants’ lines in Missouri. Ask cease and desist 
order and just and reasonable and non-discriminatory rates. 

No. 12560. Lackawanna Steel Co. et al., Lackawanna, N. Y., vs. 
Pennsylvania, Payne et al. 

Unjust and unreasonable rates on coal from mines in Pennsyl- 
vania, Ohio and West Virginia to points in New York. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 12561. Indiahoma Refining Co., St. Louis, Mo., vs. Ahnapee & 
Western, Payne et al. 

Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial and unduly preferential rates on petroleum oil and products 
from East St. Louis, Ill., to points in Official Classification terri- 
tory, including points in Illinois. Asks just, reasonable and non- 
discriminatory rates, cease and desist order and reparation. 





LOAN TO GA. & FLA. 


The Commission, March 25, approved a loan of $800,000 to 
the receivers of the Georgia & Florida Railway to enable them 
to meet maturing indebtedness and to aid in the making of 
additions and betterments to way and structures. 


ERIE RAILROAD EQUIPMENT 


The Erie Railroad has been authorized by the Commission 
to enter into an equipment trust agreement involving the issuance 
of $4,370,000 of equipment trust certificates, which the Standard 
Steel Car Company has agreed to accept at par value in part 
payment on rolling stock estimated to cost $5,813,108.80. 


12185 (Sub. Nos. 4 to 13 inclusive)—E. I. Du Pont de Nemours & C0. 
vs. Director General. 

12185 (Sub. No. 14)—E. I. Du Pont de Nemours & Co. vs. Aberdeen 
& Rockfish R. R. et al. 

12185 (Sub. Nos. 15, 16 and 17)—E. I. Du Pont de Nemours & ©. 
vs. Director General. 

12150—Cambria Steel Co. et al. vs. Pennsylvania et al. 


April 5—Washington, D. C.—Examiner Carter: 
12124—W. A. Wimsatt vs. B. & O. et al. 


April 5—Memphis, Tenn.—Examiner Gaddess: | 

I. and §S. 1303 (first, second, third, fourth and fifth supplementa 

orders)—Rates to, from and between points south of the Ohio 
River, including the Mississippi valley. 


April 5—Chicago, Ill.—Director Colston: R 
Finance Docket 1165—Application of the New York Central R. 
Co. for a certificate of public convenience and necessity. 


April 6—Cincinnati, Ohio—Examiner Pattison: , 
12168—Hamilton Foundry and Machine Co. vs. Director General. 
12153—The Charles Boldt Paper Mills Co. vs. Director General. 
12173—Hilb & Bauer vs. Director General. 
12263—The Ault & Wiborg Co. vs. L. & N. et al. 


April | 
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HERE are more than 

5,000 ‘‘Pennsylvania”’ 
Tank Cars in the Penn- 
Sylvania Tank Line. 
These cars are leased ta 
producers, refiners and 
marketers of Petroleum 
and other Liquid Prod- 
ucts. Information rela- 


tive to leases and opera- 
tion may be _ obtained 
from any of the district 
offices, 


PENNSYLVANIA TANK LINE 
SHARON, PA. 


New York 
Houston 


St. Louis 
San Francisco 





“Pennsylvania Tank Cars are used by Leaders of Industry 





: Jed-Bull- -dog Strength, a Yh i‘ 
Git ics Giant of i its Class ei WAN 


design and sturdy construction of ‘‘Pennsylvania’ Tank Cars embody 
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engineering improvements and patented features that have been 
thought out as carefully as those on the modern locomotive. 

The New Type A-1 Center Sill, the “Pennsylvania” Center Anchorage, the 
Maximum Dome Outage, and the simplified “Pennsylvania” Uncoupling Rod 


Arrangement—all these are distinctively “Pennsylvania” features found only 
on the “Pennsylvania” Tank Car. 


‘‘After All, Service Counts’’ 
THE PENNSYLVANIA TANK CAR COMPANY 


SHARON, PA. 


New York St. Louis Houston San Francisco 
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April 6—Washington, D. C.—Examiner Carter: 
ey Manufacturers’ Assn. of Connecticut, Inc., vs. Direetor 
enera. 


April 6—Argument at Washington, D. C.: 
11990—In the matter of intrastate rates of the American Ry. Express 
Co. between points in the state of Texas. 
10614—Grand Rapids Plaster Co. vs. Ann Arbor et al. 


April 7—Kansas City, Mo.—Examiner McGrath: 
12203—Dewey Portland Cement Co. vs. Director General. 
12152—The H. D. Lee Flour Mills Co. et al. vs. Director General. 


April 7—Argument at Washington, D. C.: 
ae & Aroostook et al. vs. Aberdeen & Rockfish et al. 
10387—Empire Steel and Iron Co. vs. C. R. R. of N. J. et al. 
April 7—Washington, D. C.—Examiner Carter: 
12177—British United Shoe Machinery Co., Ltd., vs. P. R. R. 


April 8—St. Louis, Mo.—Examiner Wagner: 
1. and S. 1308—Heater service for protection of fresh fruits and 
vegetables. 
April 8—Argument at Washington, D. C.: 
12092—In the matter of rates, fares and charges of the Steubenville, 
East Liverpool & Beaver Valley Traction Co, within the states of 
Ohio and Pennsylvania. 


April 8—Shreveport, La.—Examiner Archer: 
12172—The Lodwick Lumber Co. et al. vs. A. T. & S. F. et al. 
12232—Weaver Bros. Lumber Co. vs. Director General. 
es ae a Refining and Pipe Line Co., M. K. & T. Ry of 
. et al. 
April 8&—Washington, D. C.—Examiner Carter: 
12159—Consolidated Press Assn. vs. Western Union Telegraph Co. 


April 8—Milwaukee, Wis.—Examiner McQuillan: 
bh Pome d & Vogel Leather Co., Milwaukee, Wis., vs. L. V. 
2275—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. 
April 8—Kansas City, Mo.—Examiner McGrath: 
Tore F. Arnold et al., doing business as C. F. Arnold & Co., 
T. & P. Ry. et al. 
12230-—-United Iron Works, Inc., vs. A. T. & S. F. et al. 
Portions of fourth section applications Nos. 542, A. G. S. 
_ A. B. & A. R. R.: 2045, I. C. R. R.; 1961, K. C. S. eh 71985, 
L. & N. R. R.; 4218, 4219 and 4220, Mo. Pac, R. R., and St. . M. 
& S. Ry.; 2138, M. & O. R.; 458, N.C. & St. L. Ry.: 99" St. 
S. F. Ry.; 1578, S. A. f. Ry.; 1548, Sou. Ry., and applications 
filed on behalf of various western carriers. 
April 9—Argument at Washington, D. C.: 
11110—The Atlas Portland Cement Co. vs. Central Vermont et al. 
11110 (Sub. No. 1)—The Atlas Portland Cement Co. vs. Boston & 


Albany et al. 

11110 (Sub. No. 2)—The Atlas Portland Cement Co. vs. Bangor & 
Aroostook et al. 

— oa No, 3)—The Atlas Portland Cement Co. vs. Maine Cent- 

et al. 

— Sub. No. 4)—The Atlas Portland Cement Co. vs. Rutland R. R. 
et al. 

11110 wr a. 5)—The Atlas Portland Cement Co. vs. N. Y. N. H. 


& H. et al. 
11110 (Sub. No. 6)—The Atlas Portland Cement Co. vs. B. & M. et al. 
11110 (Sub. No. 7)—The Atlas Portland Cement Co. vs. N. Y. C. et al. 
11110 (Sub. No. 8)—The Atlas Portland Cement Co. vs. C. N. E. et al. 


April 11—Washington, D. C.—Before the Commission: 

* Finance Docket 1374—Application of the Northern Pacific Ry. Co. 
and the Great Northern Ry. Co. for approval by the Commission 
of issues of securities to refund the joint 4 per cent bonds of 
applicants maturing July 1, 1921. 

April 11—New York, N. Y.—Examiner Howell: 

12184—A. W. Hillebrand Co. vs. Director General. 
12187—A. W. Hillebrand Co. vs. Director General. 
12188—A. W. Hillebrand Co. vs. Director General. 


April 11—Tulsa, Okla.—Examiner McGrath: 
12228—Bradford Rig and Reel Co. vs. A. T. & S. F. et al. 
12218—Empire Refineries, Inc., vs. A. T. & S. F. and Director Gen- 


eral. 
12265—Empire Refineries, Inc., et al. vs. T. & P. Ry. ét al. 
12240—Phoenix Refining Co. et al. vs. A. T. & S. F. et al. 


April 11—Chicago, Ill.—Examiner McQuillan: 
12157—Kansas Rock Salt Co. vs. A. T. & S. F. Ry. et al. 
12163—Kansas Rock Salt Co. vs. Director General. 
12164—Kansas Rock Salt Co. vs. Director General. 

April 11—Louisville, Ky.—Examiner Hosmer: 
12253—The Goodwin Preserving Co., Inc., 

Terminal Ry. et al. 

April 11—Lincoln, Neb.—Examiner Wilson: 

12262—National Supply Co. vs. C. B. & Q. R. R. et al. 

April 11—St. Louis, Mo.—Examiner Wagner: 
12155—Walsh Fire Clay Products Co. vs. Director Ggnevel. 
12167—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 


Inc., vs. 


et al. 


vs. Louisville Bridge & 
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12216—Walsh Fire Clay Products Co. vs. C. & A. R. R. et al. 
12151—Corn Products Refining Co. vs. Director General. 


a: 11—Baton Rouge, La.—Examiner Archer: 
ay nm | Tammany Ice and Manufacturing ‘Co., Ltd., vs. Di irector 
ne 


Ao 11—Laneaster, Pa.—Examiner es 
2267—Lancaster Steel Products Corp. vs. 


Pr 12—Lake Charles, La.—Examiner peeves 
10737—Monroe Shingle Co. vs. St. L. S. W. et al. 
7924—-The Independent Co-operative Lumber Co. vs. 

Western et al. 
8498—The Independent Co-operative Lumber Co. vs. 
Southern et al. 


April 12—Chicago, Ill.—Examiner Pitt: 
* Fourth Section Application 11901, R. H. Countiss. 


April 12—La Crosse, Wis.—Examiner Clarke: 
* Finance Docket 1264—A pplication of the Green Bay & Western R, Rp. 
for a certificate of public convenience and necessity. 


April 12—Washington, D. C.—Examiner Carter: 
12121—Ft. — Subiaco & Rock Island R. R. Co. vs. Aberdeen & 
Rockfish et al. 


April 12—New York, N. Y.—Examiner Howell: 
12154—New York and New Jersey Lubricant Co. vs. L. V. R. R. et al, 


April 12—Chicago, Ill—Examiner McQuillan: 
12189—Indiana Reduction Co. vs. Director General. 
12182—Darling & Co. vs. Director aa 


Aes 12—St. Louis, Mo.—Examiner Wagn 
2215—East St. Louis Stone Co. vs. poy ‘& Southern et al. 
i22e—Mid Continent Equipment and Machinery Co. vs. M. & O. 
Portions of fourth section application a. . J ey: ws R 
eta 


Pioneer Cooperage Co. et al. vs. 


April 12—Tulsa, Okla.—Examiner McGrath 
12161—Standard Asphalt and Refining Co. vs. Director General and 


. & O. et al. 


Louisiana 


Abilene & 


12181—Standara Asphalt and Refining Co. vs. Midland by ad et al, 
12199—Standard Asphalt and Refining Co. vs. Mo. Pac. et al. 
12251—Standard Asphalt and Refining Co. vs. Mo. Pac. et al. 


+ 12—Omaha, Neb.—Examiner Wilson: 
11658—Ezra W. Cooke vs. C. B. & Q. 
April 13—Chicago, Ill.—Examiner McQuillan: 
* 12277—William L. Carney vs. Director General. 
12222—Wm. L. Carney vs. Director General and C. T. H. & S. E. 
12247—Wilson & Co., Inc., of Tenn., vs. A. T. & S. F. et al. 
April 13—Columbia, S. C.—Railroad Commission of South Carolina: 
* Finance Docket 1066—Application of the Orangeburg Ry. for certifi- 
cate of public convenience and necessity. 
April 13—New York, N. Y.—Examiner Howell: 
12270—Cheseborough Mfg. Co., Consolidated, vs. P. R. R. et al. 
12238—Standard Shipbuilding Corp. vs. Central of New Jersey. 
April 13—St. Louis, Mo.—Examiner Wagner: 
12241—Standard Pencil Co. vs. Director General. 
oe Acid and Sulphur Co. vs. Arizona & New Mexico 
eta 
April 13—Binghamton, N. Y.—Examiner Satterfield: 
12243—Endicott-Johnson Corporation vs. Erie. 
April 13—Paducah, Ky.—Examiner Hosmer: 
12190—A. B. Smith et al. vs. Ill. Cent. et al. 
April 13—Boise, Ida.—Examiner Pattison: 
12166—Boise Gas Light and Coke Co. = D. & R. G. et al. 
April 13—Argument at Washington, D. 
11554—Foster Lumber Co. s Director. r ry 
11792—Swift & Co. vs. C. & Q. et 
11459—A. M. Todd Co. vs. hi Arbor r al. ; 
. S. 1296—Interchangeable acceptance of 60-trip commutation 
ckets. 
April 14—Marinette, Wis.—Examiner Clarke: 
* Finance Docket 1269—Apyplication of the Wisconsin Northwestern 
Ry. for a certificate of public convenience and necessity. 
April 14—Chicago, Ill.—Examiner McQuillan: 
12259—Sargeant Coal Co. et al. vs. Evansville, Suburban & New- 
burgh Ry. et al. 
12260—The Loewenthal Co. et al. vs. C. & N. W. et al. 
April 14—Port Arthur, Tex.—Examiner Archer: 
1. and S. 1304—Interchange switching of lumber and timber at Port 
Arthur, Tex. 
—_ 14—St. Louis, Mo.—Examiner Wagner 
12006—Keokuk & Hamilton Bridge Co. vs. ‘Wabash et al. 
April 14—Ft. Wayne, Ind.—Examiner Steer: 
12248—Ft. Wayne Corrugated Paper Co. vs. Director General. 
April 14—Cairo, Ill.—Examiner Hosmer: 
12239—Cairo Assn. of Commerce vs. A. T. & S. F. et al. 


INTERSTATE COMMERCE COMMISSION HEARINGS 


Memphis, Tennessee, beginning April 5th—I. & S. DOCKET 1303, rates to, from and 
between points south of the Ohio River, including the Mississippi Valley. 900 tariffs 
under suspension, affecting rates throughout the Southeast from Ohio and Mississippi 


River crossings and defined territories. 


Orders for transcript should be placed with the offi- 
cial reporters at the earliest possible moment and 
before transcription begins, which will be no later 
than April 6th. 


THE STATE LAW REPORTING COMPA 


The charge, as fixed by the Commission, is 12'4 
cents per page for each copy furnished. 


Our representative and reporter, Mr. George ©. 
Sutton, will be at Hotel Chisca, Memphis, Tennessee. 


Official Reporters to the Commission 
9 Woolworth Bldg., NEW YORK 
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April 14—Argument at Washington, D. C. 
11187—Henry W. Peabody & Co. vs. C. M. & St. P. Ry. et al. 
11268—Ringwood Company vs. Erie R. R. e. al. 
11359—Wharton Steel Co. vs. Pa. R. R. et a 
11360—Mount Hope Mineral R. R. Co. vs. c. TR. R. of N. J. et al. 


April 15—Oklahoma City, Okla. r—mauninee wwe 
12256—Coate Oil Corporation et al. A. Ry. et al. 
Portions of fourth section cpolantion No. 700, oA ‘A. Leland. 
12165—I. L. Gilmore et al. vs. M. K. & T. et "al. 

Aus 15—Chicago, Ill.—Examiner McQuillan: 
12264—American Manganese Steel Co., Inc., vs. 
12271—Morton Gregson Co. et al. vs. A. T. & 8S. B 


April 15—Argument at Washington, D. C.: 
bbs = samy mopar Marble Co. vs. Director General et al. 
11634—Fairchild Lumber and Coal Co. vs. Birmingham Southern 


et al. 
11634 (Sub. No. 1)—James Meager vs. Birmingham Southern et al. 
11682—Chamber of Commerce of Selma, Ala., et al. vs. L. & N. et al. 
11638—Little Cahaba Coal Co. vs. Birmingham Southern et al. 
April 15—Sioux Falls, S. D.—Examiner Wilson: 
es” ae oh Railroad Commissioners of South Dakota vs. C. & 
. et a 
April 16—Beaumont, Tex.—Examiner Archer: 
12100—Beaumont Chamber of Commerce vs. Beaumont Wharf and 
Terminal Co. et al. 
12100 (Sub. No. 1)—Beaumont Chamber of Commerce et al. vs. 
Beaumont, Sour Lake & Western et al. 
April 16—St. Louis, Mo.—Examiner Wagner 
7 or. Green Rock Coal Co. vs. Big ‘gente & Kentucky River 
y. eta 
April 16—Grand Rapids, Mich.—Examiner Steer: 
a py American Fibre Package Co. Div. et al. vs. C. & N. W. 
y. et al. 
April 16—Providence, R. I.—Examiner Satterfield: 
a ye Fruit and Produce Exchange et al. vs. S. A. L. 
y. et al. 
April 16—Seattle, Wash.—Examiner Pattison: 
12211—Haskins Bros. & Co. vs. C. B. & Q. et al. 
12158—Frye & Co. vs. Great Northern et al. 
April 16—Albany, N. Y.—Examiner Howell: 
11623—In the matter of rates, fares and charges of the New York 
Central R. R. Co. and other railroad companies in the state of 
New York. (Reopened for further hearing as to Fonda, Johnstown 
and Gloversville rates, fares and charges.) 
Agee 16—Oklahoma City, Okla.—Examiner McGrath: 
12244—The Corporation Commission of Oklahoma vs. Abilene & 
Southern et al. 
April 16—Sioux Falls, S. D.—Examiner Wilson 
12026—Board of Railroad Commissioners of South Dakota vs. Ahna- 
pee & Western et al. 
April 16—Argument at Washington D 
or 1" wane Sand and Gravel tS et al. vs. A. T. & S. F. 


et al. 
11455—Manufacturers’ Assn. of York, Pa., vs. Pa. R. R. et al. 
April 18—Boston, Mass.—Examiner Satterfield: 
12148—Andrew Dutton Co. et al. vs. A. T. & S. F. et al. 
12221—Stetson, Cutler & Co. vs. Bangor & Aroostook et al. 


sc et al. 
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April 18—Houston, Tex.—Examiner Archer: 
12212—Humble Oil and Refining Co. vs. Director General. 


April 18—Philadelphia, Pa.—Examiner Barclay 
1 onstruction and repair of railway cuutpunant (with reference 
- — equipment of the Pennsylvania R. R. and affiliateg 
ines 
April 18—Birmingham, Ala.—Examiner Hosmer: 
12120—Corona Coal Co. vs. Miss.-Warrior Service et al. 
12250—Wm. Danzer & Co., Inc., vs. G. & S. I. R. R. et al. 


April 18—Chicago, Ill—Examiner McQuillan: 
12174—Swift & Co. vs. Southern Pacific et al. 
12207—Swift & Co. vs. wr R. I. & P. et al. 
12175—Morris & Co. vs. T. & S. F. et al. 
12176—Morris & Co. vs. +, eh. Junction Ry. et al. 


April 18—Oklahoma City, Okla.—Examiner McGrath: 
11468—Bartlesville Zinc Co. vs. Director General. 


April 18—Detroit, Mich.—Examiner Steer: 
12186—General Motors Corporation vs. Director ners 
12235—Michigan Manufacturers’ Assn, et al. vs. C. & O. Ry. et al, 


—_ 18—Argument at Washington, D. C.: 
11743—Penn Seaboard Steel Corporation vs. Director General. 
11749—Minute Tapioca Co. vs. Boston & Maine et al. 
11614—Fels & Co. vs. B. & O. et al. 


April 19—Chicago, Ill.—Examiner McQuillan: 
12149—Armour & Co. vs. Erie. 
12160—Armour & Co. vs. L. V. R. R. and Director General. 
12193—Armour & Co. vs. M. K. & T. Ry. et al. 
12223—Armour & Co. vs. Northern Pacific et al. 


—_ 19—St. Louis, Mo.—Examiner Wagner: 
11862—Missouri rates and charges. 
April 19—Galveston, Tex.—Examiner Archer: 
1. and S. 1175—Coffee from Galveston, Tex., and other gulf ports, 
April Tt, ow ~ at Washington, D. C.: 
1. and S. 1272—Switching and absorption at Minneapolis, Minn., etc, 
I. and s. 1263—Substitution of 35 per cent for 33% per cent increase 
in class and commodity rates between eastern and southerm 
groups and the southwest. 
age 20—Boston, Mass.—Examiner Satterfield: 
12194—Boston Wool Trade Assn. vs. Boston & Albany et al. 
April 20—Galveston, Tex. % a1’ Archer: 
12229—H. Kempner vs. G. & S. A. et al. 
12261—Texas Star Flour Mills vs. Director General. 
April 20—Portland, Ore.—Examiner Pattison: 
12213—Sullivan Lumber Co. vs. Director General. 
a. ~~ ee Traffic and Transportation Assn. vs. 0.-W. R. & N, 
‘o. et al. 
— 20—Argument at Washington, D. 
1. and S. 1297—Fares of the Wranhingtess.- Virginia Ry. Co. 
April 21—Montgomery, Ala.—Examiner Hosmer: 
12156—Belser Grocery Co. et al. vs. L. & N. et al. 
12214—Surcharge for transportation of passengers in sleeping cars 
between points in Alabama. 
April 21—Chicago, Ill.—Examiner McQuillan: 
12237—The Farmers Square Deal Grain Co. et al. vs. Fox & Iilinois 
Union Ry. et al. 
April 21—Aberdeen, S. D.—Examiner Wilson: 
12178—City of Aberdeen vs. C. & N. W. et al. 


DIRECTORY OF ATTORNEYS iwreestate commerce Commission 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 

Interstate and Foreign Commerce 
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Analysis—Claims 


971 SPITZER BLDG. 
ts—Demurrage TOLEDO, OHIO 


Hickox Bldg., 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate A just: its 
and Practice before the oe 
Commerce kk ag 


Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 


ease wa. Wrecutive Vice-President, North- 

ia Coal Operators’ Associa- 
en: Wrote Xo Attorney-Examiner, Inter- 
Btate Commerce Commission; 1909-1919, 
Commerce Counsel for various commerciai 
— and shippers of Missouri River 


MUNSEY BUILDING, WASHINGTON, D. C. 


Seuthern 


Harvey B. M. Wilds Leo Wing 


WILDS AND WING 


ATTORNEYS AND COUNSELORS 


CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


CHAS. E. COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


ARTHUR B. HAYES 
ATTORNEY AT LAW 


Colorado Buliding, Washington, D. C. 
Former Member of the Department of Justice as 
Solloltor of internal Revenue 


Interstate Commerce Litigation @] state Commerce and State Commissions and 
Specialty 


KARL KNOX GARTNER 


Fe 2 eke ¢ mee ee oe Bxaminer, Interstae 
wection af lan at Lenioue, “ae we 


Special attention te matters eho the Interstate 
Commerce Commission, Income Tax Unit, ny 
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CLEVELAND, O. 701-706 WOODWARD BLDG., WASHINGTON 


Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 


EDWARD A. HAID 


ATTORNEY AT LAW 


1411-16 Liberty Central Trust Building, 
St. Louis, Mo. 


Special attention to matters before Inter- 


railroad and rate litigation and claims. 


CLYDE N. THOMPSON 


INDUSTRIAL TRAFFIC MANAGER 


All Traffic and Transportation matters. 


Seven years’ experience in all branches 
of transportation 
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THE TRAFFIC SERVICE CORPORATION 
WASHINGTON CHICAGO 

SOLORADO BUILDING ' 418-480 S. MARKET STREET 
Telephone, Main 3840 Telephone, Harrison 8808 


100% American Premier Fleet 


ATLANTIC-PACIFIC 
EXPRESS SERVICE 


America’s Coast-to-Coast 
Direct Fast Freight 


PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
.PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 
UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
Drexel Building 42 Broadway 


Pittsburgh Mobile, Ala. 
Unien Arcade Bldg. 8. W. Cor. St. Francis & Water Sts. 


Savannah, Ga. Oakland, Cal. 
Savanah Bank and Trust Bldg. Parr Terminal 


Les Angeles, Cal. : Portland, Ore. 
427 Van Nuys Bidg. Board of Trade Bldg. 


L. C. Smith Bldg., Seattle, Wash. 
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4-ONE BOXES 


Lower the Percentage of Loss 


Proper packing relieves railway and ex- 
press companies of much of the financial 
load caused by loss and damage claims, 
pilferage, etc. 


Starting shipments right is a policy 
that should command the co-operation of 
transportation companies and all shippers. 


4-ONE BOXES, when properly packed 
and closed, give their contents maximum 
protection. Binding wires are stapled to 
the sides, top and bottom of every 4-ONE 
box and carry the peak of the load. The 


ends of each binding wire should be 
securely twisted together to obtain the 
combined holding power of every wire. 


Use of either of the closing tools shown 
below, for twisting the ends of each bind- 
ing wire together, is recommended. A 
single operation makes the twist and 
automatically removes the rough ends of 
the wire. Knock the twist down against 
the side of the box as illustrated above. 


Write for free copy of 4-ONE TALKS, 


our quarterly bulletin on better packing. 


4-One Box Makers Association 


Dept. A, Conway Blidg., Chicago 





Use Either of These Closing Tools 










Patent Applied For 
Bauwens Toggle Twister 


Either tool makes uniformly good twists with smooth ends. 





Patent Applied For 
Bruce Twister 


No other tool does the work so well. 
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Speed and hill climbing 


The present Pierce-Arrows travel 
from point to point 15% faster than 
before. Their hill-climbing ability 


—pulling out of holes or through 
sand—is 25% greater because of the 
Dual Valve Engines in them. 


Governed to an indicated speed, their 
greater power permits them to maintain 
their pace, so they make more trips and 
cover a wider radius each working day. 


letce ..°.. 


2 -ton $3750 
3}-ton 4950 


5-ton 5700 
All Prices F.O.B. Buffalo 


THE PIERCE-ARROW MOTOR CAR COMPANY, BUFFALO, N. Y. 
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UCKENBACH LINES. 


Express Freight Service 


U. S. Mail Steamers Twin Screw American Steamers 


New York Hamburg 


New York Rotterdam Amsterdam 


Philadelphia Rotterdam Amsterdam 


Piiladclpkia Port of Los Angeles San Francisco 


Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 





































GENERAL OFFICES: 44 Whitehall Street, New York 






CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY C. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 
Lafayette Building Central Building Pierce Building Merchants Exchange 

















Don’t Hesitate—Investigate 


ON’T hesitate about sending that shipment of 

machinery weighing from 200 !bs. to 20,000 Ibs. 
through us simply because the Consignee may have requested it 
routed over some particular Western Line or route—investigate. 






Yes, investigate and here is what you will find out—you can meet the 
wishes of the Consignee by sending it to the Trans-Continental Freight 
Co., 31st Street Station, Philadelphia, Pa., via the Philadelphia & 
Reading Railway—tell us how it is to travel beyond, and we will 
put it in our pool car and send the whole carload the route desired 
by Consignee. 







Simple, and yet—freight cost is saved, through car service from 
Philadelphia is assured, thus insuring less liability for damage, and 
the Western road your Consignee picked out gets a fu/l carload 
instead of a small less than carload. 


“Good idea!’ Sure it is and not limited to Philadelphia either—works out the 
same from Cincinnati and Chicago, East or West, and effects decided savings 
for machinery shippers who pay the freight, and who pay less freight thanks 


to our co-operation and consolidation. 


MACHINER Y || Teass-Comminentac FREIGHT Company 


Export and Domestic Freight Forwarders 
D | N ( , Consolidators of Machinery, Household Goods, Automobiles and Pianos 
GeneraljOffices: 203 Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 


Old South Building, Boston Hippodrome Building, Cleveland | 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 


Union Trust Building, Cincinnati Alaska Building, Seattle 
13th & Kearney Sts., Portland, Oregon 
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